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RAILROAD LABOR BILL 

We have had little to say in these columns about the rail- 
road labor bill pending in Congress, because we have believed 
it to be, as represented, the result of an agreement between 
railroad labor and railroad management, and because we be- 
lieved, if that were true, it might be a way out of a com- 
plicated situation, in the sense that both labor and manage- 
ment would be likely to abide by legislation which represented 
their joint request and had their joint approval, even though 
some things in the bill might not appeal to us. 

It is still the fact that, officially, the bill represents the 
joint wishes of labor and management, the approval of man- 
agement being indicated by a majority vote of railroad execu- 
tives. But it has come to our knowledge that not only did 
some railroad executives vote against the bill in the meeting 
at which ratification was obtained, but some of those who 
voted for it did so against their better judgment as to the 
merits of the bill. These were influenced by the desire to 
“go along” with the others and not to be “obstructionists,” 
or were impelled to vote as they did by representations that, 
though this bill might not be just what was desired, it was 
the best that could be obtained by agreement and, if there 
were no agreement, nobody knew what might happen, since 
it was settled beyond reasonable doubt that the present law 
creating the Labor Board was to be repealed or changed. 
Doubtless still others voted for the bill without any convic- 
tions one way or the other, for there are always votes of that 
sort, even among railroad presidents. 

So, though, in the sense that there has been an official 
vote in its favor, the bill does represent the desires of both 
labor ¢nd management, in the sense that it represents the real 
feelings of the executives we doubt if it has the approval of 
the majority. This may or may not affect the extent to 
which the bill will be obeyed by the railroads, if it becomes a 
law, but it does, at least, change somewhat the situation with 
respect-to the manner.in which the proposed legislation 
should be received by the public. 
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In the first place, though we admit that, sometimes, there 
is such a thing as expediency, we believe that, in matters of 
national legislation, the public interest would be best served 
if those who have real convictions on such subjects as this 
would make known those convictions and endeavor to have 
such measures passed as they believe wise, on their merits. 
In the second place, we believe those railroad presidents who 
were frightened by the talk that something was going to be 
done and they had better get the best bargain they could with 
labor, were unnecessarily frightened. At least their fright 
was premature. -We do not know of any specific demand 
that the law creating the Labor Board be repealed and, even 
if there were such a demand, the manly thing to do would be 
to fight it or to agree with it only to the extent that some- 
thing else as good or better be substituted for the present 
law. If this bill becomes a law and proves not to be a good 
one, whom can the railroad executives who do not approve it, 
but voted for it, blame but themselves ? 

In the third place, we believe the bill is unsound for the 
reason that it provides for no public representation on boards 
to adjust grievances. It is well enough to say that such 
matters should be left for settlement to the roads and their 
employes, and with that view we have much sympathy. But, 
if we are to leave it to them, why not leave it to them 
entirely? Why endeavor to interpose legislative machinery ? 
The very fact that we legislate on such a subject is proof 
that it is of such public importance that the public should be 
represented in settlements arrived at. 

Incidentally, we call attention to the statement, printed 
elsewhere, of Chairman Hooper, of the Railroad Labor 
Board, on the subject of this proposed legislation. Whether 
one likes the Labor Board or not, or whether one approves 
Mr. Hooper’s views or not, his is a manly, forceful statement 
that ought to prove a treat to some, including certain rail- 
road executives, whose action and words in such matters 
prove the absence, under the waistcoat, of those organs 
which, when taken from cats, are used for fiddle strings. 


THE SANE VIEW ON TRANSPORTATION 

In our consideration, in a series of editorials, of matters 
in which there has been lack of fair consideration of the 
public good, we come next to the fourth section of the act to 
regulate commerce and the effort to make that section rigid 
with respect to water competition. There could be no plainer 
illustration of selfishness. The proposal is that the Commis- 
sion shall not be allowed to grant permission for violations of 
the fourth section, which prohibits a lower rate for a longer 
than for a shorter haul. The principal proponents of the 
measure are the so-called intermountain interests, led by 
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Here is a solid train of oil in tank cars such as is frequently hauled 
over the Illinois Traction System, and pulled by one of our 1000 t 
horsepower electric locomotives. These train-loads of oil move ; 
regularly from the southwestern fields to the eastern manufactur- 


ing districts and are received from and delivered to connecting 
railroads. 
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and connections with all steam railways, offers the car lot shipper 


prompt, careful handling of freight to or from any point in the 
United States. 
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Senator Gooding, of Idaho, and Commissioner Campbeil, 
former attorney for those interests. Even if they were right, 
from the selfish point of view, they would be wrong from the 
public point of view. The public interest is larger than the 
intermountain interest. But they are wrong from their own 
point of view, which is that, if the carriers are permitted to 
make low rates to Pacific Coast points to meet the competi- 
tion of ocean vessels, the reductions should be proportion- 
ately applied to intermediate points. They seem unable to 
see that, though they might profit by such proportionate re- 
ductions, they have nothing to lose if the proportionate 
reductions are not made. Either the railroads will be permit- 
ted to make rates to the coast to meet ocean competition, or 
they will not be. If they are permitted, they will carry the 
traffic, or some of it. If they are not permitted, the boats 
will carry it. 

Of course, the steamship companies are in favor of the 
Gooding bill. Shippers who believe it would work to their 
interests are also in favor of it. The railroads are against 
it because it would cut them out of traffic which, though they 
must haul it at greatly reduced rates, would still pay them 
something over the out-of-pocket cost of carriage. Shippers 
in the middle west, who are at a disadvantage under a situa- 
tion where freight may be moved at less cost from coast to 
coast by vessel than they can move it by rail, are also against 
it. The case is divided along selfish lines and one of the 
strangest phases of the lengths to which a matter of this 
kind can be carried is that it actually finds some shippers 
arrayed against the proposals of railroads to make low 
rates. No one would believe that without a study of the 
situation. 

Now, what is the sane view of it? Dismiss the selfish 
point of view, if you have one. For ourselves, we don’t care 
for the railroads, or the shippers on the Atlantic seaboard, or 
the middle west shippers, or the intermountain interests, or 
the steamships, per se. Whatever is right is right, regardless 
of who profits or who suffers. Under the present situation 
the steamships are carrying some traffic that the railroads 
believe they could carry at a profit if they were permitted 
to violate the fourth section and make the necessary rates. 
If they can show that they would make a profit, however 
small, on business that they cannot carry at all—which means 
a waste of equipment and consequent serious loss—unless 
they are permitted to make these low rates, ought they not 
to be permitted to make them? We think so. And, being 
permitted to do this, ought they to be required to give the 
same advantage in rates to the intermediate country, simply 
because it would like to have it? We think not. It seems 
to us that the Commission ought to be permitted, as it always 
has been permitted, to grant permission for fourth section 
violations when there is a showing that they are necessary 
in order to enable the railroads to share in business they were 
built to carry, though not, of course, for the purpose of per- 
mitting them to throttle another legitimate agency of trans- 
portation. 

This brings us to another closely related transportation 
problem—the problem of regulation of intercoastal steamship 
rates. It is a question that is being discussed more than ever 
before. The question is this: Ought or ought not the rates 
of intercoastal vessels, which compete with the transconti- 
nental rail carriers, to be regulated, and, if so, ought they to 
be regulated by the same body that regulates railroad rates? 
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There is no question, as we have just seen, that the 
ocean vessels moving through the Panama Canal are compet- 
ing with the transcontinental railroads. They have a right 
to compete, of course, if they do so under fair conditions. 
What is it enables them to compete thus successfully? The 
Panama Canal. The Panama Canal, by the way, was not 
built by God. It was built by man at great expense, which 
was paid by all the taxpayers of the land. We are not say- 
ing that it should not have been built or that, having been 
built, it should not be used. But the one condition of its 
building that justified payment for it by general taxation 
was the national defense. In so far as it is used for com-° 
merce its use should be paid for on a business basis. That 
is, those who use it should pay what its use is worth to them, 
and not a nominal fee. By this means, ocean vessels might 
be put on an equal basis with the competing railroads. Regu- 
lation of their rates is another means. 


Looking at this question from an absolutely impartial 
point of view, it would seem, would it not, that, if the rates 
of railroads are regulated, the rates of intercoastal vessels 
in direct competition with the railroads ought also to be 
regulated, by the same body, that there might be no undue 
advantage on either side? We think the answer from almost 
any unbiased person would be in the affirmative and that, in 
theory, there is no question as to the justice of regulation 
of intercoastal steamship rates. And yet there are many 
practical obstacles to such a course—obstacles that it is not 
necessary to go into here. A study of these obstacles ought 
to be made in an effort to see if they may not be surmounted. 
Possibly they cannot be and we may have to endure a con- 
tinuation of competition between railroads with strictly 
regulated rates, and steamships whose rates are unregulated, 
using a canal built by public taxation. Regardless of the 
obstacles we speak of, something might be done about more 
adequate canal tolls and, at the very least, the railroads, as 
we have said, should be permitted to make low transcon- 
tinental rates in violation of the fourth section if they are 
able to show that, in doing so, they actually add substantially 
to their net revenue. We are not attempting to solve this 
question, but we are asking for a fair, sane view and a fair 


consideration, regardless of the profit of this, that, or the 
other interest concerned. 


THE HOCH-SMITH RESOLUTION 


(The Washington Post) , 

During the recent debate on the appropriation for the Inter- 
state Commerce Commission discussion reverted to the Hoch- 
Smith resolution passed by the House about a year ago, as fllus- 
trating the danger of asking a department or bureau of the 
government to investigate simply for political or class purposes. 
This resolution requested the Interstate Commerce Commission 
to investigate the matter of readjusting railroad rates so as to 
give a lower schedule to agricultural products. It also involved 
the investigation of live stock rates. 

In the language of one of the members of the Interstate 
Commerce Commission, this is a very large order, and will take 
time and money. Immediately after the passage of the resolu- 
tion the Commission submitted it to all parties who desired to 
express their views. The Commission also asked for the inter- 
pretation and scope and purpose of the investigation. Of course, 
no result has been reached. ; 

One objection to the resolution is that Congress indirectly 
undertakes to take away from the Commission the work of mak- 
ing rates of transportation. To make such an investigation will 
take years; and the result will be unproductive of good unless 
a practical way is found to reduce rates on agricultural products, 
even at the expense of shippers of other commodities, and the 
railroads themselves. It should be assumed that the Commerce 


Commission, clothed with rate-making power, fixes rates on a 
broad, national basis, with the interests of all classes in view. 
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Special rates for any class obviously will immediately raise ob- 
jections and complaints. If the Commission is clothed with 
power to make rates it should be left free to exercise that power. 


MONEY FOR THE COMMISSION 


The Trafic World Washington Bureau 


Action of the Bureau of the Budget in making “arbitrary” 
cuts in the Commission’s estimates for appropriations was 
condemned in the House, this week, by Representative Newton, 
of Minnesota, a member of the House committee on interstate 
and foreign commerce, in debate on the independent offices 
appropriation bill. 

Mr. Newton commended the subcommittee of the appropri- 
ations committee in charge of the bill for having given the Com- 
mission substantially what it asked for last year and this year, 
calling attention to the fact that last year the Bureau of the 
Budget had cut the Commission’s estimates approximately 45 
per cent. Cuts made by the Bureau this year were later offset 
by transmission of supplemental estimates to the appropriations 
committee. Mr. Newton emphasized the importance of the 
Commission on having an adequate appropriation for printing its 
reports. Continuing, he said: 


We ought always to bear in mind—and this is true of the Bureu 
of the Budget—that rate making is a legislative function; that Con- 
gress can not do it itself, and therefore has delegated the task to 
the Interstate Commerce Commission. The commission is our agent. 
It is an independent office of the government. It has no representa- 
tive in the cabinet to whom it may look for representation when 
the budget is made up. Therefore the matter of the budget of the 
Interstate Commerce Commission is peculiarly one that Congress 
ought to guard and guard carefully. That the committee on appro- 
priations did a year ago, and that it has done this year. I commend 
them for their interest. 

Along this line let me also say this: The primary business of 
the commission is one pertaining to the regulation of. the railways 
of the country, the prevntion of unreasonable rates and discrimina- 
tions between persons and localities. The first claim upon its time 
is on the question of rates. This is the primary work of the Com- 
mission. When we add other and additional duties we should ap- 
preciate that this necessarily means less time for the transaction of 
these original duties. 


Rate making is highly technical business. Innumerable factors 
enter into the making of a rate. Therefore we should not take unto 
ourselves duties that have been delegated to the Commission. That 
has been attempted within the past few years. We have had proposed 
legislation of that character. That is true of legislation that will be 
pending before us undoubtedly during the present session of Con- 
gress. 


Attacks Wheeler Resolution 


Representative Newton referred to the resolution introduced 
in the Senate by Senator Wheeler, of Montana, calling on the 
Commission to withhold its decision in the Nickel Plate merger 
case until Congress had revised the consolidation provisions 
of the trasportation act. He did not name the senator nor the 
Nickel Plate but referred to the resolution by number. Con- 
tinuing, he said: 


In other words, you have here one branch of the Congress not 
only requesting but directing this agency of Congress to do what? 
To refrain from giving a decision in a case which is pending be- 
fore it. You might say that it is practically on a par with a direction 
from one of the two houses of Congress to one of the courts of the 
United States before whom a case is pending to refrain from render- 
ing a decision until action has been taken by Congress upon it. 
Here is a case that is being litigated before the Commission. .While 
it is pending one branch of Congress directs the Commission to with- 
hold its decision. Practice of this kind will soon destroy the confi- 
dence of the public in its work and decisions. This we must not 
do, for what will we put in its place? Gentlemen, the increase in 
the ordinary duties of the Commission has been simply tremendous. 
That increase is equally apparent during last year. For example, 
the formal complaints have increased from 1,659 to 1,780; cases pend- 
ing, 1,958 in 1924 to 2,198 in 1925. If, gentlemen, you will go over 
the hearings, no matter how you figure it, you will see that the work 
of the Interstate Commerce Commission is annually increasing. It 
is tremendously important work. It ought to be our business to 


recognize that fact, to recognize its primary functions and duties,- 


and to protect the Commission -in the transaction of its duties. The 


resolution referred to is, in my judgment, clearly outside the legitimate 
functions of Congress. 


Mr. Newton offered an amendment, which was adopted, pro- 
viding that receipts from sale of report-form blanks to states 
should be credited to the appropriattion of $160,000 for printing 
and binding. He said this would add approximately $10,000 to 
the amount provided for printing and binding. He said the 
Commission was now something like eleven volumes behind in 
the publication of its decisions and that the additional amount 
would enable it to make its publication of decisions practically 
current within the next year. 


Hoch-Smith Queries 


Representative Jones, of Texas, asked when the Commission 
would act under the Hoch-Smith resolution “with reference to 
farm products and the adjustment of rates.” Mr. Newton re- 
ferred to the testimony given by Commissioner Esch on that 
subject before the appropriations committee in which the com- 
missioner explained that months and months would be required 
to complete the work under the resolution. 

Representative Hudspeth, of Texas, asked whether the cause 
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for the Commission being overburdened with work was due to 
a lack of clerical force or an insufficient number of commis. 
sioners. Mr. Newton said he thought “they certainly have 
enough commissioners,” and that so far as the present force 
was concerned, the Commission probably had all the competent 
help it could use. 

Mr. Hudspeth said he was in favor of giving the Commission 
every dollar it asked for. He said the Commission was to have 
given a decision on a reduction in live stock rates February 
11 or 12 and that it had postponed it indefinitely. He asked 
the reason for that but Mr. Newton was unable to answer 
the question. 

Representative Wood, of Indiana, said the trouble was that 
Congress was constantly increasing the duties of the Com- 
mission. 

Mr. Newton referred to the omission in the Commission’s 
last annual report of its estimates of the money it needed 
for the ensuing fiscal year and that the only reason he knew 
of for the Commission’s departure from its practice of the past 
of including such estimates in its annual reports was that the 
Bureau of the Budget had indicated that it did not wish such 
figures included in the report. He said he hoped the former 
practice would be followed in the next annual report because 
Congress, in passing the Budget act, never intended that its 
rate-making agent should be barred from reporting to Congress 
as to its financial requirements. 

Representative Jones reverted to the Hoch-Smith resolution 
and as to when a decision under it might be expected from the 
Commission. Representative Hoch, of Kansas, reviewed briefly 
what the Commission had done in Docket 17000 and Ex Parte 87 
and expressed the hope that the Commission would find it 
possible to take some action in the live stock cases and other 
cases affecting farm conditions in the West. Mr. Jones again 
commented on the delay of the Commission in announcing a 
decision with reference to rates on live stock and farm products 
in the West. He said about the time “we all hoped there would 
be a decision” the railroads came along with a request for a 
5 per cent increase in rates and “they must set a hearing on 
that.” Continuing, he said: 


Now about the time we expected a decision the railway com- 
panies applied for this 5 per cent increase, and, lo and behold, they 
said they would have to go into a hearing on that proposition. I 
would like for any man to give me some logical reason why a hearing 
on the question of a reduction in these rates would not involve the 
same proposition and elicit the same facts that a hearing on &n 
application for an increase of the same character of rates would 
bring out. Since they had had the application for a decrease in live- 
stock rates and had had an investigation of that, why did they not 
have all the facts essential to determine the question of whether 
there should be an increase or a decrease of rates? Why go into a 
great, long maze of discussion and hearings and go over the same 
facts that were involved in the question of the increase in rates? It 
seems to me they had all the essential facts and might have made an 
earlier decision without conducting the second set of hearings. I 
think, as a matter of fact, everyone recognizes the conditions that 
exist with reference to agricultural products and the early action 
that is necessary. The Commission at least should make every effort 
to carry out the hope that one of the coauthors of the bill has ex- 
pressed, in which hope I very ardently join. 


REDUCTION OF I. C. C. DUTIES 


The Trafic World Washington Bureau 


Measures to relieve the Commission of the duty of making 
a monthly report to the Senate or the President on the condition 
of railroad equipment and of publishing schedules of steamship 
sailings have been introduced in Congress. 

Senator Cummins has offered in the Senate a resolution 
rescinding the La Follette resolution passed February 26, 1923, 
requiring the monthly report on condition of railroad equipment. 
The resolution says that the conditions which called for the 
furnishing of the monthly reports have now passed. The ref- 
= was to the railway shopmen’s strike which began in July, 

Representative Wood, of Indiana, has introduced a Dill 
(H. R. 9598) amending section 25 of the interstate commerce act 
so that common carriers by water whose vessels are registered 
under the laws of the United States would not have to file with 
the Commission schedules of steamship sailings and the Com- 
mission would not publish such schedules. In other respects 
the section would remain in the law as it now is and ocean 
carriers would, instead of filing schedules with the Commission, 
keep available such schedules for distribution. 

The Commission has recommended to Congress that it be 
relieved of the duty of making the monthly equipment report 
and of publishing the steamship schedules. 

Commissioner Esch told the House appropriations committee 
recently that the information required by the equipment reso- 
lution was contained in the Commission’s monthly, quarterly or 
annual reports. The cost of preparing the report each month 
was estimated at $5,000 annually. Mr. Esch also said, with re 
spect to sailing lists of vessels, that the sailing lists of vessels 
changed so rapidly that when the Commission’ list was circu- 
lated, the information in it was not reliable. The cost of pub- 
lishing the list monthly was estimated at $9,000 annually. 
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is Coolidge a Candidate?—Excessively cautious men such, 
for instance, as those who have had doubts whether Calvin 
Coolidge was a good politician, are inclined to take his interest 
in the non-voting stock question as fair evidence that, if he is 
not a candidate for another term, he intends to leave a record, 
not only of promoting business, but of seeing to it that the busi- 
ness he promotes is not filthy in any particular that can be pre- 
vented. Under the surface, the allegations made in respect of 
non-voting issues of stock, if accurate, would make some of the 
get-rich-quick schemes appear respectable. The suggestion is 
that the President, taking note of the accusation that he and his 
administration constitute the particular friend of big business, 
ig determined that it is incumbent on him to do what is possible 
to prevent scandals on account of the issuance of non-voting 
stock, particularly of the sort that carries with it absolute con- 
trol in the hands of a coterie having hardly a dollar invested 
in the enterprise. The national government, it is the general 
thought, can exercise practically no power over such matters. 
Its power covers only the railroads. All issues of stock by com- 
mon carriers, of course, are controlled by the Commission. None 
of their stock can be put out without its permission. The Pres- 
ident, of his own power, cannot deal with such issues, but there 
would be no reason for him to concern himself on that point, 
even if he could, because the Commission has complete power. 
Even if some disagree with that proposition, the Commission is 
fairly active in seeing to it that carriers do not “put over” 
things that will cause scandals. Therefore, the Coolidge interest 
must be in the issues by companies over which the national 
government now has no power. It is suggested, among those 
who like to estimate the political effect of things, that it would 
not be good for the Coolidge administration or for the Coolidge 
reputation were it to develop that, while the administration was 
encouraginng business, it allowed things to be done that resulted 
in insiders robbing investors by selling them non-voting stock 
in a company in which the buyers would have no voice, the 
robbing being made possible by the possession, by the insiders, 
of control of corporations in which they had infinitesimal finan- 
cial risks. Railroad presidents and managers, it is true, seldom 
have more than qualifying shares, but railroad affairs are regu- 
lated by public authority; hence, managers without financial 
interest do not look as menacing as presidents and managers in 
corporations that are not regulated. States have authority over 
corporations other than common carriers. In other words, every 
issue of stock that is causing anxiety at the White House has 
been authorized by some state—perhaps not by affirmative action, 
but, at least, by acquiescence. It has been suggested that no 
state can legislate for the prevention of crookedness as fast as 
crooked minds can devise methods for taking money from the 
unwary. However, seemingly, the President is not content to 
let things rest on that basis; hence, his inquiry into the matter. 
What he is going to do or say about the subject no one has yet 
been advised. He may not himself know just how he will go 
about the problem. Apparently, however, he deems it incumbent 
on him to think about the matter, regardless of whether the 
thinking be taken as evidence that he is intending to become a 
candidate in 1928, or merely to be prepared to defend his sup- 
posed fondness for promoting business, a thing that has been 
Mentioned in the Senate as a thing to his discredit. 





_ Mellon the Forgetful—In some things, Andrew W. Mellon, 
Director-General of Railroads, Secretary of the Treasury, head 
of the foreign debt funding commission, and a few other things, 
ls somewhat forgetful. For that reason, those through whose 
hands pass the Commission’s orders requiring the Director-Gen- 
eral to make reparation to shippers: wonder what will happen 
if and when Mr. Mellon receives an order directing him to pay 
Teparation to the Gulf Refining Company, a company in which 
Mr. Mellon had a large interest prior to his acceptance of office. 
The chances are, it is believed, Mr. Mellon will send for Arthur 
Sixsmith, his assistant, to ask him what should be done and 
to find out how it came that he took an office that would require 
him to have any dealings with the company in which the Mellon 
family has such a large interest. Mr. Sixsmith frequently hesi- 
tates to dispose of matters, though his job is to lighten Mr. Mel- 
lon’s hurden. Henry Ford is said to have found that he had 
$2,000,000 on deposit in a bank in Canada, although he could 
not remember having used that bank for such a purpose. Apropos 
of that, it is told that, some time ago, a man in Pittsburgh wrote 
‘o Mr. Mellon offering him $685,000 for a piece of real estate in 
_ city, near the Mellon bank. Mr. Sixsmith thought this a 
= of business he should bring to the attention of Mr. Mellon. 

€ did so, but received a jolt when Mr. Mellon said: “Arthur, 
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where is that piece of land?” Arthur made a-diagram, carefully 
mentioning every building and other landmark that might help 
Mr. Mellon to recall that fraction of the Mellon estate before 
he could recall it as one of his pieces of property. All of which 
may suggest that men who have made great business successes 
are not so much interested in what they have as in what they 
have not yet acquired, and that there is more fun for them in 
acquisition than in possession. 





Early Adjournment Talk.—The biennial talk about early ad- 
journment of Congress this year is not confined solely to the 
party in supposed control of Congress. The fact is that the 
nominal minority party, so far as can be determined now, is 
just as anxious for an early getting away from Washington as 
the party nominally in power. Calvin Coolidge and his party 
are not in control because they have not a definite majority in 
the Senate. There are so many uncertain Republicans in that 
body, such as Couzens, Brookhart, Howell, and Norris, that the 
leaders of that party cannot be sure on any question that may 
come up of a united front against the Democrats. The political 
lay-out in the Senate seems to favor the Democrats; hence, their 
willingness to get through with the present session at the earli- 
est possible moment. They want plenty of time in which to 
press their advantage. The Republicans want plenty of time 
to get their ideas before the people in the hope that the voters 
will return enough Coolidge Republicans to assure President 
Coolidge of a control in the legislative branch such as they 
have in the executive. Thirty-four of the ninety-six senators are 
to be elected this year. The number is greater than the usual 
one-third of the membership on account of selections to fill un- 
expired terms. Of the number to be chosen no fewer than 
twenty-seven are Republicans and only seven Democrats, and 
they are from states where the Democrats have an advantage, 
under normal conditions. In the tax bill fight, the division was 
not on the lines of Republicans and Democrats, but, rather, be- 
tween the House and the Senate, the former controlled by the 
Coolidge administration and the latter controlled by a coalition, 
which, while it put Républicans in the places of responsibility, 
did not acknowledge allegiance to the Coolidge administration. 





Babes with Ink Horns.—The recent epidemic of speeches in 
Congress about rates has been duplicated, in a way, with 
speeches about the habits of George Washington and writings 
about Andrew Jackson and his wife. Every now and then, it 
seems, readers of historical works discover evidences that heroes 
had human characteristics, idiosyncrasies and frailties. A por- 
tion of such discoverers, every so often, rush to their writing 
desks and set down vivid thoughts about the celebrities. Then 
some of them learn, as did Chief Justice Taney, that omitting 
words of qualification from what they have said is one of the 
most flagrant of all sins. That unfortunate son of Maryland, it 
will be recalled, observed that he was not one of those who 
subscribed to the declaration or doctrine that a negro had no 
rights a white man was bound to respect. It was not really 
necessary in the disposition of the case before the court, for 
him to say anything on the subject of his own views. However, 
he did so. The rabid abolitionists clipped off the words of qual- 
ification and misquoted him as saying the negro had no rights 
a white man was bound to regard. In the same way, those who 
have talked about George Washington, his whiskey still, and 
his recipe for making beer, used words of qualification, but the 
believers of Parson Weems’ “history” of the first president 
ignored them and have flayed those who talked about Wash- 
ington as if they had represented him as being primarily a 
distiller and brewer and, incidentally, a soldier and statesman. 
The uproar created by such things suggests the thought that 
babes should not be intrusted with ink horns and paper. It 
may even come to some one raising a storm by calling attention 
to the bar sinister on the escutcheon of a celebrated king, the 
one on the bearings of a savior of western civilization, if they 
had armorial bearings before the feudal age, and the fact that 
a great American died not certain about his own birth. Speeches 
in Congress about freight rates, it is believed, are just. about as 
important in rate regulation as are the facts about the births 
of the great men, mentioned but not named, in the history of 
mankind. But when there is a concatenation of ink, paper, and 
discovery of fact, known to well-read men, by individuals seem- 
ingly Pang so well read, then there is a waste of time and good 
material. 





The Snail Course of Justice.—Americans who insist on quan- 
tity of production, on time, should, it is believed, give time for 
analysis and action on the slow and complicated motions of their 
machinery of justice. The government of the United States 
seems just as bad an offender in acts tending to delay matters 
as attorneys for the accused. The cases of Albert B. Fall and 
Edward L. Doheny, chief figures in the California naval lease 
scandal, have just taken a special appeal from the decision of 
a justice of the supreme court of the District of Columbia hold- 








































































ing valid indictments alleging they conspired to defraud the 
United States. Those indictments are but a part of the move 
the United States made against Fall and Doheny. Its first move 
was to indict them on charges of bribery. The indictment al- 
leging conspiracy was not brought until after a justice of the 
same court held the bribery indictments were not good because 
unauthorized persons were in the grand jury room when they 
were voted. The double indictment for the same offense ap- 
pears to be the favorite method of procedure on the part of 
the United States. It first accuses one of committing an offense. 
Months later it accuses of conspiracy to do the thing alleged to 
have been done, thereby, in the eyes of the layman, raising the 
question whether it is really sure an offense was committed. All 
sorts of conflicts have arisen in connection with the government’s 
attempt to punish Fall for having made a lease of the naval 
oil reserves under which the oil was taken out of the ground 
and put into tanks above ground where it could be had quickly, 
in case of need, there being some doubt as to whether, if the 
reserves were not drilled right away, there would be any oil 
in them because there was proved drainage of the California 
reserve. The so-called experts were in doubt about the drainage 
from the Teapot Dome in Wyoming. The Senate went vocifer- 
ously into the question and came to the conclusion that Fall and 
everybody connected with the transaction was crooked. Robison, 
the officer who advised Secretary Denby to have the oil taken 
out and stored above ground, has been punished by being denied 
opportunity to retire as a rear admiral, although no one ever 
accused him of anything other than a mistake in judgment. 
There is hardly a man who does not concede that the navy 
needs the enormous storage tanks in the Hawaiian Islands which 
Robison had built with the money he got as the margin between 
the price of crude oil taken from the reserves and the products 
taken from it so as to make the reserve oil fit for use in driving 
battleships. But the course of justice promises such slow action 
in the matter that the citizen who is paying for all the political 
speechmaking on it, in and out of the courts, is likely to be 
gathered to his fathers long before there can be a determination 
by the Supreme Court of the United States, the tribunal that 
alone can straighten out the tangles into which the matter has 
been thrown. A. E. H. 


REORGANIZATION OF I. C. C. 


The Trafic World Washington Bureau 


Although a majority of the members of the Senate inter- 
state commerce committee are on record as favoring appoint- 
ments to the Commission on a regional basis, it is understood 
that a number of the members are not satisfied with the revised 
Smith bill, which the committee approved on the afternoon of 
February 19. A favorable report on the bill was ordered by the 
committee. 

The bill, before it was approved, was revised to provide for 
thirteen members instead of twelve, as originally provided. The 
revised bill also provides for the appointment of different num- 
bers of commissioners from each geographical group designated 
in the bill instead of two members from each group as originally 
provided. 

One member would be appointed from the New England 
group composed of the states of Maine, New Hampshire, Ver- 
mont, Massachusetts, Connecticut and Rhode Island. 

Two members would be appointed from the Middle Atlantic 
States’ group composed of New York, Pennsylvania, New Jersey, 
Delaware, Maryland, Ohio, and the District of Columbia. 

Three members would be appointed from the Lake group 
composed of Michigan, Indiana, Illinois, Wisconsin, Minnesota, 


Iowa, Missouri, North Dakota, South Dakota, Kansas, and Ne- 
braska. 


Two members would be appointed from the South Atlantic 
group composed of North Carolina, South Carolina, Georgia, 
Florida, Virginia, West Virginia, and Kentucky. 


Two members would be appointed from the Gulf group com- 
posed of Alabama, Mississippi, Louisiana, Arkansas, Oklahoma, 
Texas, Tennessee, and New Mexico. 


Two members would be appointed from the Mountain group 


composed of Montana, Wyoming, Colorado, Idaho, Nevada, Ari- 
zona and Utah. 


One member would be appointed from the Pacific group 
composed of Washington, Oregon, and California. 

The bill provides that no more than one commissioner shall 
be appointed from any state, and that not more than seven com- 
missioners shall be appointed from the same political party. 
The geographical divisions prescribed by the bill are different 
from those prescribed in the original draft. 

Senator Smith submitted to the Senate the following repert 
on the bill providing for appointments to the Commission on a 
regional basis: 


The Interstate Commerce Committee, to whom was referred the 
bill (S. 2808) to amend section 24 of the interstate commerce act, as 
amended, having considered the same, report favorably thereon with 
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the recommendation that the bill do pass with amendments as here. 
inafter set forth. 

The object of this legislation is to bring together in the commission 
as near as may be a personal knowledge of the transportation con. 
ditions and problems that exist in the different sections of the country, 
The combination of the local conditions produce the national condj. 
tions and proper administration of the national condition must rest 
upon the intimate and accurate personal knowledge of the various 
local conditions. 

The very structure of our government is based upon local self. 
government and local representation in the general government. 

The several states are represented in Congress, bringing together 
the problems that arise in the several states that are to be solved 
under the federal constitution. 

This vital principle is recognized and applied in the appointment 
of federal judges. 

It is applied in the appointment of the various boards and commis- 
sions created by Congress. 

The vastness of our territory and the varied forms and character 
of our articles of freight, the varied topography of the country, the 
differing degrees of development in the several parts of the country, 
the different degrees of possible development, the presence of actual 
and potential water competition in the form of river, lake, and ocean 
transportation makes it the more imperative that there shall be repre- 
sented in the semijudicial body known as the Interstate Commerce 
Commission intimately and accurately these various factors. That 
these very vital differences exist is evidenced by the fact that the 
Interstate Commerce Commission has divided the country into what 
is called rate-making groups. This because it was imperative to 
treat each according to the condition therein existing. 

Since the establishment of the Interstate Commerce Commission 
not a representative of what is known as the intermountain group 
was on the rd until 1914, when Commissioner Hall, of Denver, 
Colo., was appointed. Since the expiration of the term of Commis. 
sioner Clements, of Georgia,\in 1917, there has been practically no 
representative on the commission south of the thirty-seventh parallel 
of latitude from the Atlantic/to the Pacific, including the following 
states: Virginia, North Carolina, South Carolina, Georgia, Florida 
Alabama, Tennessee, West Virginia, Mississippi, Arkansas, Louisiana, 
Oklahoma, Texas, “New Mexico, Arizona—comprising more than one- 
third the railroad mileage, one-third of the freight, and more than 
one-third of the population of the entire country, besides having 
the entire Gulf and four-fifths of the Atlantic coast line. 

The committee has proposed an increase of two members, making 
a total of 13. This because they believe the work of the Commission 
has so rapidly increased that additional members are necessary in 
order to keep the work of the Commission as near current as possible. 
The work of the Commission on important matters is now disas- 
trously behind. 

In making the apportionment of members as contained in the bill 
the committee had regard to the territory and the peculiar prob- 
lems incident to the respective groups provided therein. 

The transportation problem of the New England states is so 
nearly uniform and the territory is so small and compact that one 
commissioner was thought sufficient to represent that group. The 
same was thought to be true of the Pacific group. 

The Lake group was given three because there was considerable 
difference in the problems and conditions in this territory, in addi- 
tion to_ its being a territory of high density of freight tonnage and 
railroad mileage as well as lake transportation. 

The other groups were given two each. It is assumed and con- 
fidently believed that should the bill pass and become law the 
President, in making his appointments, would have regard to different 
conditions that may exist in any group and make his appointments 
so as to represent these differences. After conferring with members 
of the Interstate Commerce Commission, shippers, transportation ex- 
perts, and having had exhaustive study by subcommittees, the groups 
proposed are as near as the committee could come to making them 
embrace like transportation conditions, and in providing for more than 
one commissioner from each group that may have a more or less 
difference of condition, all practical differences can be taken care of 
by the President in making appointments. 

Under the provisions of the present transportation act the new 
policy of consolidation is to be undertaken. This is beyond doubt 
the most important and serious matter that has arisen in regard to 
transportation. It will affect profoundly and vitally the entire patos 
interests of the country, and each section should be represente 
on the Commission during this momentous change. 


RATE EXPERT FOR COMMITTEE 


The Trafic World Washington Bureau 

The Senate interstate commerce committee has nder con- 
sideration a proposal to employ a rate expert a3 a special assist- 
ant to the committee. 

This was revealed this week when Senator Key2s, of the 
committee to audit and control the contingent expenses of the 
Senate, favorably reported a resolution authorizing the inter- 
state commerce committee to employ a special assistant for the 
remainder of the Sixty-ninth Congress, at the rate of $2,500 a 
year. 

Senator Gooding, speaking for the resolution, referred to 
the volume of business before the committee, and said what 
the committee needed “as a matter of right is an expert ate 
man instead of an ordinary clerk.” 

Senator Robinson, of Arkansas, agreed as to that, but sug- 
gested that the recommendation for employment of a rate clerk 
should come from the committee. 

Senator Cummins thought the committee should have more 
than a rate expert—a man skilled in transportation, not particu- 
larly in rate making, but in every department of the subject of 
transportation. The senator said, however, that such a man 
could not be obtained with the compensation authorized by law 
for committee clerks. 

As the result of the discussion, it was decided to refer the 
resolution to the interstate commerce committee for action 48 
to employment of a rate expert or transportation man as assist- 
ant to the committee. It was explained that since Chairman 
Watson became head of the committee, he had not employed any 
additional help to take care of the work of the committee. 
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RELIEF FOR SHORT LINES 


With Commissioner Campbell dissenting, the Commission, 
on rehearing in No. 13449, North Carolina Pine Association et al. 
ys. Atlantic Coast Line et al., opinion No. 10975, 107 I. C. C. 190-5, 
has granted fourth section relief, on lumber and other forest 
products, to about forty short line railroads, on traffic from Caro- 
lina and southeastern territories to New England and eastern 
trunk line territories, without regard to the equidistance part 
of the fourth section. 

The relief granted is of the character and for the reasons 
set forth particularly for the Tennessee Central in the original 
report in this case, 85 I. C. C. 270. Low tonnage density, un- 
favorable operating and financial conditions on that road caused 
the Commission to give it relief, in fourth section order No. 
8843, such as was denied to other short lines. That road was 
authorized to continue to charge rates from specified junction 
points which were lower than the rates from intermediate points, 
upon the one condition that the rates from the intermediate 
points did not exceed the lowest combinations. 

Commissioner Campbell, in his dissent, said he was of the 
opinion that the law contemplated the observance of the equi- 
distance clause of the fourth section in every instance of 
departure from the long-and-short-haul provision in which the 
applicant’s route was circuitous, regardless of whether the ap- 
plication for relief was based specifically upon the ground of 
circuity or not. In this instance the applications for relief, 
practically speaking, were based upon the grounds of low traffic 
density and difficult operating and financial difficulties, the ones 
the Commission took into consideration in granting relief to 
the Tennessee Central. 

Trunk lines, shippers and state regulatory bodies were 
practically in accord on the necessity for relief, either by district 
statement or failure to object, because of the financial conditions 
of the carriers involved. On only one point did the trunk lines 
oppose relief. They objected to relief on account of water com- 
petition. The Atlanta & St. Andrews Bay, the Apalachicola 
Northern and the Georgia, Florida & Alabama were the ones 
desiring relief on account of water competition. The Commission 
dealt with that situation in the original report and denied relief 
on account of the great disparity of all-rail and the water rates 
from ports on the gulf of Mexico. It said the maintenance of 
the lower rates from the ports than from the intermediate 
points to the destination territory would divert or retain little, 
if any, traffic to the rail lines. It denied relief in the original 
report and reiterated its denial on the larger showing made in 
behalf of more short lines on rehearing. 


The Commission said the testimony on rehearing indicated 
that, with few exceptions, all of the short lines were making no 
return upon their. investment, and that a majority of them 
showed a substantial deficit for 1923, the, last full year for 
which figures: were available at the time of the rehearing, after 
payment of taxes, equipment, rents and interest on indebted- 
ness. Taking the Tennessee, Albany & Georgia to illustrate its 
declaration, the Commission said that-that carrier, for a number 
of years, had had a deficit, amounting in 1923 to $30,697. It 
said that some short lines mrere in better condition than others, 
but all of them indicated a weak financial condition similar to 
that of the Tennessee Central, to which, in the original report, 
relief had been granted in fourth section order No. 8843. It 
said that no shipper made complaint that the present rates or 
bases for rates were unreasonable or otherwise unlawful. 

Special consideration was given to the St. Andrews road, 
which, on the revision in July, 1924, over the protest of that 
carrier, was put into the western Alabama group, so as to pre- 
serve the status as to some rates, for the Louisville & Nashville, 
although the c tition of the mills o t road, was with 
mills in the agpitics eastern Alabama group. The Commission 
made special Vision for that road. The Commission said: 


We find that the rates, or bases of rates, on lumber and other 
forest products taking the same rates, in carloads, from points on 
short lines in southern territory to trunk-line and New England 
territories are not as a whole unreasonable or otherwise unlawful. 
We further find that the rates on lumber and other forest products 
taking the same rates, in carloads, from points on the Atlanta & 
St. Andrews Bay Rail to the aforesaid destinations are, and for 
the future will be, un prejudicial to the extent that they exceed 
or may exceed the ratés contemporaneously applied from Dothan to 
the same destinations by more than 3 cents from points north of 
Cottondale and 4 cents from Cottondale and points south thereof. 

The independent short lines named in Appendix B to this re- 
port will be granted authority to charge higher rates on lumber and 
other forest products, in carloads, from_ intermediate points on 
their lines to destinations in trunk-line and New England territories 
than are contemporaneously maintained to the same’ destinations 
from more distant junction points with trunk-line carriers; pro- 
vided, that the rates from such intermediate stations -ghall in 
case exceed the lowest combination, and provided further that, 
differences between the rates from the more-distant junction: 
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on the one hand and the intermediate points on the short lines on 
the other shall not be increased except as may hereafter be author- 
ized by us. All other and further relief asked for in the applica- 
tions or portions thereof heard with this case will be denied. Fourth- 
section order No. 8843 will be modified accordingly. 

The roads granted relief, listed in appendix B, are as fol- 
lows: 


Aberdeen & Rockfish Railroad Company, Alabama, Tennessee & 
Northern Railway Company, Atlanta & St. Andrews Bay Railway 
Company, Atlantic & Western Railroad Company, Atlantic & Yadkin 
Railway Company, Bamberg, Ehrhardt & Walterboro Railway Com- 
pany, Birmingham & Southeastern Railroad Company, Carolina & 
Northwestern Railway Company, Chattahoochee Valley Railway Com- 
pany, Columbia, Newberry & Laurens Railroad Company, Columbus 
& Greenville Railway Company, East Carolina Railway Company, 
Elberton & Eastern Railroad Company, Fernwood, Columbia & Gulf 
Railroad Company, Flint Fiver & North-Eastern Railroad Company, 
Garyville Northern Railroad Company, Georgia, Ashburn, Sylvester 
& Camilla Railway Company, Georgia, Florida & Alabama Railway 
Company, Georgia Northern Railway Company, Georgia & Florida 
Railway Company, Greene County Railroad Company, Hampton & 
Branchville Railroad Company, High Point, Thomasville & Denton 
Railroad Company, Lancaster & Chester Railway Company, Laurin- 
burg & Southern Railroad Company, Live Oak, Perry & Gulf Rail- 
road Company, Macon, Dublin & Savannah Railroad Company, Max- 
ton, Alma & Southbound Railroad Company, Muscle Shoals, Birm- 
ingham & Pensacola Railway Company, Nashville & Atlantic Railroad 
Company, Natchez, Columbia & Mobile Railroad Company, Randolph 
& Cumberland Railway Company, Savannah & Atlanta Railway Com- 
pany, Savannah & Statesboro Railway Company, Shearwood Railway 
Company, South Georgia Railway Company, Statesboro Northern Rail- 
way Company, Sylvania Central Railway Company, Tampa & Jackson- 
ville Railway Company, Taveres & Gulf Railroad Company, Tennessee, 
Alabama & Georgia Railway Company, Wadley Southern Railway 
Company, Wrightsville & Tennille Railroad Company. 

The relief granted is carried in second supplemental fourth 
section order No. 8848. As to departures not covered by the 


order, they are to be removed not later than June 10. 


BASES FOR NEW PAPER RATES 


Bases for reasonable rates on wood pulp board from Bellows 
Falls, Ct., to Oklahoma City, and on printing paper and bristol 
board from Holyoke, Mass., to the same point have been pre- 
scribed in No. 14243, Express Publishing Co. vs. Albany Southern 
et al., No. 14359, Herald News Co. vs. Albany Southern et al., 
and No. 14072, Western Newspaper Union et al. vs. Atchison, 
Topeka & Santa Fe et al. The Commission, by division No. 1, 
mimeographed, found the rates on newsprint and printing 
papers, carloads, from producing points in Atlantic Seaboard 
territory to points in Texas to have been unreasonable in the 
past but not now and awarded reparation on shipments made 
under the condemned rates. New rates are to be established 
not later than April 5. 

The title complaint alleged the rates charged on newsprint, 
from Livermore Falls and Millinocket, Me., Corinth, N. Y., and 
Ottawa, Can., to San Antonio, Tex., after August 7, 1920, were, 
and that the present rates are, unreasonable. In No. 14359 the 
allegation was that the rates on newsprint from Augusta, Me., 
and Ottawa to El Paso, Tex., after September 30, 1920, were 
unreasonable. 

The allegation in No. 14072 was that the rates on various 
kinds of paper and paper products from and to various points 
were unreasonable. The issues in that case, the report said, 
were disposed of, except as to seven carloads of newsprint and 
other articles, in Western Newspaper Union vs. Atchison, Topeka 
& Santa Fe, 96 I. C. C. 5. The rates on the seven exceptions 
only were considered in this case. 

Fundamentally the cases raised the question of rail-water- 
and-rail rates from eastern paper producing points to the south- 
west in comparison with rates on like articles from the points 
of origin covered in Minnesota & Ontario Paper Co. vs. Northern 
Pacific, 66 I. C. C. 571, known as the Paper Case. In that case, 
the report in this one said, the Commission established a rate 
of 82 cents, minimum 40,000 pounds, on newsprint as reasonable 
from the Fox River territory to Texas common point territory. 
The rate became effective June 1, 1922. In that case the Com- 
mission found that rates on printing paper and various kinds 
of pulp boards should not exceed 110 per cent of the rates on 
newsprint. It said existing rates on newsprint from eastern 
seaboard and Fox River territories to San Antonio and Dallas 
were equal. 

Shipments in these cases moved by rail to New York, 
Boston or Philadelphia, and, with the exception of the ship- 
ments to Oakland City, from the ports by water to Galveston, 
and thence by rail. The shipments to Oklahoma City moved by 
water from the ports to Savannah and by rail through Memphis. 

Steamship lines from the north Atlantic ports to Galveston 
published the tariffs which were concurred in by the rail lines, 
naming blanket joint rates from points in the origin territory to 
San Antonio and Dallas, and like blanket rates, on a lower level 

to Houston, and on a higher level to El Paso. The rates on 
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newsprint, the report said, were carried in several items in each 
of the tariffs and differed in accordance with varying provisions 
respecting the value per pound of the commodity and the propor- 
tion of ground wood therein. In practically every case, the 
report said, the rate assessed was the lowest applicable on news- 
print. No contention was made that the rates assessed were 
other than those applicable on the particular shipments. In 
discussing and disposing of the case the Commission said: 


Conditions peculiar to water transportation, and particularly to 
the transportation here considered, require the consideration of cost 
elements which do not enter into all-rail rates. There is the ex- 
pense at the Atlantic port, estimated by defendants to be from 5 
to 10 cents per 100 pounds, incident to handling the heavy rolls of 
paper from the car to a lighter, usually covered, and from the lighter 
to the ship, and in addition the expense of unloading from ship to 
car at Galveston. These operations multiply the chances of damage 
to the freight. Newsprint in rolls is susceptible to damage in transit, 
especially from the handling hooks of stevedores. Defendants urge 
that in water transportation the relation between the weight of the 
commodity and the space it occupies is of the utmost importance, 
and introduced figures showing that newsprint required 40 per cent 
more space than the same weight of burlap bagging in bales, 60 
per cent more than soda bicarbonate, 34 per cent more than canned 
goods, 545 per cent more than bar iron, and 153 per cent more than 
wire nails, commodities which moved under rates to Texas common 
points, approximating those on the newsprint paper. The present 
rates on such instanced commodities to El Paso are somewhat higher 
than on newsprint paper. 

In the Paper Case we prescribed what was in effect a differential 
in the rate from Chicago, Ill., over St. Louis of not less than 9 cents 
on newsprint paper to many southwestern destinations, including 
Texas common points. Comparing the railroad distance to St. Louis 
of 284 miles from Chicago with that of 1216 miles from Boston, de- 
fendants argue that a differential by rail routes of 38.5 cents in the 
rate from seaboard over the rates from St. Louis would be justi- 
fied. The addition of this differential to the rate from St. Louis to 
Texas common points prior to the general reductions of 1922, would 
have resulted in a rate of $1.05 from seaboard to San Antonio. 

In The Fifteen Per Cent Case, 45 I. C. C. 303, decided June 27, 
1917, we authorized an increase in the joint rail-and-water rates to 
the level of all-rail rates between the same points. Defendants say 
that under that authority they could have made their rates on news- 
print from New York to Texas common points considerably higher 
than the assailed rates from interior points. It does not appear, 
however, that the conditions arising from the war which prompted 
the grant of that authority continued during the time of the ship- 
ments in this case. 

We find that the rates assailed on newsprint paper to San 
Antonio, Dallas and Houston, effective since June 1, 1922 were not 
and are not unreasonable. We further find that the rate assailed on 
wood pulp board from Bellows Falls to Oklahoma City was not un- 
reasonable, but that the present rate is, and for the future will be, 
unreasonable, to the extent that it exceeds or may exceed the lowest 
combination. 

We further find that from August 26, 1920, to May 31, 1922, in- 
clusive, the rates assailed on newsprint paper to San Antonio, Dallas, 
Houston and El Paso were unreasonable to the extent that they 
exceéded 90 cents to San Antonio and Dallas, and 79.5 cents to 
Houston and $1.08 to El Paso; on printing paper to Dallas were un- 
reasonable to the extent that they exceeded 99 cénts; and on bristol 
board and printing paper from Holyoke to Oklahoma City were un- 
reasonable to the extent that they exceeded $1.185 per 100 pounds, 
minimum 40,000 pounds, and that the present rates on bristol board 
and printing paper are and for the future unreasonable to the extent 
that they exceed or may exceed the lowest combination. 

We further find that complainant received shipments as de- 
scribed during the periods in controversy, and paid and bore the 
charge thereon; that they were damaged in the amount that the 
charges paid exceeded those that would have accrued at the rates 
herein found reasonable; and that they are entitled to reparation, with 
—— Complainants should comply with rule V of the Rules of 

ractice. 


ESTIMATED LETTUCE WEIGHT 


The Commission, by division No. 1, and in I. and S. No. 
2526, Lettuce from Pacific Coast Territory to Eastern Points, 
mimeographed, has found the proposal of the carriers to increase 
the estimated weight on lettuce in crates, from points west of 
Albuquerque, Belen and Deming, N. M., El Paso, Texas, Salt 
Lake City, Utah, and designated points in northern California 
justified. The weight approved by this finding will be 76 pounds. 
Commissioner Lewis, who wrote the report in this case, said the 
hearing in the present case was had before the Commission’s 
decision was made in Protective Service Rules on Perishable 
Freight, 104 I. C. C. 79, in which the Commission considered pro- 
posed charges on top ice used in connection with shipments of 
lettuce and certain other perishable commodities. He said the 
carriers had received no additional compensation for the trans- 
portation of top ice and that the Commission found the car- 
riers had justified the assessment of charges on a maximum of 
7,500 pounds of ice placed in the body of cars of perishable 
commodities shipped from points in Arizona, California, Colo- 
rado, Idaho, Montana, Nevada, New Mexico, Oregon, Utah and 
Washington, of $5.00 per car, if the transportation was confined 
within the limit of a single origin group, $7.50 if it was con- 
fined within the limits of two contiguous origin groups and in 
all other cases 20 per cent of the stated refrigeration charge 
which otherwise would be applicable. 

The carriers submitted many comparative figures in sup- 
port of their proposal that they should be allowed to make a 
five-pound increase in the estimated weight on account of the 


comparatively light loading of lettuce. In disposing of the case, 
Mr. Lewis said: 


Counsel for the California Farm Bureau Federation and the 
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Arizona Farm Bureau Federation admits that the rates in effect on 
lettuce compare favorably with rates on comparable commodities, 
He tries to negative the value of respondents’ comparison, however, 
with the citation of rates on deciduous and cirtus fruits; for ex. 
ample, it is shown that to points east of Colorado common points 
the rate on oranges is $1.55 and on deciduous fruits $1.73. The aver. 
age weight of oranges from California is slightly in excess of the 
minimum, 36,000 pounds. The earnings per car of 36,000 pounds to 
Chicago are $558, and on the same load to New York there would 
be an additional terminal charge of 3 cents per 100 pounds, making 
total earnings of $568.50. Deciduous tree fruit will average about 
27,000 pounds per car, and gapes, which constitute about 90 per 
cent of the deciduous fruits tonnage, will average about 30,000 pounds 
per car. During 1924 there were unloaded at New York 13,521 car. 
loads of grapes and 61,613 carloads of oranges from California as 
compared with 2,434 carloads of lettuce from California. 
a It is admitted for the Farm Bureau Federations above mentioned 
that: 
‘“* * * the vegetable rates have always been on a low basis 
and rightfully so. The conditions surrounding the vegetable-growing 
industry and the marketing of its products are entirely responsible 
for the relative position of the rates.” 


The average load of a car of lettuce is 320 crates, and each 
additional 5 pounds in the estimated weight of the crates means an 
increase in the weight of the loading of 1,600 pounds. The earnings 
on a carload of 320 crates to New York, at the rate of $1.75, is $364, 
exclusive, of course, of refrigeration charges, and each additional 
5 pounds in the estimated weight of the crates means an additional 
revenue of $28 per car. The earnings at the proposed estimated weight 
of 76 pounds would be $426.60, and using the mileage of the Santa 
Fe from Los Angeles to New York the car-mile earnings would be 
13.2 cents. 

We find that the respondents have justified the estimated weight 
of 76 pounds named in the schedules under suspension. An order will 
be entered vacating our order of suspension and discontinuing this 
proceeding. 





ARIZONA HAY RATES 


In a report on No. 15775, Arizona Hay Traffic Association vs. 
Arizona Eastern et al. (mimeographed), written by Commis- 
sioner Campbell, the Commission, by division No. 1, found un- 
reasonable the rates on baled hay from the Thatcher, Phoenix 
and Yuma groups in Arizona to points in New Mexico, Clifton, 
Ariz., Fort Bliss, ‘Tex., Texas common points, Kansas City, St. 
Louis, and Mississippi River crossings, Memphis and south 
thereof; from Alhambra, Glendale and Phoenix, to the same 
points east of New Mexico and to El Paso, Tex.; and from the 
Thatcher and Phoenix groups to Los Angeles, Calif., and pre- 
scribed rates to be made operative not later than April 14. It 
found the rates on the same commodity from the Thatcher, 
Phoenix and Yuma groups to Mississippi River crossings, Mem- 
phis and south, unduly preferential of El Paso. A non-prejudicial 
basis was prescribed to cover that situation. It found the rates 
on baled hay, from Arizona points to El Paso and from the Yuma 
group to Los Angeles, and points taking the same rates not 
unreasonable or otherwise unlawful. 


Complainant contended, said Mr. Campbell, that all the in- 
terstate rates on hay, largely alfalfa, the state’s production be- 
ing about 538,000 tons, from Arizona were higher than from any 
other western state; that the rates from Arizona to Los Angeles 
and other points in California should not be any higher than 
the rates over the Southern Pacific from Utah common points 
and intermediate points, to San Francisco; that rates from Ne- 
vada and Utah to the middle western and southeastern states, 
especially to Kansas City and the Mississippi River points, were 
on a much lower basis than the rates from Arizona to the same 
territory. 


The Commission reviewed several cases bearing on the ques- 
tion of rates from and to Arizona and then said: 


We find that except as later appears, the assailed rates on baled 
hay, in carloads, from points in Arizona to El Paso, Tex., and from 
the Yuma group to Los Angeles, Calif., and points grouped therewith, 
are not unreasonable or otherwise unlawful, but that to the points 
hereinafter named, and points grouped therewith, the assailed rates 
are, and for the future will be, unreasonable to the extent that they 
exceed or may exceed the following rates, or bases for rates, in 
cents per 100 pounds: 

From Alhambra, Glendale, and Peoria, Ariz., to El Paso via Phoe- 
nix, Ariz., and the Southern Pacific, 1 cent over the contempo- 
raneous rates from Phoenix. 

From _ the Thatcher, Phoenix, and Yuma groups, and over the 
Souther Pacific beyond Phoenix from Alhambra, Glendale, and Peoria 
to Fort Bliss, Tex., 4 cents over the contemporaneous rates to El 
Paso. 


From—tThatcher Phoenix Yuma 


Group Group Group 
To Cts. Cts. Cts. 
I IONE ERIE <5: 0: on0)e:k:0:810,0)0(: 0100 0,0 #8 a0. 'a-o ere 45 35.5 - 
I ada vace 6: <n 6G aieigh Bel Wise eo phrere wines 23 Bioars a 
a lea ae hall cca el eae Winiacae, wis: aceornia 26 36 = 
Silver City, Santa Rita, and Fierro, N. M.. 28 oa ee 
Albuquerque, N. M............ a maccunude a eeiaeiny ae 45 = 
Texas common points.............. A 52 56* 58 
. 3 eee ee -. 60 64* 67 
Ro aaa hava einer g: wi aundti cecnane SE NS 66 70* 72 
Memphis, Tenn., Vicksburg, Miss., Baton 
Rouge, La., and New Orleans, La....... 50 64* 67 





*To apply also from Alhambra, Glendale, and Peoria over the 
Southern Pacific beyond Phoenix. 


We further find that the assailed rates to Mississippi River cross- 
ings Memphis and south are, and for the future will be, unduly 
prejudicial to the extent that they exceed or may exceed the con- 
temporaneous rates from El Paso to the same crossings by more 
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than 6 cents from the Thatcher group, 10 cents from the Phoenix 
group, and 13 cents from the Yuma group. 

The record is not sufficiently complete to enable us to determine 
the reasonableness of rates from or to points other than those above 
named and at which Arizona shippers may desire to market their 
hay. To such other points not covered by the foregoing findings to 
which there may be a prospective movement, including all points in 
transcontinental groups west and east of the Mississippi River, de- 
fendants will be expected to publish rates in conformity with the 
pases above prescribed. 


LUMBER RATES TO IOWA 


The Commission, in No. 14494, Burlington Shippers’ Associa- 
tion et al. vs. Santa Fe et al., opinion No. 10976 (107 I. C. C. 198- 
207), has found rates on lumber and related articles from Wash- 
ington, Oregon, Idaho, Montana, and California to destinations in 
Iowa unreasonable and unduly prejudicial. It has ordered the 
carriers, not later than May 17, to make a rate of 68 cents on 
Group D commodities from north Pacific and California coast 
groups to Iowa, with rates on Group A and B descriptions, and 
rates from the interior groups made in accordance with exist- 
ing differentials. 


OIL WELL DRILLING TOOLS 


The Commission, by division No. 1, in No. 15290, Hughes 
Tool Company vs. Aberdeen & Rockfish et al. (mimeographed), 
has found Western Classification rating of first class on rotary 
tool joints, in less-than-carloads, unreasonable to the extent it 
exceeds second class and awarded reparation. It found the sec- 
ond class rating, in that territory on rotary drilling bits, fishing 
taps, milling tools and weight indicators, in less than carloads, 
not unreasonable or otherwise unlawful. The new rating on tool 
joints is to be established not later than April 3. 

The complainant, a manufacturer at Houston, alleged the 
ratings and rates on the articles mentioned, from Houston to 
interstate destinations, were unreasonable, unjustly discrimi- 
natory and unduly preferential of other manufacturers of similar 
articles. The Commission said that while not so limited in the 
complaint, the relief sought upon the record was as to the rat- 
ings in, and the applicable class rates governed by, the Western 
Classification. The Republic Supply Company and the Lucey 
Manufacturing Corporation, of Texas, also located at Houston, 
intervened and asked reparation. At the hearing, the Commis- 
sion said, they withdrew their prayer for reparation. Repara- 
tion, therefore, is limited to shipments of the complainant. 


COMMISSION STANDS PAT 


In a further report on No. 14092, South Carolina Produce 
Association vs. Aberdeen & Rockfish et al., mimeographed, 
written by Commissioner Woodlock, the Commission, by division 
No. 4, has found rates on fresh and green vegetables, carloads, 
from producing districts in South Carolina to destinations 
principally in New England, Eastern Trunk Line and Central 
territories, not unreasonable except as indicated in the previous 
report, 96 I. C. C. 107. It has awarded reparation in accordance 
with the findings of unreasonableness in the original report. 
The report also covers sub.-No. 1, Beaufort Trunk Growers’ 
Association vs. Same, and No. 14597, South Carolina Asparagus 
Growers’ Association vs. Southern et al., and parts of fourth 
section application Nos. 708, 1573 and 1548. Fourth section 
relief was denied because the carriers were not prepared to state 
what they wanted. The Commission said they could come back 
if, and when, they found they needed relief. 

One of the cardinal points urged by the defendants in the 
parts of the case not covered in the original report, Mr. Wood- 
lock said, was the making of the existing rates on potatoes 
from this territory as a basis for a new adjustment and rates on 
other vegetables in relation thereto. The carriers contended 
the potato rates were too low and Mr. Woodlock said the record 
disclosed no convincing reason why rates on vegetables, gen- 
erally, should be made with relation to rates on potatoes, except 
perhaps, as a matter of convenience. 

The complainants contended the rates on cabbage were 
unreasonable, and that the rates on lettuce and spinach should 
be 18.5 cents over the rates on potatdes. The complainant in 
No, 14597, the report said, assailed the transportation rates and 
refrigeration charges on asparagus to designated cities in the 
eastern part of the United States and Canada. He said the 
rates on asparagus were also in issue in the title complaint and 
the sub-number. The complainants also sought statement of 
rates in cents per 100 pounds instead of in cents per package. 
The Commission said that that phase of the case was deferred 
and not disposed of in the original report because the Com- 
mission desired to learn the attitude of shippers generally, the 
practice of the carriers along the Atlantic coast being to charge 
per package. No general demand, the report said, had been 
brought to the attention of the Commission. The burden, the 
Teport said, was upon the complainant to show the unlawfulness 
of the present method of stating rates. The report said its 
In disposing of 


evidence fell short of sustaining that burden. 
the case the Commission said: 
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We find that the rates and charges assailed are not shown to be 
unreasonable, except to the extent indicated in our previous report. 
The fruit and vegetable rates from Florida are under attack in 
Docket No. 16939 now pending. The conclusions here are subject 
to reconsideration in the light of the decision in the Florida case 
if that should appear to be necessary. 

. We find that in so far as complainant corporations have made 
interstate shipments and paid or borne the charges thereon at the 
rates and charges found unreasonable in the former report, they have 
been damaged thereby in the amount of the difference between the 
charges paid and those that would have accrued at the rates and 
charges found reasonable, and that they are entitled to reparation, 
with interest. Complainant should comply with Rule V of the Rules 
of Practice. Details or shipments made subsequent to the hearing 
may be included in the reparation statement filed thereunder if 
accompanied by appropriate proof in the form of an affidavit that 
the shipments were made and the freight and refrigeration charges 
thereon were paid or borne by complainants. If defendants object 
to proof in the form of an affidavit, a further hearing may be re- 
quested. 

There were assigned for hearing in connection with these cases 
portions of fourth section applications Nos. 703, 1573 and 1548 by 
which the carriers named as parties thereto ask authority to con- 
tinue to charge for the transportation of vegetables from points on 
their lines within the eastern half of the State of South Carolina to 
Virginia cities, eastern and interior eastern cities, Ohio and Missis- 
sippi river crossings, and points in North and South Carolina, New 
England territory, Buffalo-Erie-Pittsburgh territory, central territory, 
and the State of [llinois, without observing the provisions of the 
fourth section of the act. Defendants introduced no evidence in sup- 
port of these applications. It was stated, however, that the carriers 
have these rates under consideration for the purpose of generally 
eliminating such fourth section departures as exist, and that they 
are not prepared, at present to state what fourth section relief will 
be sought permanently. 

Upon this record those portions of fourth section applications 
assigned for hearing will be denied. In special situations where 
carriers believe there are reasonable and substantial ground for 
departing from the requirements of the fourth section appropriate ap- 
plications accompanied by full explanations of the reasons which 
make such relief desirable may be presented. 


Chairman Eastman, dissenting, said he thought the com- 
plainant was justly and reasonably entitled to have rates per 
100 pounds, the normal basis generally throughout the country, 
except in the strip along the south Atlantic coast. He said the 
rates per package were a survival from the days when water 
carriers were the dominant factor in transportation. He denied 
there 'was any burden on the complainant to show unlawfulness 
of the present method of stating rates. He maintained that in 
the absence of good reasons to the contrary the shippers were 
entitled to rates for hauling the usual and normal freight unit. 

He also disagreed with the conclusion that the rates were 
not unreasonable and with the conclusion of the Commission 
that the class rates to which the complainants desired com- 
modity rates related were on a relatively low basis from the 
territory involved. On that point he said: 


It is true that class rates between the Carolinas and certain 
portions of eastern territory are somewhat lower, relatively, than 
class rates without southern territory or between southern and central 
territories, owing to the influence of the water routes along the 
coast; but even so they are far from being low for the movement in 
volume of argicultural products in carload lots, and to many interior 
eastern destinations they are not low by any standard. As was 
amply shown in the Southern Class Rate Investigation, the present 
class rates within southern territory and between southern and 
official territories have been designed very largely for the movement 
of less-than-carload traffic. They have seldom been found appropriate 
for northbound carload movement in volume of southern products, 
and are little used for that purpose. The fact that the comodity 
rates under attack not infrequently exceed the class rates which 
would apply in their absence impresses me as most convincing proof 
of Bor od unreasonableness, particularly as applied to agricultural 
products. 


In my judgment, complainants are not fairly entitled to reduc- 
tions as great as those which they seek, but they have demonstrated 
that they are entitled to substantial reductions in the existing rates. 


COMMISSION ORDERS 


The Tissue Paper Manufacturers’ Association and Albany 
Perforated Wrapping Paper Company have been permitted to 
intervene in No. 17620, Brown Company vs. Adirondack & St. 
Lawrence Railroad et al. 

Swift & Company have been permitted to intervene in No. 
17716, Jackson Traffic Bureau, for Jackson Fertilizer Company, 
vs. Alabama & Vicksburg Railway et al. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 700, Pacific Coast Railway Com- 
pany. 

The Indiana State Chamber of Commerce has been permitted 
to intervene in finance No. 5232, in the matter of the applica- 
tion of the Central Indiana Railway Company under paragarphs 
(18) to (21), inclusive, of section 1 of the interstate commerce 
act, for a certificate of public convenience and necessity for the 
discontinuance of operation and the abandonment of lines of 
railroad in Indiana, counties of Delaware, Madison, Hamilton, 
Boone, Montgomery, Parke and Clay. 

The Commission has postponed the effective date of the or- 
der of December 30, 1925, in so far as it requires the removal 
of undue prejudice by March 6, 1926, in No. 16270, Board of 
Railroad Commissioners of the State of South Dakota vs. Chi- 
cago & North Western Railway et al., until July 6, 1926, upon 
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statutory notice, but in all other respects the order is to remain 
in full force and effect. 

The Commission has postponed the effective date of the 
order in No. 13211, West Coast Lumbermen’s Association et al. 
vs. Abilene & Southern et al.; No. 15147, William Cameron & 
Company, Inc., vs. Abilene & Southern et al.; No. 15214, Lumber- 
men’s Association of Texas vs. Abilene & Southern Railway 
et al.; and No. 15357, the Wichita Board of Commerce et al. 
vs. Santa Fe et al., from March 20, 1926, to May 12, 1926, upon 
statutory notice. 

The Alabama Iron & Steel Shippers Conference has been 
permitted to intervene in No. 17594, United Iron Works, Inc., 
vs. Alabama Great Southern et al., and No. 17580, W. C. Norris 
vs. Akron, Canton & Youngstown et al. 

The Lutcher & Moore Lumber Company, National Lumber 
& Creosoting Company and Texas Mountain Cedar Shippers 
Association have been permitted to intervene in No. 17436, The 
Long-Bell Lumber Company vs. Abilene & Southern et al. 

The Washington Building Lime Company and Standard Lime 
and Stone Company have been permitted to intervene in No. 
12726, Hagerstown Chamber of Commerce vs. Western Maryland 
et al., No. 15345, Tidewater Portland Cement Company vs. Cum- 
berland & Pennsylvania et al., and No. 15354, Waynesboro Cham- 
ber of Commerce et al. vs. Western Maryland et al. 

Swift & Company and Western Meat Company have been 
permitted to intervene in No. 16300, Sub-No. 2, Armstrong Pack- 
ing Company et al. vs. Abilene & Southern et al., and No. 16300, 
Sub-No. 3, Armstrong Packing Company et al. vs. Abilene & 
Southern et al. 

William Volker, doing business as William Volker & Com- 
pany, has been permitted to intervene in No. 17489, Certain-teed 
Products Corporation vs. Aberdeen & Rockfish et al. 

The Railroad commission of Wisconsin has been permitted 
to intervene in No. 17713, Edward Nordman, Commissioner of 
Markets of the State of Wisconsin, vs. Aberdeen & Rockfish et al. 

The Kansas City, Mexico & Orient Railroad, William T. 
Kemper, receiver, the Kansas City, Mexico & Orient Railway, 
Kansas City, Mexico and Orient Railway of Texas, and Kansas 
City, Mexico and Orient Railway (lines in Mexico), William T. 
Kemper and S. W. Rider, receivers, have been permitted to 
intervene in No. 16697, the Chicago, Rock Island and Pacific 
Railway et al. vs. Baltimore & Ohio et al. 


The report and order entered in No. 14883 and Sub-Nos. 1 
to 3, inclusive, West Virginia Pulp & Paper Company vs. Balti- 
more & Ohio et al., on December 17, 1925, has been modified, by 
substituting the term “joint-line” for “single-line” immediately 
preceding the word “rates” in the fourth line of the second para- 
graph on page 513 of said report and, in the same manner, in 
the fourth and fifth lines from the bottom of page III of the 
order,.so that the arbitrary of 1.5 cents per 100 pounds pre- 
scribed from points on the Washington & Old Dominion, Mary- 
land & Pennsylvania, and Washington, Brandywine & Point 
Lookout shall be added to the joint-line rates instead of the 
single-line rates under the scale prescribed; but in all other 
respects report and order shall remain in full force and effect. 

The Commission has modified the*order in No. 13413, in the 
matter of automatic train control devices, so as to provide that 
the effective date for fulfillment thereof shall be July 18, 1926, 


in lieu of February 1, 1926, with respect to the Atchison, Topeka 
& Santa Fe. 


The Illinois Steel Company has been permitted to intervene 
in No. 17509 (Sub-No. 1), Indiana Bituminous Coal Operators’ 
Association vs. Santa Fe et al. 

The St. Paul Association of Public and Business Affairs has 
been permitted to intervene in No. 17541, the Celotex Company 
vs. Ahnapee & Western et al. 


The Traffic Bureau of the Rock Island Chamber of Com- 
merce has been permitted to intervene in No. 17605, Traffic Bu- 
reau, Davenport Chamber of Commerce, et al. vs. Alabama & 
Vicksburg et al. 

The Mississippi Railroad Commission has been permitted to 
intervene in No. 17672, Jackson Traffic Bureau vs. Alabama & 
Vicksburg et al. 

The Commission has permitted the Atwood Davis Sand Com- 
pany, Beloit Sand & Gravel Company, Howard Material Com- 
pany, Janesville Sand & Gravel Company, Waukesha Lime & 
Stone Company and Wilcox Company to intervene in No. 17817, 
Chicago Gravel Company et al. vs. Santa Fe et al. 

The Western Union Telegraph Company has been permitted 


to intervene in valuation No. 695, the Dansville & Mount Morris 
Railroad. 


SUSPENDED TARIFFS 


In I. and S. No. 2603, the Commission has suspended from 
February 20, until June 20, schedules as published in the follow- 
ing tariffs: Illinois Central Railroad Company: Supplement 
No. 7 to I. C. C. No. A-8994; Supplement No. 6 to I. C. C. No. 
A-10067; Supplement No. 5 to I. C. C. No. A-10120. The sus- 
pended schedules propose to cancel through commodity rates on 
grain and grain products, carloads, from points on the Illinois 
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Central Railroad in Illinois, Indiana, lowa, Minnesota, Nebraska, 
South Dakota and Wisconsin to destinations in Arkansas, on the 
Jonesboro, Lake City and Eastern Railroad, and also cancel the 
application of transit rules at Cairo, Ill., on grain and grain 
products, on traffic to the same destination. The following is 
illustrative: 


Wheat, carloads, from Champaign, IIL, 


to Dell, Ark., present 28, 
proposed 30; from Delavan, IIl., 


to Dell, Ark. ia present 28, proposed 30. 


In I. and S. No. 2604, the Commission has suspended from 
February 20 and 22, until June 20, certain schedules as published 
in the following tariffs: Duluth, South Shore and Atlantic Rail. 
way Company: Supplement No. 7 to I. C. C. 3266; Minneapolis, 
St. Paul and Sault Ste. Marie Railway Company: Supplement 
No. 5 to I. C. C. No. 5909; E. B. Boyd, Agent: Supplement No. 5 
to I. C. C. No. A-1524. The suspended schedules propose to in- 
crease rates on lumber and other forest products, carloads, from 
Sault Ste. Marie, Mich., and related points in Michigan to Chi- 
cago, Ill., group points. The following is illustrative: 


Lumber, carloads, from Sault Ste. Marie, Mich., 


to Chicago, Ill, 
present 18%, proposed 20. 


In I. and §S. No. 2605 the Commission has suspended from 
February 23, until June 23, schedules as published in supplement 
No. 22 to Speiden’s tariff I. C. C. No. 896. The suspended sched- 
ules propose to increase the carload rates on petroleum and 
petroleum products from Ohio and Mississippi River crossings 
to Carrollton, Ky. The following statement of rates applicable 
to Carrollton, Ky., is illustrative: 


On petroleum and petroleum products, C. L., from Baton Rouge, 
La., present 34, proposed 50; Evansville, Ind., present 26.5, proposed 
46.5; Louisville, Ky., present 13.5, proposed 27. 


In I. and S. No. 2609, the Commission has suspended, from 
February 25, until June 25, schedules as published in Boyd’s 
I. C. C. No. A-1636 and Supplement No. 1 thereto. The suspended 
schedules propose to revise the carload rates on sewer pipe and 
related articles from Iowa producing points to destinations in 
Western Trunk Line territory, which would result generally in 


reductions. The following statement of rates is illustrative: 
From From 
Fort Dodge, Iowa Des Moines, Iowa 
To— Present Proposed Present Proposed 
CR IN, 655% isis ee leis 20.5 18.5 18.5 18.5 
PC .  e 20.5 17.5 18.5 18.5 
Bt. POG, MM. cocccccces 15.5 13.5 18.5 15 


In I. and S. No. 2606, the Commission has suspended from 
February 25 until June 25 schedules as published in supplement 
No. 2 to Glenn’s I. C. C. No. A-532. The suspended schedules 
proposed to increase the rates on rosin and turpentine and other 
naval stores, carloads, from various southern points to Madison, 
Wis. The following is illustrative: 


From Macon, Ga., to Madison, Wis., rosin, carloads, 


present 42, 
proposed 47; turpentine, carloads, present 66, proposed 71. 


In I. and S. No. 2607, the Commission has suspended from 
February 25 until June 25 schedules as published in supplement 
No. 22 to Leland’s I. C. C. No. 1718. The suspended schedules 
propose to confine the maximum application of transcontinental 
rates on grain and its products, to points in Texas intermediate 
to Dering, N. M., via routes authorized in Countiss’ tariff 1-V, 
I. C. C. No. 1155, or reissues thereof. The proposed change 
would result in increased rates, of which the following are 
illustrative: 


Flour, in carloads, from Greeley, Colo., 
ent 66, proposed 94; from Lincoln, Neb., 
741%4, proposed 81. 


to Sanderson, Tex., pres- 
to Sanderson, Tex., present 


In I. and S. No. 2608, the Commission has suspended from 
February 25 until June 25 schedules as published in supplement 
No. 26 to Cottrell’s I. C. C. No. 511, and in his I. C. C. No. 607. 
The suspended schedules propose to increase the proportional 
rates on furniture from Rocky Mount and Bassett, Va., to Lynch- 
burg, Va., when destined to points beyond in Central Freight 
Association and west of *the Mississippi River. The following 
is illustrative: 


Proportional rates in cents per 100 pounds on furniture, to 
Lynchburg, Va., carload, from Rocky Mount, and Bassett, Va., pres- 
ent 21%, proposed 2814; less than carload, Rocky Mount, Va., pres- 
ent 34, proposed 36144; Bassett, Va., present 34, proposed 42% 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the treasury that the Man- 
istee & Repton is entitled, as reeimbursement of deficit, from 
the government, $18,747; also that that carrier owes the govern- 
ment $18,771 on account of advances to it. 


THE ey ea TRAFFIC WORLD is delivered by 
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IMPORTED FLAXSEED RATES 


In a proposed report on No. 13229, Spencer Kellogg & Sons, 
Inc., vs. Delaware, Lackawanna & Western, and No. 14829, Amer- 
ican Linseed Co. vs. Erie, Examiner Charles W. Berry said the 
Commission, on further hearing in Kellogg & Sons vs. D. L. & 
W., 77 I. C. C. 249, should reverse its decision and find the rates 
on flaxseed, in carloads, from New York harbor points to Buf- 
falo unreasonable. He said the finding in the original report in 
American Linseed Co. vs. Erie, 91 I. C. C. 663, should be affirmed 
and the complaint dismissed. 


The examiner said that in these cases the complainants 
assailed the rates collected on approximately 1,000 carloads of 
flaxseed shipped from New York harbor points to Buffalo, be- 
tween February 28 and October, 1920, and 322 carloads shipped 
subsequent to January 1, 1923, as unreasonable. Charges, he 
said, were collected at the applicable sixth class rate of 20.5 
cents prior to August 26, 1920, 28.5 cents on and after that day 
and prior to July 1, 1922, and 26.5 cents after that day. The com- 
plainants contended that the rates were unreasonable to the 
extent they exceeded 15 cents prior to August 26, 1920, and 21 
and 20 cents thereafter. 


In Kellogg & Sons vs. D. L. & W., 77 I. C. C. 249 (docket 
No. 13229), the examiner said that division No. 1 found the 
rates assailed not unreasonable. In American Linseed Co. vs. 
Erie, 91 I. C. C. 663 (docket No. 14829), division No. 2 found the 
rate charged on the shipments after January 21, 1922, was, is 
and for the future will be unreasonable to the extent it exceeded, 
exceeds or may exceed 22 cents, minimum 56,000 pounds. 


This conflict caused the cases to be opened for further 
hearing, but no additional evidence was introduced. The parties 
agreed to this consolidation and disposition in one docket. The 
parties also agreed to the disposition of similar cases in one 
report, but this report deals with only the two cases mentioned. 

In substance these cases attacked the sixth class rate on 
the ground that the movement of flaxseed, imported, was large 
and promised to be larger. In summing up the examiner said: 


The defense of the sixth-class rate is that it has been the basis 
applicable for many years from New York to Buffalo and is applicable 
from New York to most points in central territory; that the present 
basis is the result of previous adjustment resulting from the prej- 
udice found to exist with reference to Toledo; and that as the Chi- 
cago rate was established to meet competition it should not be 
scaled back to Buffalo. 

No substantial movement of imported flaxseed at class rates has 
been shown and the maintenance of such rates for the movement of 
flaxseed cannot be justified by Major Co. vs. D. L. & W. R. R. Co., 
docket No. 4807, unreported, for had the New York-Buffalo commodity 
rate of 10 cents been increased only sufficiently to remove the 
prejudice the resulting rate, subjected to the general increases and 
reduction, would have been considerably lower than the class rate. 
There is no evidence of record to show that the New York-Chicago 
rate of 40 cents was established to meet a depressed rate from the 
ee ports. It is true that the rate from the gulf ports was estab- 
ee first and that the usual differential was observed in pub- 
ishing the New York-Buffalo rate, but the earnings under the rate 
¢ 40 cents produced $320 per car and 32.6 cents per car mile. When 

€ conditions under which the traffic is handled are considered the 
oo appear to be adequately remunerative. The establishment 
. the rate of 40 cents appears to be a recognition of the fact that 
mported flaxseed should move at rates lower than class rates. 


The record shows that the production of flaxseed in the United 
States and Canada has steadily decreased since 1912, in which year 
28,073,000 bushels were produced in ‘the United States and 26,130,000 
bushels in Canada. In the United States the production during 1920 
Was 10,774,000 bushels, during 1921, 8,029,000 bushels and during 1922, 
12,238,000 bushels. In Canada, 7,998,000 bushels were produced in 
1920 and 4,112,000 bushels in 1921. 


,. Defendants state on brief that in 1923 the acreage planted was 
h per cent greater than in 1922 and in 1924, 64 per cent greater 
than 1923. New ground is usually used for the cultivation of flax- 
~— and while there was an increase in acreage in 1923 and 1924, 
there 1S no assurance that there will not again be a reduction in 
production. The consumption of linseed oil, on the other hand, is 
steadily and rapidly increasing and complainants state that in recent 
years the production of flaxseed in America and Canada has been 
usufficient by from 10,000,000 to 20,000,000 bushels to meet the needs 
r the industry. Defendants do not show that the increased pro- 
Suction in 1923 and 1924 is not offset by the increased consumption 
: = and the probable reduction in the quantity of oil imported 
= hat the importation of flaxseed has actually ceased. Since the 
ease of the import duty on linseed oil it is cheaper to import 
e flaxseed and crush it in this country. 


sid = record shows clearly that flaxseed was imported in con- 
be erable quantities in 1920, 1922 and 1923, and, although there may 
wae oe when the importation practically ceases, the volume in 
oan -f it is given to the carriers when it is received at the ports 
Samee economic manner in which it may be handled from a trans- 
ation viewpoint entitled it to rates lower than the class rates. 


sh The Commission should affirm its findings in docket 14829 and 
: ould find in docket 13229 that the rates assailed were unreasonable 
0 the extent they exceeded 17 cents prior to August 26, 1920, and 
a cents on and subsequent thereto and prior to July 1, 1922; that 
chuplainant made the shipments described and paid and bore the 
d arges at the rates herein found unreasonable; that it has been 
amaged thereby in the amount of the difference between the charges 
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paid and those which would have accrued at the rates herein found 
reasonable and that it is entitled to reparation with interest. 


SOUTH CAROLINA EXCEPTIONS 


In a report on No. 16471, City of Augusta et al, vs. Atlantic 
Coast Line et al., Examiner Paul O. Carter proposes the Com- 
mission shall find the basis of rates applicable on classes 1 to 
D, inclusive, from Augusta, Ga., to destinations in South Caro- 
lina, since May 25, 1924, not unreasonable but unduly prejudicial 
to shippers at’ Augusta in comparison with the basis of rates 
applicable on the same commodities between points in South 
Carolina and result in unjust discrimination against interstate 
commerce. 

Complainants were the City of Augusta, Board of Com- 
merce of Augusta and Augusta Traffic Bureau. They alleged, 
according to the summary made by the examiner, that the 
basis of rates applicable on classes 1 to D, inclusive, since May 
25, 1924, from Augusta to destinations in South Carolina, was 
and is unreasonable, and, as compared with lower rates on the 
same commodities for similar distances from manufacturing, 
jobbing and shipping points in South Carolina to destinations 
in that state, unjustly discriminatory and unduly prejudicial 
to Augusta and manufacturers, jobbers and shippers there 
located, and preferential of manufacturing and jobbing centers 
in South Carolina and like interests in that state, in viola- 
tion of the first three sections of the interstate commerce act; 
and that the said basis of rates applicable on interstate com- 
merce was unjustly discriminatory against such commerce and 
preferential of intrastate commerce and manufacturing, job- 
bing and shipping centers of South Carolina in violation of 
the thirteenth section. 

The complaint, as summarized by the examiner, pertained 
to rates, without distinction, between carload and less than 
carload rates. The one table of comparisons carried in the 
report makes no distinction but in the text making comparisons, 
the illustrations pertain to less than carload rates. The finding 
is also so confined to the level and basis of less than carload 
class rates on classes 1 to D, inclusive. The head notes of report 
also are without distinction as to carload and less than carload 
rates. 

The examiner said the level of the class rates from Augusta 
to South Carolina destinations was approximately the same as 
the level of the rates between South Carolina points and was 
not attacked in this proceeding. He said the complaint arose 
because the rates from Augusta to South Carolina were gov- 
erned by the Southern Classification and Note No. 4 exceptions 
thereto whereas the rates between South Carolina points were 
governed by Note No. 53 exceptions, which, generally speaking, 
contained lower ratings than those in Southern Classification and 
Note No. 4 exceptions and therefore resulted in lower rates 
between South Carolina points than from Augusta to South 
Carolina for similar distances. 

On the second effort to that end the carriers accomplished 
the change in the classifications which caused the complaint, 
on May 25, 1924. Since that date the examiner said, rates on 
classes 1 to D, inclusive, between Augusta and South Carolina 
had been governed by the Southern Classification and Notes 
A and 4.of exceptions to that classification. He said the testi- 
mony showed that shippers at Augusta had lost a considerable 
portion of their South Carolina business and that shipments 
to that state had been materially curtailed since that date. 

South Carolina officials, the examiner said, while notified of 
the proceeding, did not take part in the case. The Charleston 
Trafic Bureau and the Spartanburg Transportation Associa- 
tion, he said, urged that the competition which Augusta met 
in South Carolina from South Carolina shippers occurred at a 
limited number of points situated at limited distances from 
Augusta, and that even if the rates to those destinations from 
South Carolina shipping points were unduly prejudicial to 
Augusta shippers, that was no reason why Note No. 53 excep- 
tions should not continue to be applicable between other South 
Carolina points at which Augusta shippers did not’ meet com- 
petition of South Carolina shippers. They said the exceptions 
had been in effect many years and that the record did not 
oe them unreasonable. In summing up the case the examiner 
said: 


The Commission should find that the level and basis of less than 
carload class rates on Classes 1 to D, inclusive, from Augusta Ga., 
to destinations in South Carolina since May 25, 1924, were not and 
are not unreasonable, but that the maintenance of the basis of 
rates on classes 1 to D, inclusive, from Augusta to destinations in 
South Carolina since May 25, 1924, resulted, results and will result 
in undue prejudice to Augusta shippers to the undue preference and 
advantage of South Carolina shippers, and in unjust discrimina- 
tion against interstate commerce. This undue prejudice and pref- 
erence and discrimination should be removed by the publication of 

















































































































































































the same basis on less than carload rates intrastate in South Caro- 
lina as applies from Augusta to destinations in South Carolina. Com- 
plainants’ prayer for reparation was abandoned at the hearing. 


MISROUTING REPARATION 


In a report on No. 17180, Persinger Hardware & Furniture 
Company vs. New York Central et al., Examiner E. L. Gaddess, 
now dead, recommended a finding that the New York Central 
misrouted one carload of agricultural implements shipped from 
Syracuse, N. Y., to Williamson, W. Va., and made an award 
of reparation. In the course of the report Mr. Gaddess reviewed 
the cases bearing on the suestion of the duty of routing which 
would give the shipper the lowest rate. The complaint, in this 
case, alleged that the shipment, made in February, 1923, was 
misrouted and the prayer was for reparation. 

According to the report the only routing instructions given 
by the shipper were “Norfolk & Western delivery.” He said 
no rate was shown in the bill of lading. The shipment moved 
from Syracuse, N. Y., to Newberry Junction, Pa,, thence via 
the Reading, to Shippensburg, thence Western Maryland to 
Hagerstown, and the Norfolk & Western to Williamson, a dis- 
tance of 931 miles. 

Charges were collected at a fifth class rate of 79 cents appli- 
cable over this route. Contemporaneously, the report said, a 
combination of 65 cents was in effect constructed by using the 
fifth class rate of 34 cents from Syracuse to Kenova, plus the 
local fifth class rate of the Norfolk & Western, 31 cents, from 
Kenova to Williamson. That combination, the examiner said, 
was not applicable over the route of movement. The route via 
Kenova, the report said, was 114 miles shorter than the route 
over which the car was moved. 

Complainant claimed the shipment was misrouted and sought 
an award of reparation to the basis of the lower combination, 
citing Weldon & Lick vs. Erie, 101 I. C. C. 175, and Nestle’s 
Food Company, Inc., vs. Director-General, 89 I. C. C. 340. 

In support of their contention that they were not liable 
for misrouting because their agent either did not know of the 
cheaper rate or route sought, or, by the exercise of reasonable 
care and diligence could not have learned of their existence, 
defendants asserted that as the bill of lading indicated the de- 
livering carrier only, and contained no intermediate routing 
instructions, the agent at Syracuse was under no obligation to 
know the rate from Kenova to Williamson, nor to forward the 
shipment via Kenova, in order that the complainant might enjoy 
the lowest combination applicable over that route. Therefore, 
they argued, that in forwarding the shipment over the only 
route over which there was a joint through rate from point of 
origin to destination, and which met the requirements of the 
complainants’ incomplete routing instructions, the agent acted 
properly and without negligence, citing in support thereof North- 
ern Pacific vs. Solum, 247 U. S. 277, wherein the court said: 





In the absence of shipping instructions it is ordinarily the duty 
of the carrier to ship by the cheaper route. But the duty is not an 
absolute one. The obligation of the carrier is to deal justly with the 
shipper, not to consider only his interests and to disregard wholly 
its own and those of the general public. If, all things considered, 
it would be unreasonable to ship by the cheaper route, the carrier 
is not compelled to do so. The duty is upon the carrier to select 
the cheaper route only “if other conditions are reasonably equal.’ 
Resort to the more expensive route may be justified. And the 
justification may rest either upon the peculiar circumstances of a 
particular case or upon a general practice. 


In disposing of the case, the examiner said the Commission 
should say: 


The commission has repeatedly said that the shipper is en- 
titled to have his shipments move over the cheapest route con- 
sistent with his routing instructions, and that it is the duty of 
the carrier to exercise reasonable care and diligence in secur- 
ing information that will insure correct routing even though the 
shipments are destined to points on lines of distant roads with 
which no specific through rates are maintained. It does not appear 
from the record that the agent at Syracuse made any effort to 
ascertain which was the cheapest route consistent with the routing 
instructions. According to the distances shown, the length of the 
route. through Kenova Junction is 114 miles shorter than the 
route of movement and in a haul such as here involved it is certainly 
not unreasonable to expect the agent to have known the combination 
over a junction point so well known as Kenova or at least to 
have made some effort to ascertain the applicable combination over 
that route. 

The commission should find that the New York Central mis- 
routed the shipment; that complainant was damaged thereby to 
the extent of the difference between the charges paid and those 
which would have accrued if the shipment had been routed through 


Kenova, and that it is entitled to reparation in the sum of $35.77 
with interest. 


TWO SHIPMENTS OVERCHARGED 


Examiner Paul O. Carter, in a report on No. 15101, Thomas 
Day Company vs. Director-General, as agent, Southern Pacific 
et al., said the Commission should find the rates charged on 
glass lighting bowls, lamp globes and shades, in less than car- 
loads, between March 15, 1918, and March 14, 1921, were appli- 
cable, except in the case of two shipments on which rates, the 
authority for which could not be shown, were charged. He said 
the defendants should be directed to refund overcharges and the 
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complaint dismissed. The dismissal, he said, should be baseq 
on the Crown Overall case, 100 I. C. C. 471. The complainant 
contended that inasmuch as restrictions as to value were not 
authorized by the Commission, the lowest rate was applicable, 
The complainant admitted, the examiner said, that the commodi- 
ties shipped were of a value greater than $24 per dozen, the 
value on which the lowest rate was imposed. 


McCHORD RECOMMENDS REPARATION 


Attorney-Examiner John McChord, in No. 16600, Lafayette 
Lumber Company vs. Pennsylvania et all., said the Commission 
should find rates on cross ties from Bedford and other points 
in Pennsylvania to Buffalo, Black Rock, Lockport and North 
Tonawanda, N. Y., unreasonable to the extent they exceeded 
33.5 cents on shipments subsequent to December 18, 1922. The 
complaint alleged that rates charged on 61 carloads shipped be- 
tween April 5, 1922, and August 6, 1923, from Bedford, Saxton, 
Entriken, Everett, Mt. Dallas, East Freedom, Newton, Hamilton, 
and Imler, Pa., to the destinations hereinbefore mentioned were 
unreasonable, unjustly discriminatory, unduly preferential and 
prejudicial, and in violation of the long-and-short haul part of 
the fourth section. Sixth class rates, ranging from 26.5 cents 
to 30.5 cents, were imposed. A commodity rate of 23.5 cents was 
established December 17, 1925, the one McChord recommended 
in his report and to which he said reparation should be made. 


REPARATION ON COAL 


A finding that the rate was unjust and unreasonable has 
been recommended by Examiner Horace W. Johnson, in No. 17196, 
Green Bay Lumber Co. vs. Chicago, Burlington & Quincy et al., 
as to a combination rate of $4.46 on two carloads of coal shipped 
from Christopher, Ill., to Malvern, Ia. He said the Commission 
should find that rate unreasonable to the extent it exceeded 
$3.59 and award reparation to that basis. 


GRAIN CASE DISMISSED 


Examiner Harris Fleming has proposed the dismissal of No. 
17085, Aberdeen Commercial Club et al. vs. Camas Prairie 
Railroad et al., on a finding that the rate on coarse grain from 
Aberdeen and contiguous territory in South Dakota to destina- 
tions in Montana, Idaho, Washington and Oregon is not unreason- 
able or unduly prejudicial. The complaint alleged the rate “via 
direct routes” on corn, oats, barley, rye, speltz, and the feed 
products of these grains, from the territory of origin indicated, 
to the points in the states mentioned, was unreasonable and as 
compared with the adjustment maintained from Minneapolis and 
Sioux City, unduly prejudicial. 


MINE CAR REPARATION 


A finding of unreasonableness, an award of reparation, and 
an order for the future have been recommended by Examiner 
Frank C. Weems, in No. 17179, Gustafson Manufacturing Com- 
pany vs. St. Louis-San Francisco et al., as to a rate of 72 cents 
on three carloads of mine cars shipped in February, 1925, from 
Chattanooga, Tenn., to Carbon Hill, Ala. The complaint alleged 
that it was unreasonable to the extent it exceeded 45 cents, mini- 
mum 40,000 pounds. The examiner said the Commission should 
find the rate unreasonable to the extent it exceeded, exceeds, or 
may exceed 45 cents, minimum 40,000 pounds. He said the Com- 
mission should award reparation and order the establishment 
of the 45 cent rate. 


TENTATIVE VALUATION REPORTS 


The Commission has made a tentative valuation report on 
the Atlantic City Railroad Company’s property as of June 30, 
1917, showing $7,801,500 of property owned and used, $1,000 of 
property owned but not used, and $133,543 used but not owned, 
making a total of $7,802,500 owned and $7,935,043 used. Its cap- 
italization is $10,356,105, consisting of $2,625,000 of capital stock, 
$1,000,000 of preferred stock, $4,694,500 of funded debt and $2,- 
036,605 of non-negotiable debts. Its investment in road and 
equipment, as shown by its books, was $9,294,742. Reproduction 
value of the owned property, new, was stated to be $8,429,210 
and, less depreciation, $6,409,699; property used, new, at $8,424,- 
084, and, less depreciation, at $6,408,756. 

The company owns and operates lines from Camden, N. J., 
to Atlantic City, Ocean City, Grenloch, Sea Isle City and Mullica 
Hill, having a mileage of 170 of main line and 308.705 of all 
tracks. 

The tentative valuation of the property of the Union Ter- 
minal Company, at Dallas, Tex., as of June 30, 1917, was stated 
at $4,667,300 for the property owned, and $5,182,750 for the prop- 
erty used. The company has a capitalization of $8,135,442, of 
which, however, there is outstanding only $5,388,967 and a book 
investment of $4,989,074. The reproduction, new, was stated at 
$3,162,925 and, less depreciation, at $3,159,945. 

The tentative valuation of the property of the Brimstone 
Railroad & Canal Company, as of June 30, 1918, was stated at 
$178,000 for the property owned. 
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The tentative valuation of the owned property of the Lake 
Charles & Northern was stated, as of June 30, 1918, at $716,000. 

The Commission has announced the tentative valuation of 
the property of the Lehigh & Hudson River Railway Co., as of 
June 30, 1918, stating the value of its owned property at $5,090,- 
000 and the property owned and used as $27 greater. Its capital- 
ization is $4,706,500 divided into $1,719,500 of stock and $2,987,000 
of funded debt. The company’s investment account was $6,359,- 
648. Restated in accordance with the accounting rules of the 
Commission it was $6,350,048. Reproduction value, new, was 
stated as $5,500,109 and less depreciation, $4,326,964. 

Valley Railroad Company, as of June 30, 1917, owned, $36,560 
and total used $126,560. 

Kelly’s Creek Railroad Company, as of June 30, 1919, owned 
$6,281, used $116,281, the used property being that of the Kan- 
awha & Hocking Coal & Coke Co., which in turn was owned by 
the Kelly’s Creek Improvement Co. 

The Commission, in a tentative valuation of the properties 
of the Missouri, Oklahoma & Gulf Railway Company, the Mis- 
souri, Oklahoma & Gulf Railroad Company and the Missouri, 
Oklahoma & Gulf Railroad Company, as of June 30, 1919, finds the 
final value of the property owned and used to be, $5,812,877; 
owned but not used, $14,500; used but not owned, $1,945,000, 
making a total of owned and used and used but not owned of 
$7,757,877. The company has a capitalization of $17,259,300, of 
which $10,555,200 is common stock and $6,704,100 of funded debt. 
The investment, as stated on the books of the company, is 
$3,723,210, consisting of road and land, no equipment being owned. 
The mileage of the wholly owned main line is 216.04 and the 
total owned as well as that merely used, 314.37. The yard tracks 
and sidings amount to 102.86 miles. 


FINAL VALUATION REPORTS 


The Commission, by division No. 1, in valuation docket No. 
17, Georgia Southern and Florida Railway Company, opinion No. 
B-156, 106 I. C. C. 155-91, has found the final value of the prop- 
erty of that carrier, as of June 30, 1915, for rate-making purposes, 
owned and used for common carrier purposes, to be $9,451,992, 
used but not owned $8,199 and owned but not used $294. The 
company owns and operates a line from Macon to Valdosta, Ga., 
a distance of about 150 miles. From Valdosta there are two 
branches, one to Jacksonville, Fla., a distance of about 113 miles 
and another to Palatka, Fla., a distance of about 1385 miles. The 
carrier owns 391.73 miles of main track and 105.32 miles of yard 
tracks and sidings. The carrier filed a protest to the original 
tentative valuation, directed mainly, the report said, against the 
rules, methods and principles employed by the Commission in 
the preparation of the tentative valuation. 

The book statement of investment in road and equipment 
claimed by the company was $12,273,373. The Commission, in 
the tentative valuation, reduced that to $10,377,065. The Com- 
mission, after discussing the contentions of the carrier on that 
head said that according to its present accounting methods the 
book investment should be restated at $12,489,603. 

Among the issues between the carrier and the Commission 
was one caused by the fact that after the railroad company 
acquired the fee title to pieces of lands, municipalities put 
streets through such pieces of land, twenty-eight in number. 
The Commission refused to include the lands on which the 
streets had been placed in the inventory of lands owned and 
used by the carrier. 

Commissioner Hall, dissenting on that point, said it was 
manifest error to take that position, regardless of what value 
might be attached to the areas, for rate-making purposes, be- 
cause they concededly formed part of the property owned by the 
carrier and used by it. He pointed out that the valuation act 
required the Commission to make an inventory listing the prop- 
erty of every common carrier subject to the act, making a dis- 
tinction between lands owned and rights of way. He said that 
in so far as might be necessary for the performance of duties 
under the act it had become the Commission’s function to “de- 
termine questions of title to lands” and that it would avail the 
Commission nothing to declare the contrary as was done by the 
majority in this report. By excluding these areas, he said, the 
majority rendered futile any discussion of their value. Doubt- 
less, he said, it would be inconvenient and expensive for the 
Commission to retrace its steps and ascertain, in each instance, 
the facts called for by the statute. He said the facts might be 
unnecessary for the purpose of correct valuation. But, he said, 
the argumentum ab inconvenienti, however weighty where ap- 
plicable, could hardly outweigh the plain mandate of the statute. 

Commissioner McChord, Mr. Hall said, authorized him to 
say that he concurred in that dissenting expression. 

The Atchison, Topeka & Santa Fe has applied for authority 
to acquire control of the Fresno Interurban by lease and pur- 
chase of capital stock, the latter consisting of 350 shares each 
of the par value of $35,000, for the par value of the stock. The ap- 
plicant says the stock has a value of $123,927 but it is not on 
the market, the Santa Fe Land Improvement Company, the stock 
of which is owned by the parent railroad company, owning all 
but director qualifying shares of the interurban. The line that 
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is to be acquired extends from Fresno to Minkler, Calif., a dis- 
tance of about 19.5 miles. 

The Missouri-Illinois Railroad Company has asked for per- 
mission to issue $300,000 of 6 per cent notes to be used, together 
with cash, retiring $492,000 of first mortgage gold bonds, bearing 
interest at the rate of 7 per cent and having February 15, 1931, 
as their maturity date. - 

The Commission, by division No. 1, in valuation docket No. 
482, Tennessee and North Carolina Railroad Company et al., 
opinion No. B-162, 106 I. C. C. 265-92, has found the final value 
of the property of that company, as of June 30, 1916, for rate- 
making purposes, owned and used for common carrier purposes, 
to be $431,322, of the property used but not owned $508,163, and 
of.the property owned but not used $1,500. 

Included in this report is the final value of the Pigeon River 
Railway Company, the entire property of which, the report says, 
is used by the Tennessee and North Carolina. The final value 
of the property of the Pigeon River Company, for rate-making 
purposes, also as of June 30, 1916, was found to be $335,000. The 
total mileage of the tracks of the two companies, including 
nearly two miles of a branch line leased from the Champion 
Lumber Co., in Tennessee and North Carolina, is 43,218. 

The two companies filed a joint protest but the report said 
neither presented either evidence or brief in support of the 
protest. The Commission therefore made the tentative valua- 
tion final. 

The Commission, by division No. 1, in valuation docket No. 
113, Lithonia & Arabia Mountain Railway Company, opinion No. 
B-154, 106 I. C. C. 141-6, has found the final value, for rate-making 
purposes, of the property of that carrier, as of June 30, 1916, 
owned and used for common carrier purposes, to be $47,000, and 
of property used, but’ not owned, $4,858. The company owns and 
operates a road from Lithonia to Arabia Mountain, Ga., a dis. 
tance of 3.18 miles, and 2.36 miles of yard tracks and sidings. 
No protest was filed against the tentative valuation. 

The Commission, in valuation docket No. 357, Montreal and 
Atlantic Railway Co. et al., opinion No. B-172, 106 I. C. C. 388-97, 
has found the final value of the property of that carrier, as of June 
30, 1916, for rate-making purposes, owned and used for common 
carrier purposes, to be $872 and of property used but not owned 
$1,009,000. The report also includes the property of the Newport 
and Richford Railroad Co. The Montreal and Atlantic operates, 
under lease, the railroad owned by the Newport and Richford, 
extending from Newport to Richford, Vt. The property lying 
within the United States, the report said, consisted of 21.49 
miles of main line and 10.77 miles of yard tracks and sidings. 
No protest was filed against the tentative valuation. 

The Commission, in valuation docket No. 30, Mississippi 
Eastern Railway Co., opinion No. B-163, 106 I. C. C. 293-303, has 
found the final value of the property of that carrier, as of June 
30, 1915, owned and used for common carrier purposes, to be 
$227,206; used but not owned, $23. The line extends from 
Quitman to Threadville, Miss., a distance of 16.61 miles. No 
protest was filed against the tentative valuation. 

The Commission, in valuation docket No. 262, Amador Cen- 
tral Railroad Co., opinion No. B-171, 106 I. C. C. 377-87, has found 
the final value, as of June 30, 1916, of the property of the 
carrier mentioned, for rate-making purposes, owned and used 
for common carrier purposes, to be $361,456, and used but not 
owned $128. The carrier owns and operates a line extending 
from Ione to Martell, Calif., a distance of 11.79 miles. No protest 
was filed against the tentative valuation. 

In valuation docket No. 375, Ohio & Kentucky Railway Co. 
et al., opinion No. B-173, 106 I. C. C. 398-421, the Commission 
has found the value of the property of that carrier, for rate- 
making purposes, owned and used for common carrier purposes, 
as of June 30, 1917, to be $632,000 and property used but not 
owned, $185,068. The company owns and operates a line from 
Ohio and Kentucky Junction to Cannel City, Ky., a distance of 
25.77 miles; it also owns yards and sidings amounting to 4.29 
miles. The report also includes the property of the Caney Valley 
Railway Company. A protest was filed but not in time. The 
Commission found a discrepancy which it said would be removed 
and made the tentative report final. 

The Commission, in valuation docket No. 158, Muncie and 
Western Railroad Company, opinion No. B-165, 106 I. C. C. 318-29, 
has found the final value of the property of that carrier, for 
rate-making purposes, as of June 30, 1916, owned and used for 
common carrier purposes, to be $41,900, and used but not owned, 
$2,144. The company owns and operates a switching road at 
Muncie, Ind., consisting of .794 miles of main track and 3.181 
miles of yard track and sidings. The company filed a protest 

and claimed the tentative valuation should be increased by at 
least 40 per cent. The Commission discussed the tentative 
report but made no change in the final value. 


FINANCE APPLICATIONS 


Application for authority to issue $300,000 of first mortgage 
§ per cent bonds to be used in carrying forward the extension 
of its lines has been made by the Jackson & Eastern Railway 
Co. The extension is from Tuscola to Lena, Miss. The whole 
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projected extension will be a little more than 47 miles long. 
The company said it was financing the construction by issuing 
bonds at the rate of $6,000 a mile and that authority for this 
particular issue was desired upon the terms and conditions of 
other issues. 

The Detroit & Ironton Railroad Company has applied for a 
certificate permitting it to construct a line from near Petersburg, 
Mich., to Toledo, O., a distance of 14.536 miles, and to retain 
the excess earnings therefrom, the new line to form a connection 
between its main line at Petersburg and Toledo. On the plat 
accompanying the application the new line is shown as a cut-off, 
closely following the existing line between Petersburg and a 
point near Toledo. The applicant says it is not an operating 
company, its property, for operating purposes, being leased to 
the Detroit, Toledo & Ironton. 

The Pecos & Northern, a part of the Santa Fe system, has 
asked for authority to construct an extension of its line in Floyd 
and Crosby counties, Texas, from Floyada, a distance of about 
fifteen miles, to provide transportation facilities for an agri- 
cultural section now without them. The proposed extension will 
be financed out of funds of the Santa Fe and when completed, 
the application says, will probably be leased to one of the Santa 
Fe’s subsidaries. The applicant is not an operating company. 


UNCONTESTED FINANCE CASES 


The Commission, by division No. 4, in finance docket No. 
5339 (mimeographed), has authorized the Baltimore & Ohio to 
issue $34,308,500 of refunding and general mortgage 5 per cent 
bonds, $30,000,000 of which are to be sold at not less than 92.5 
per cent of par and accrued interest and the remainder, or any 
part thereof, is to be available for pledging or repledging, from 

time to time, until not later than June 30, 1928, as collateral for 
* any note or notes to be issued under paragraph 9 of section 20a, 
or as substitution for collateral now pledged. 

At the same time the Commission, by means of a supple- 
mental report in finance Dkt. 5137, also mimeographed, has va- 
cated and set aside its order of October 31, 1925, which author- 
izes the Baltimore & Ohio to issue and pledge $6,125,000 of 6 
per cent refunding and general mortgage bonds. The company 
did not avail itself of the authorization therein contained, and 
said that it intended doing the financing planned in respect of 
things authorized in the report of October 31, under the permis- 
sion granted in finance docket No. 5339. That is to say, it said 
that if the authority desired was granted in No. 5339, it would 
not need that contained in the earlier authorization. 

The Commission has authorized the acquisition by the Kan- 
sas City Southern of control, by lease, of part of the Texarkana 
& Fort Smith Railway Company’s railroad; it has authorized the 
Texarkana & Fort Smith to issue $10,000,000 of first mortgage 
5% per cent gold bonds, not to exceed $5,591,000 thereof to be 
exchanged for a like amount of 30-year general first mortgage 
5 per cent gold bonds and sell the remainder at nat less than 
97 per cent of par and accrued interest; and authorized the 
Kansas City Southern to assume obligation and liability in re- 
spect of such bonds. 

The Hocking Valley has been authorized to issue $6,000,000 
of six months’ 5 per cent secured gold notes and to pledge as 
collateral security for them $7,500,000 of general mortgage bonds. 

The Commission has authorized the Akron, Canton & Youngs- 
town to issue $800,000 of general and refunding mortgage 5% 
per cent gold bonds at not less than 89 and accrued interest. 





PETITIONS FOR REHEARING, ETC. 


The respondents in I. and S. No. 2411, Forest Products from 
Sand Point, Kootenai and Culver, Idaho, to California and Ne- 
vada, have asked the Commission to reopen this case and grant 
a rehearing. 

The defendants in No. 15084, Walter Hill et al. vs. Santa Fe, 
have asked the Commission for rehearing. 

The Indiana Harbor Belt Railroad, respondent in I. and S. 
No. 2515, Ashes and Cinder Rates Between Points on the Indiana 
Harbor Belt Railroad Company, has asked the Commission for 
rehearing. 

The complainants in No. 15723, Tolman, Dow & Company, Inc., 
et al. vs. Tennessee Central et al., have asked the Commission 
to grant a rehearing, and enter such further order or orders 
in the premises as it may deem reasonable and just. 

The Atchison, Topeka & Santa Fe Railway has asked the 
Commission to reopen I. and S. No. 2420, transit at Kansas City, 
Missouri-Kansas, on grain and grain products, and for moidfica- 
tion of its order and opinion. 

The complainant in No. 13757, Jefferson & Northwestern 
Railway vs. Missouri, Kansas & Texas Railway of Texas et al., 
has asked the Commission to reopen and rehear this proceeding. 

The complainant in No. 15214, Lumbermen’s Association of 
Texas et al. vs. Abilene & Southern et al., and intervener in No. 
13211, West Coast Lumbermen’s Association et al. vs. Abilene 
& Southern et al., and related cases, has asked the Commission 
to grant reargument. 

The Indiana State Chamber of Commerce, intervener in No. 
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15061, Western Brick Company et al. vs. New York Central et a), 
has asked the Commission to reopen for oral argument. 


BURLINGTON MUST ADJUST 


The Commission, by division No. 1, by an order promulgated 
February 19, has authorized and directed the Chicago, Burlington 
& Quincy to adjust charges on live stock that moved between 
May 25, 1923, and August 7, 1924, both days inclusive, from points 
on its line in South Dakota to Chicago, Kansas City, Sioux City 
and South Omaha, to the basis prescribed by it in its order ip 
No. 12268, Board of Railroad Commissioners of the ‘State of 
South Dakota vs. Chicago & North Western et al., 77 I. C. C. 451, 
In that order the Commission directed the Burlington to estap. 
lish reduced rates and minimum weights on ordinary live stock 
from points in South Dakota to the markets before mentioned. 

That order, the Commission said in its recital of reasons 
for the order made public February 19, was not complied with 
from certain origin points until January 29, 1924, when supple. 
ment 4 to C. B. & Q. tariff I. C. C. 15641 and supplement 7 ito 
Cc. B. & Q. tariff I. C. C. 15519, became effective, and from certain 
other points until August 8, 1924, when supplement 10 to C. B. 
& Q. tariff I. C. C. 15519 became effective. 

The latest order authorizes and directs the Burlington to 
adjust the charges in accordance with the terms of the tariffs 
mentioned in the preceding paragraph. 


PERE MARQUETTE ABANDONMENT 


The Commission, by division No. 4, has authorized the Pere 
Marquette to abandon a part of its line extending from near 
White Cloud to a connection with its Edmore-Big Rapids line 
in Newaygo and Mecosta counties, Michigan. At the hearing 
the report said the company withdrew its application in so far as 
the tracks within the switching limits of Big Rapids were con- 
cerned. The line to be abandoned is about 19 miles long. It 
was built, in 1873, by the Chicago & Lake Shore Railroad Con- 
pany and acquired by the Pere Marquette in 1899. It was built 
to bring out timber, the supply of which, the report said, was 
exhausted about twenty years ago. The line operated from 
January 1, 1919, to September 30, 1923, at an average loss of 
$2,300 a month. The Pere Marquette said it was willing to sell 
the line for $20,000, its estimated scrap value. The Commis- 
sion’s certificate is so conditioned that the Pere Marquette is 
to sell at not more than to exceed its fair junk value. It said 
that nothing in its report or order was to be construed, how- 
ever, as authorizing any purchaser to operate the line without 
proper authority from it. 


C. M. & ST. P. GOES AFTER TRUCKS 


The Traffic World Washington Bureau 


The Commission, in Released Rates Order No. 726, has 
granted permission to the Chicago, Milwaukee & St. Paul to 
make rates dependent on value on articles for which less-than- 
carload or any-quantity ratings are provided in Illinois Classifi- 
cation No. 12, Galligan’s I. C. C. No. 24, except freight requiring 
protection against heat or cold, articles likely to impregnate 
other freight, explosives and dangerous articles, and live ani- 
mals between Chicago & Milwaukee, when the freight is inclosed 
in truck bodies and the latter transported on flat cars. 

This is a move by the Milwaukee to regain some of the 
freight lost by it to motor trucks. The proposition is that the 
carrier will transport truck bodies, loaded with merchandise of 
the character described on flat cars at twenty cents a hundred 
pounds if the shipper will release the freight to a value of ten 
cents a hundred pounds. The proposal was made by trucking 
companies in Chicago and Milwaukee. They now haul the 
freight between those cities. The Milwaukee is trying to regain 
some of the traffic and the released rates’ order is the method 
first to be tried. The shipper, in the case of such shipments, 
will be the truck company which makes its arrangements with 
merchants from whom it collects and delivers the freight which, 
otherwise, would go in merchandise less-than-carload shipments 
to and from the freight houses. The Milwaukee is the first mid 
dle western road to propose what is generally known as COn- 
tainer car business, such as the New York Central has been 
promoting for a number of years. 


SEEK TO RECOVER EXCESS 

At the request of the defendant railroad, the Interstate 
Railroad of Virginia, the Department of Justice has filed in the 
District Court in the western district of Virginia, at Roanoke, the 
particulars of the provisions of law under which the amount of 
$194,852 is claimed by the government from the road. The suit 
is brought by the department at the request of the Treasury 
and the Interstate Commerce Commission, the amount claimed 
being the excess earned, over the amount guaranteed by the 
government to the railroad, in the six months’ guaranty period 
following federal control of the railroads. The action is brought 
under the provisions of section 209 of the transportation act 
of 1920. 
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RAILROAD LABOR BILL 
The Trafic World Washington Bureau 


The Senate interstate commerce committee, February 20, 
adopted a favorable report on the railroad labor bill as it was 
approved the day before by the House committee on interstate 
and foreign commerce, No record vote was taken by the Senate 
committee. Senator Bruce, of Maryland, said he would offer 
amendments to the bill in the Senate. The senator favored 
amendments that would give the fact-finding emergency board 
power to summon witnesses and provide for neutral members 
of the arbitration boards provided for in the bill. 

The report of the House committee on the bill submitted to 
the House by Representative Cooper, of Ohio, a former railroad 
engineer, follows: 


The Committee on Interstate and Foreign Commerce, to whom 
was referred the bill (H. R. 9463) to provide for the prompt disposi- 
tion of disputes between carriers and their employes, and for other 
purposes, having considered the same, report thereon with a recom- 
mendation that it pass. 

The bill was introduced as the product of negotiations and con- 
ferences between a representative committee of railroad presidents 
and a representative committee of railroad labor organization exec- 
utives, extending over several months, which were concluded with 
the approval of the bill, respectively, by the Association of Railway 
executives and by the executives of 20 railroad labor organizations. 
As introduced, it represented the agreement of railway managements 
operating over 80 per cent of the railroad mileage and labor organi- 
gations representing an overwhelming majority of the railroad 

loyes. 

a oo the hearings conducted by the committee it was conceded 
by all concerned that the enactment of this agreement into law 
would impose upon the parties to the agreement the moral obliga- 
tion to settle their differences in the manner provided by law, so as 
to insure to the public continuity and efficiency of interstate trans- 
portation service, and to protect the public from the injuries and 
losses consequent upon any impairment or interruption of inter- 
state commerce through failures of managers and employes to settle 
peaceably their controversies. There are also legal obligations which 
would be accepted by, and imposed upon, the parties by the proposed 
law that afford further guaranties of improved and continuous 
transportation service and protection of the public interest therein. 

The principal point impressed upon the committee during the hear- 
ings was the desirability of giving the managers and employes of 
this most important national industry the aid and cooperation of 
the legislative, executive, and judicial power of the Government in 
the settlement of industrial controversies by the means which prac- 
tical men, who have devoted their lives to this industry, believe are 
best adapted to maintain satisfactory relations between employers 
and employes. ’ 

The need for an impetus given to the proposed legislation are 
clearly indicated in the following extracts from the Republican and 
Democratic platforms in the national election of 1924 and from the 
three messages of the President to Congress in December of 1923, 
Mette anal latf of 1924 

e Republican platform “ 

“The labor toned provision of the present law should be amended 
whenever it appears necessary to meet changed conditions. Collective 
bargaining, mediation, and voluntary arbitration are the most impor- 
tant steps in the maintaining peaceful labor relations and should be 
encouraged. We do not believe in compulsory action at any time in 
the settlement of disputes. Public opinion must be the final arbiter 
in any crisis which so vitally affects public welfare as the suspension 
of transportation. Therefore the interests of the public require the 
maintenance of an impartial tribunal which can in an emergency 
make an investigation of the facts and publish its conclusion. This 
is essential as the basis for popular judgment. 


The Democratic platform of 1924: 

“The labor provisions of the act (transportation act, 1920) have 
proven unsatisfactory ,in settling differences between employer and 
employe. * * * It must, therefore, be so rewritten so that the high 
purposes which the public welfare demands may be accomplished. 

The President’s message, December 6, 1923: 

“The settlement of railroad labor disputes is a matter of grave 
public concern. The labor board is not altogether satisfactory to the 
public, the employes, or the companies. If a substantial agreement 
can be reached among the groups interested there should be no 
hesitation in enacting such an agreement into law. 

The President’s message, December 3, 1924: ; 

“Another matter before the Congress is legislation affecting the 
labor sections of the transportation act. Much criticism has been 
directed at the workings of this section and experience has shown 
that some useful amendment could be made to these provisions. 

“It would be helpful if a plan could be adopted which, while re- 
taining the practice of systematic collective bargaining with concilia- 
tion and voluntary arbitration of labor differences, could also provide 
simplicity in relations and more direct local responsibility of employes 
and managers. But such legislation will not meet the requirements 
of the situation unless it recognizes the principle that the public 
has a right to the uninterrupted service of transportation, and there- 
fore a right to be heard when there is danger that the nation may 
suffer a great injury through the interruption of operations because 
of labor disputes. If these elements are not comprehended in pro- 
dosed legislation, it would be better to gain further experience with 
the present organization dealing with these questions before under- 
taking a change.” 

The President’s message, December 5, 1925: 

“I am informed that the railroad managers and their employes 
have reached a substantial agreement as to what legislation is neces- 
Sary to regulate and improve their relationship. Whenever they 
bring forward such proposals, which seem sufficient also to protect 
the interests of the public, they should be enacted into law. 

It is gratifying to report that both the railroad managers and 
railroad employes are providing boards for the mutual adjustment of 
differences in harmony with the principles of conferences, conciliation, 
and arbitration. The solution of these problems ought to be an 
example to all other industries. Those who ask the protections of 
Civilization should be ready to use the methods of civilization. * * * 
, he manifest inclination of the managers and employes of the 
Tailroads to adopt a policy of action in harmony with these principles 
Marks a new epoch in our industrial life.” 

On January 7, 1926, representatives of the carriers and the em- 
Ployes informally reported to the President that they had agreed 
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upon the draft of legislation embodying a substitute for Title III of 
the transportation act, 1920. And on January 8, identical bills 
expressing this agreement of the parties were introduced in the House 
and Senate, respectively, by the chairman of the Committe on Inter- 
state and Foreign Commerce of the House and the chairman of the 
Committee on Interstate Commerce of the Senate. 

The committee has held extended hearings giving ample oppor- 
tunity to the proponents and opponents of the bill to present their 
views. In addition to the representatives of the carriers and their 
employes, the chairman of the executive council of the National 
Civic Federation presented testimony in support of the bill. The 
American Short Line Railroad Association offered a statement to the 
effect that the short-line railroads did not oppose the enactment of 
the proposed law. 

Representatives of various associations of manufacturers pre- 
sented suggestions for a few amendments which were given careful 
consideration. The bill provides in brief as follows: 

(1) It is made the duty of all railroad managers and employes to 
exert every reasonable effort to make and maintain agreements. 

(2) All disputes shall be considered first in conference between 
representatives designated and authorized so to confer respectively 
by the carriers and by the employes thereof interested in the dispute. 

(3) Representatives shall be designated in such manner as the 
parties themselves shall determine ‘‘without interference, influence, 
or coercion exercised by either party over the self-organization or 
designation of representatives by the other.” 

(4) Disputes between employers and employes are divided into 
three classes: 


(a) Disputes over grievances or the interpretation or application 
of agreements. 

(b) Disputes over proposed changes in agreements concerning 
rates of pay, rules of working conditions, 

(c) All other disputes. 

(5) All disputes must be considered first in conference, but if not 
settled in conference disputes in classes b and c are considered directly 
by the Government board of mediation. Disputes in class a if not 
settled in conference must be referred to an adjustment board and 
are only considered by the board of mediation if not decided by the 
adjustment board. 

(6) Boards of adjustment must be created by agreement, which 
may be between an individual carrier and its employes or between 
a group of carriers and employes or between all the carriers and their 
employes. 

(7) The bill provides for a machinery of contract and adjust- 
ment between the parties, but also leaves them free to set up “‘such 
machinery of contract and adjustment as they may mutually estab- 
lish.”” If, however, they are unable to settle their differences either 
under the machinery provided in the bill or an alternative machinery 
agreed upon, the bill provides that either party may invoke the aid 
of the board of mediation—a public body—or the board of mediation 
may intervene of its own motion, in order to promote the public inter- 
est in the settlement of disputes. 

(8) A board of mediation is created composed of five members 
appointed by the President by and with the advice and consent of 
the Senate, with the duty to intervene at the request of either party 
or on its own motion in any unsettled dispute, whether it be a (class 
a) dispute not decided in conference or by the appropriate adjust- 
ment board or a dispute over changes in rates of pay, rules or 
working conditions (class b) or any other dispute (class ¢c) not 
settled in conference. 

(9) If the board of mediation is unable to bring about a settle- 
ment, it is required to seek to induce the parties to submit the 
controversy to arbitration. 

(10) Boards of arbitration are provided for when the parties con- 
sent to arbitrate. The provisions of an arbitration agreement, the 
methods of selecting arbitrators, and the arbitration procedure are 
written in detail in the text of the bill. The bill provides that an 
arbitration award shall be made the judgment of the court, which 
judgment shall be final and conclusive on the parties. 

(11) In the event that a dispute is not settled under the foregoing 
provisions of the bill, it is provided that the board of mediation, if in 
its judgment the dispute threatens substantially to interrupt inter- 
state commerce, shall notify the President, who is thereupon author- 
ized, in his discretion, to create a board to investigate and report to 
the President within 30 days from the date of its creation. It is also 
provided that after the creation of such a board and for 30 days after 

it has made its report to the President, no change except by agree- 
ment shall be made by the parties to the controversy in the condi- 
tions out of which the dispute arose. 

The proponents of this bill have assured the committee of their 
conviction that the methods for voluntary settlement of disputes 
with the aid of Government mediators are so well adapted to insure 
the adjustment of differences, either through conference, mediation, 
or arbitration, that it should be seldom, if ever, necessary for the 
President to exercise the power conferred upon him to appoint an 
emergency board. The records of the success of mediation and 
arbitration under the Erdman and Newlands Acts considerably 
justify this conviction, which is also supported by the obvious good 
faith, the spirit of fair play, and of genuine regard for the public 
interest which characterized the negotiations of the parties and their 
presentations before the committee. 


If, however, the full expectations of the proponents of the bill are 
not realized, and controversy threatens the interruption of inter- 
state commerce, there is assurance of the protection of the public 
interest in this bill greater than has ever been offered in previous 
legislation. The President is empowered to create a board of out- 
standing representatives of the public who can investigate, with the 
aid of the permanent board of mediation, the Interstate Commerce 
Commission, the Department of Labor, and all other agencies of 
government, and bring to bear upon the parties the pressure of the 
highest governmental authority either to adjust their differences by 
voluntary agreement or to consent to submit them to arbitration. If 
this pressure shall fail to in itself bring about a settlement, this 
Emergency Board will then be able in its report to give to the public 
adequate and intelligible information regarding the merits of the 
contentions of the parties, and to crystallize public opinion in sup- 
port of that party or that program which should be supported in 
the public interest. . 

This temporary emergency board will be able to express and to 
mobilize public opinion to an extent impossible to any permanent 
board or any agency of Government which has been heretofore created 
for that purpose. It is also highly important to point out that during 
the period of investigation and for 30 days thereafter the parties 
to the controversy are bound under the proposed law to maintain 
unchanged the conditions out of which the dispute arose, thereby 
assuring the parties and the public that the emergency board will 
have the full and unembarrassed opportunity to exert its authority 
and fulfill its important function. 
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’ This bill is recommended for passage as both the most practical 
and advanced legislation for the settlement of industrial contro- 
versies that has been presented for the consideration of Congress. 


“Additional views” on the bill were submitted by Repre- 
sentative Hoch, of Kansas, and Representatives Burtness, Nelson, 
Robinson, Garber, Rayburn, Lea and Shallenberger concurred in 
the desirability of an amendment which Mr. Hoch said would be 
offered in the House. The statement of Mr. Hoch follows: 


This statement deals with an amendment which should be made, 
in my judgment, to this bill, in further protection of the public in- 
terest. It relates to a possible bearing of certain provisions upon 
freight and passenger rates. While not agreed to by the committee, 
it received a very substantial vote, and will be offered on the floor. 
It is needed—if for no other reason—in the interest of certainty. 
No ambiguity, no doubt as to what effect, legal and otherwise, will 
be given to the language used, should be countenanced on a matter 
of so much importance. That importance is offered in justification 
for calling attention to the matter in this report. 

Broadly speaking, the general public has two primary interests 
in transportation, namely: 

First: Continuity of efficient service. 

Second: Reasonable rates. 

The proposed amendment relates to the second of these interests. 
Under existing law the Interstate Commerce Commission is di- 
rected to fix a level of rates which ‘‘under honest, economical, and 
efficient management, and reasonable expenditures for mainte- 
ance, equipment, etc,’’ will permit the railroads, as nearly as may 
be, to earn a fair return upon their combined properties within vari- 
ous groups. Unwarranted expenditures would be reflected in undue 
rate burdens upon the public, if permitted to be included when rate 
levels are being determined. Necessarily, therefore, in the public in- 
terest, the power of the commission to inquire into the reasonableness 
of expenditures, whether of material or of labor, must be preserved 
unquestioned. I do not refer, of course, to power to set aside a wage 
settlement, or power to cancel an order for materials, but the power 
to refuse to pass on to the public any burden due to unwarranted 
expenditures. 

In the case of voluntary wage agreements this power of the com- 
mission, in determining freight and passenger rates under the fair- 
return rule, is in no way disturbed by the bill. But what of wage 
adjustments that may be made by boards of arbitration? The bill 
provides for voluntary arbitration of disputes. Each side names an 
arbitrator and they may agree upon the third arbitrator. If they 
do not so agree, the board of mediation names the neutral arbitrator. 
The arbitration award becomes legally binding upon the parties, is 
to be filed with the Federal district court, and is given the force and 
sanctity of a court judgment. In the case of a wage adjustment so 
made would the power of the commission to safeguard the public 
interest be in any way limited? Could it not be argued that this 
arbitration award and the court judgment entered thereon are con- 
clusive as to the reasonableness of the adjustment and that therefore 
the commission would be precluded, when determining a rate case, 
from any inquiry as to the merits of the adjustment? If so precluded, 
then by resorting to arbitration—entirely within the hands of the 
two parties and in which the public has had no voice—the carriers 
might escape responsibility before the public for the wage adjust- 
ment, and the commission be foreclosed from any inquiry as to the 
merits of the adjustment. 

To be sure, powerful consideration of self-interest and the prac- 
tical difficulties of securing rate increases operate in providing re- 
sistance by the carriers to applications for wage increases. But under 
economic pressure the carriers may deem it expedient to yield to 
demands which they consider unwarranted. Instead of doing so by 
voluntary agreement and thus taking the responsibility fefore the 
public for their action, they might accomplish the same result by 
the medium of arbitration, and so without any collusion with 
representatives of employes. In which case is there any reason why 
the arbitration award should not be subjected to the same scrutiny 
as an agreement admittedly voluntary, when it makes its appearance 
before the commission in connection with application for rate in- 
creases to meet the new wages? 


The amendment to be offered would add a proviso at the end of 


the provision dealing with arbitration awards (at the end of the line 
20 on p. 24), as follows: 


Provided, That nothing herein shall be construed to preclude the 
Interstate Commerce Commission from considering the merits of any 
such arbitration award when determining freight or passenger rates 
or other charges.’’ 

There are two questions here. Should the commission be foreclosed 
from such inquiry, and does the language of the bill without the 
amendment foreclose the inquiry? The first is, of course, the primary 
question. Those who believe that the commission, when fixing rates, 
should have no right to look into the merits of arbitration awards 
are, of course, opposed to the amendment. On the second ques- 
tion—the effect of the present language of the bill—there is dis- 
agreement. The uncertainty should be removed. 

This bill embodies in the main the plans worked out by repre- 
sentatives of the carriers and of the employes for the peaceful settle- 
ment of their disputes. They have manifested a spirit of cooperation 
and mutual concession. The public is deeply interested in seeing this 
spirit of good will maintained. This is not a matter involving only 
two parties. The public is a third party, and the public interest must 
be paramount. " 

Railroad employes have the advantage which comes from com- 
pact organization and the occupying of a strategic position. The 
carriers have powerful advantages not necessary to enumerate. 
The right of both must be fully preserved. Certainly of equal im- 
portance is the preservation of every protection which the law can 
give to the unorganized general public. 

There must not be any limitation upon the power of the commis- 
sion to protect against unreasonable charges. 


Debate on the railroad labor bill was begun in the House 
on the afternoon of February 24. It had been planned to begin 
consideration of the bill the preceding day, but this was not done 
because the tax reduction bill was brought up at that time. 

Representative Cooper, of Ohio, member of the House com- 
mitteé on interstate and foreign commerce, opened the debate 
by explaining the provisions of the bill and urging its passage. 

The American Farm Bureau Federation and the National 
Grange, in a joint statement addressed to members of the House, 
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expressed opposition to the bill on the ground that it did not 
adequately protect the public interest. 

Arguments for and against the bill such as were made before 
the Senate and House committees marked the debate in the 
House on the afternoon of February 24. After Representative 
Cooper concluded his remarks in favor of the bill, Represent- 
atives Nelson, of Maine and Black of Texas attacked the bill 
in its present form on the ground that it did not afford protection 
to the public interest. Representative Barkley, of Kentucky, and 
Representative Mapes, of Michigan, followed with speeches in 
support of the bill. At the conclusion of Mr. Mape’s address 
an adjournment was taken until the following day. 

Donald R. Richberg, counsel for the organized railway em- 
ployees, made public a letter to Representative Hoch setting 
forth reasons why the proponents of the bill opposed the Hoch 
proposed amendment. Mr. Richberg said the amendment would 
operate to prevent voluntary agreements and to deter arbitra- 
tions between railways and their employees and that such an 
amendment would break the agreement between the parties as 
represented by the bill. He argued that if the Commission was 
to review the justness of arbitration awards, as he contended 
would be provided by the amendment, the whole controversy that 
led to the award would be reopened before the Commission. 

D. B. Robertson, president of the Brotherhood of Locomo- 
tive Firemen and Enginemen issued a copy of a letter sent to 
the American Farm Bureau Federation in reply to the statement 
issued by that organization attacking the bill. 

General debate on the bill was continued in the House Feb- 
ruary 25. Demand of members for more time for discussion of 
the bill resulted in an agreement that general debate should 
continue for three hours Friday afternoon. 

Representative Hoch spoke in favor of his amendment. The 
bill was attacked by Representative Blanton, of Texas, who de- 
clared for anti-strike and compulsory arbitration legislation. 
Representative Newton, of Minnesota, Merritt, of Connecticut, 
Rayburn, of Texas, and Huddleston, of Alabama, spoke in favor 
of the bill. 


RAILROADS OPPOSE LABOR BILL 


Certain railroad executives, opposed to the railroad labor 
bill pending in Congress, are laying plans, in spite of the official 
approval of the bill by a majority of railroad executives. to 
correct the popular impression that the railroads, as a whole, 
have squarely indorsed it. One of these executives, explaining 
the situation, says: 


Something more than a year ago, following suggestions from 
administration sources in Washington that it was advisable to at- 
tempt to secure an agreement between railroad managements and 
those representing labor organizations with respect to changes in 
the federal statutes covering settlement of railroad labor contro- 
versies, the Association of Railway Executives authorized a labor 
committee, headed by General Atterbury, to confer with representa- 
tives of labor organizations concerning the matter. Authority was 
not given the committee to agree on the terms of the bill. 

From the outset of negotiations it was apparent that the com- 
mittee could not secure an agreement to incorporate provisions 
recognizing and protecting the public interest in labor controversies. 
The matter was subsequently considered by the executives at various 
meetings on the basis of preliminary reports made by the labor 
committee. In all of this consideration many: railroads, and par- 
ticularly those in the Southwest, protested vigorously against aban- 
donment of the principle that the public interest should be adequately 
protected. In December, 1925, a report recommending the endorse- 
ment of what is now the Watson-Parker bill was presented to the 
executive committee of the Railway Executives’ Association. A 
majority of this committee voted in favor of accepting the recom- 
mendation of the labor committee, the majority being largely made 
up of representatives of lines that have consistently opposed the 
Railroad Labor Board. The executives presented the matter to a gen- 
eral meeting of member lines, held at Chicago late in December. 
At this meeting 51 roads, with 197 votes, were recorded in favor 
of the adoption of the report of the committee, and approval of 
the bill; 21 roads, with 48 votes, were recorded in opposition to the 
bill. It was represented, however, at this meeting, that the Labor 
Board, as an agency for the handling of labor disputes, had reached 
the end of its usefulness, and that legislation looking to its abolish- 
ment would certainly be passed during the present session of Con- 
gress, and that the railroads were, therefore, forced to the Watson- 
Parker bill as an alternative, rather than as an improvement over 
the present law. P 

Railroads voting against any form of endorsement of the Dill 
were: Boston & Albany, Chicago & Alton, Delaware & Hudson, Den- 
ver and Rio Grande, Denver & Salt Lake, Gulf Coast Lines, Inter- 
national-Great Northern, Kansas City Southern, Minneapolis and 
St. Louis, Missouri-Kansas-Texas Lines, Missouri Pacific, Pere Mar- 
quette, Rio Grande Southern, St. Louis-San Francisco, St. Louis, 
Southwestern, S. A. U. G., The Texas Pacific, The Virginian, 
Wabash and Western Maryland. 

The executives of many lines that were recorded at the Chicago 
meeting as favoring this bill have since declared that they do not 
regard it as an impovement over the present law, and have indi- 
—, that they will be gratfied if the proposed legislation is de- 
eated. 

From these facts I am sure you will understand that the rail- 
roads have not declared themselves as favoring the Watson-Parker 
bill in preference to the present law. It seems to me that the whole 
situation is covered in a statement made by Mr. Thom, counsel for 
the Executives’ Association, to the House labor committee during 
the hearings on the Dill: 

“The Chairman: Your opinion, of course, was largely based on 
the action of Congress on the Howell-Barkley Bill, was it not? 

“Mr. Thom: To a certain extent, but here we had had the Pres!- 
dent of the United States in two messages to Congress inviting the 
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parties to find a substitute, saying that the Labor Board might 

be left with some advantage until a substitute was found, but in- 
yiting the parties to find a substitute; then we find the Senate 
committee voting out the Howell bill which did repeal the Labor 
Board; here we found in the House the action of taking from the 
sommittee by the signatures of 150 men, members of Congress, the 
Barkley bill which did abolish the Labor Board, and in all the dis- 
cussion that arose in public places, so far as I could see, that pro- 
vision of those bills was not the point on which the opposition 
turned; it was generally conceded, as I read the sentiment of the 
people, that if a substitute could be found in accordance with the 
suggestion of the President, that it would be found, and then when 
found, labor and its organizations absolutely declining to go before 
it. We found several of the most important railroads of the country 
not accepting its conclusion, and we found the Supreme Court of the 
United States saying it had no power. Now, under those circum- 
stances I concluded that the Labor Board was gone, and that was 
irrespective of my own views about it or any view of the question 
of whether or not the Labor Board should be replaced by something 
else.” 


A memorandum prepared by these executives outlining the 
provisions of the bill and some of the objections to it from the 
public point of view, follows: 


The Watson-Parker bill abandons the plan of direct representation 
of the public in the decision of railway labor controversies. It carries 
with it the repeal of the Railroad Labor Board provisions of the 
transportation act, and also the repeal of the Newland’s act of 1913, 
covering medition, conciliation and arbitration. It does not provide 
for any tribunal of final decision in cases of dispute, except through 
agreement to arbirtation. 

The bill makes it the duty of both railroad managements and 
railroad employes to attempt to make and maintain agreements cov- 
ering the wages and working conditions of railroad employes, and 
provides that all disputes shall be first considered in conference be- 
tween the parties directly interested. It further provides for the 
setting up of adjustment boards by agreement between managements 
and employes, which agreements shall be either between an individual 
carrier and its employes, or regional or national. These adjustment 
boards will have jurisdiction over disputes relating to grievances 
or to the interpretation or application or existing agreements, but 
will not have jurisdiction over changes in rates of pay, rules or 
working conditions. 

The bill also proposes the creation of a board of mediation to 
consist of members appointed by the Président, with the duty to 
intervene at the request of either party, or on its own motion, 
in any unsettled labor dispute not settled in conference between the 
parties. If the board of mediation is unable to bring about an 
amicable adjustment between the parties it is required to make an 
effort to induce them to consent to arbitration. Boards of arbitration 
are provided for only when both parties consent to an arbitration, 
and also consent to the method of selecting members of the board of 
arbitration and its procedure. 

In event that dispute is not settled under any of the foregoing 
methods, provision is made that the board of mediation, if in its 
judgment the dispute threatens to substantially interrupt interstate 
commerce, shall notify the President, who is thereupon authorized, 
in his discretion, to create a board to investigate and report to the 
President within thirty days. It is also provided that after the crea- 
tion of such a board, and for thirty days after it has made its report 
to the President, no change, except by agreement, shall be made 
by either party to the controversy in the conditions out of which the 
dispute arose. There is nothing in the act to make a strike illegal, 
after this report has been made, in event its findings are not ac- 
ceptable to either party to the controversy. 

The present Railroad Labor Board is composed equally of rep- 
resentatives of railroad employes, railroad managements and the 
public. The public representatives at all times have the balances 
of power, and the decisions of the Railroad Labor Board uniformly 
reflect the judgment of the public representatives on the board as 
to the policies which should be enforced to adequately protect the 
vee F eat which is, beyond question, the broadest interest 
affected. 

The Watson-Parker bill, because of its abandonment of the 
principle that the public shall be the determining authority in the 
settlement of controversies between management and employes, is a 
step backward. It is an abandonment of the right of the interest 
most vitally concerned to assert its authority before it is damaged. 

The Watson-Parker bill really proposes a return to the principles 
of the Newland’s act for mediation, conciliation and arbitration, with 
some additions providing for adjustment of minor causes of dispute. 
It should be remembered that the labor organizations agreed to the 
provisions of the Newland’s act prior to its passage, but they never 
have consented to any arbitration of a major dispute under its pro- 
visions. The engine men declined to submit a difference to arbi- 
tration under its provisions in 1914, threatening the country with a 
general strike at that time. Two years later the engine men and 
train men declined again to submit the eight hour day controversy 
to arbitration, and under threat of a general strike practically com- 
pelled the passage of the Adamson eight hour day law. 

_There is nothing in the Watson-Parker bill providing for a de- 
cision as to general wage disputes by a tribunal on which the public 
interest is adequately represented. It is intended instead that gen- 
eral disputes as to wages levels shall be settled by agreement be- 
tween the parties, and that in event of failure to reach such agree- 
ment, neither party shall be under compulsion to accept arbitration. 

The passage of such a law will constitute an abandonment of 
the principle that the public has a primary right to participate in 
negotiation and adjustment of matters so positively related to public 
interest. It is particularly interesting to note that the labor organiza- 
tions most active in supporting the passage of the Watson-Parker 
bill are the organizations who are now presenting wage demands to 
railroad managements, and preparing to present further demands, 
which, if acceded to, will increase railroad operating expenses ap- 
proximately three quarters of a billion dollars annually. 

a t the same time, representatives of the great agricultural in- 
png and representatives of other important interests, are insistent 
at the cost of rail transportation must be reduced if the country 
generally is to prosper. Reductions in rail transportation cost, co- 
incident with increased wage cost, which is the largest single factor 
ite y orrtenaed operating expense, can be had only at the price of pub- 
i In the settlement of impending disputes with respect to railroad 
j ages it is obviously essential that the public interest, which may be 
4 much disturbed should be actively and authoritatively represented 
ifr € primary ‘procedure and negotiations incident to composing the 
off, erences between the parties directly interested, but not most 

Nee’ the employes and the managements. It is the public after 

all that must foot the bill. 
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HOOPER CONDEMNS LABOR BILL 


Bitter condemnation of the railroad labor bill approved by 
the House and Senate interstate commerce committees and de- 
fense of the Railroad Labor Board were made by Ben W. Hooper, 
chairman of the Labor Board, in a statement prepared for filing 
with the House committee on interstate and foreign commerce 
and issued by Mr. Hooper for publication February 22, the day 
before the House was scheduled to begin consideration of the 
bill. 

Chairman Hooper said the statement, which he described as 
“testimony,” was prepared in compliance with the courteous 
request of the chairman of the House committee, and that in 
it he would present his views “from the viewpoint of an indi- 
vidual citizen wit hno interest in the subject matter other than 
that of the general public.” 

In the beginning of the statement, Chairman Hooper, re- 
ferring to “Labor,” the weekly publication of the organized rail- 
road unions, said that publication had sought to discount all 
opposition to the bill by attributing to every “spokesman of the 
public selfish and sinister motives.” He charged that this pub- 
lication, which he described but did not call by name, was 
published in Washington for the purpose of browbeating public 
officials, and that it had published that he had requested the 
privilege of appearing before the Senate committee in connec- 
tion with the proposed legislation for the purpose of defending 
his job and salary, and that it subsequently published with 
marked signs of approval the statement that the Senate com- 
mittee had declined to hear him as a witness. Continuing, Mr. 
Hooper said, in part: 


In order that my discussion of this measure may be lifted some- 
what above that plane of argument, let it be understood that I have 
not asked to appear before any committee and that the present con- 
dition of my health is such that I have no intention of being an 
aspirant for reappointment on the Railroad Labor Board at the ex- 
piration of my term in April. 

A man who has represented the public on the Railroad Labor 
Board for five years, during the last four of which he has been chair- 
man, might be presumed to have acquired some information as to 
railroad labor disputes and to have developed some convictions as to 
question of labor legislation. Whether such views would be of 
any value to others might depend on a variety of conditions. 


The measure before Congress has been heralded to the public 
as a new and remarkable panacea for railroad labor troubles and a 
guaranty against strikes. The public has been asked to accept it 
without inspection on account of the fact that it embodies the volun- 
tary joint agreement of the carriers and the employes. Congress has 
been admonished not to mar its beauteous symmetry by the change of 
even a punctuation mark. 

It has been sought to forestall the inquisitiveness of the timid 
by giving the bill the similitude of an administration measure, by 
what authority I know not. 

Now let me lay down a few propositions for subsequent substan- 
tiation: 

(1) The bill does not represent the voluntary agreement of the 
carriers and the employes. 

(2) It does not reflect the judgment of the representatives of the 
earriers who drafted it. 

(3) No representative of the public participated in the drafting 
of the measure, no member of Congress had a hand in it, and it 
is not the result of any public demand. 

(4) It wipes out such measure of public protection as the present 
law affords and substitutes nothing for it. 

(5) It involves a regrettable and disastrous backward step in 
legislation, and re-establishes a system that has already been tried 
and thoroughly discredited. 

(6) It constitutes the first instance in the history of this country 
where a minority comparatively insignificant in number, but well or- 
ganized and highly vocal, has controlled by persistent political pres- 
sure the drafting of a measure vitally affecting every man, woman, 
and child in the United States, and has then told Congress that if 
one jot or tittle of the bill is changed its proponents will feel them- 
selves absolved from the observance of the law. 

(7) Contrary to some of the loose statements made before the 
congressional committees, the Railroad Labor Board has not broken 
down, in any sense, but it and the law under which it operates are 
more firmly established in public favor today than ever before. 

(8) The present law in the light of six years of practical ex- 
perience and in view of one Supreme Court decision can be perfected 
by a very simple amendment to mean what the enacting Congress 
intended, and it should otherwise be left unmolested. 

Two years ago the representatives of the carriers and some of 
them the very same men who directly assisted in drafting the meas- 
ure now under consideration, came before a congressional committee 
and presented the strongest and most positive arguments in favor of 
the basic principles and theory of the labor provisions of the present 
law, and against the theory and principles which underlie the bill 
to which they now submit. The foregoing statement cannot be 
disposed of by saying that these carriers opposed the Howell-Barkley 
bill merely on account of certain radical provisions it contained which 
are not embraced in the pending bill. It is true that they did object 
to certain provisions in that measure that are not in this one. But 
let it be repeated, and the record is accessible to your committee, 
that these gentlemen advocated the transportation act of 1920, with 
its provision for investigation and decision of disputes by a perma- 
nent tribunal, and condemned as weak and ineffective the theory of 
mediation and conciliation, with voluntary arbitration by ‘“‘picked- 
up” jurors of arbitration. 

How then can their surrender to the pending measure which 
destroys what was meritorious in the transportation act and sets up 
what they declared unsatisfactory and insufficient, be explained? 

It is folly to answer that these gentlement of live-long experience 
in the handling of labor questions have so suddenly reversed their 
fixed convictions. As a matter of fact, they do not come before the 
present Congress and retract one work that they uttered here two 
years ago. In substance and effect they merely say that regardless of 
what their views were two years ago and what they are now, @ 
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majority of them have agreed to this bill. As this change in the at- 
titude of railway executives toward railroad labor legislation does 
not indicate a reversal of their former well-known views on the sub- 
ject, it can mean nothing else than that they have merely subscribed 
to this bill as a matter of expediency, and this, in effect, is the ex- 
planation they have given. 

Here is what has happened in this matter and this is how the 
public interests are being sacrificed upon the altar of political ex- 
pediency. 

The leaders of the railroad labor unions have transformed them- 
selves into a political organization. As such they maintain a na- 
tional political newspaper organ, they contribute liberally to cam- 
paign funds, some of them attempt to deliver the votes of their mem- 
bers en bloc, and they maintain a lobby in the national capitol 
and in every state capitol in the union. 

From the time the transportation act was passed and, particularly, 
after the Railroad Labor Board had demonstrated that it would not 
only increase wages, but in proper cases, would also reduce them, 
all the power, all the resources of these organizations were brought 
to bear for the destruction of that feature of the transportation act 
which gives the public the genuine right actually to participate in 
the adjustment of railroad labor disputes. This warfare has been 
waged from every angle and continuous, unrelenting political pres- 
sure has been applied here in Washington. 

The pressure could not affect the railway executives directly, 
but, if it reached those in political power, they might in turn put 
the pressure on the railway executives effectively. The Howell- 
Barkley bill which was a terrible measure and would have put the 
railroads an dthe public under the heels of a legalized labor mo- 
noply that would have ruined this country alarmed the railway execu- 
tives by the considerable support it received. Upon its failure, the 
leaders of this labor movement took advantage of the expression in 
the President’s message which suggested that the carriers and the 
employes agree upon a law for the settlement of their disputes. It 
is true that the President suggested that the public interests should 
be safeguarded in such agreement, but the labor leaders knew that 
the public would not be represented in the formulation of such an 
agreed bill and the carriers knew that no agreement could possibly 
be reached that did not involve the practical elimination of the pub- 
lic. 

In his testimony in regard to the pending measure, Mr. Thom, 
the counsel for the railway executives, guardedly states these facts 
in explanation of the changed attitude of the carriers. I quote from 
him: 

“The President has twice invited the carriers and the employes 
to agree upon a substitute method. 

“In the House, by signature of 150 members, a bill abolishing the 
be = te Board (the Howell-Barkley bill) has been taken from the com- 
mittee.”’ 

But in spite of these facts, the carriers continued to hold out 
against making an agreement that would discredit all their former 
views and expressions. 

Then something happened that knocked the props from under 
their resolution. It cannot be stated more delicately and, at the 
same time, more luminously than by quoting from the words of Mr. 
D. B. ‘Robertson, president of the Brotherhood of Locomotive Fire- 
men and Enginemen, who seems to be in charge of the labor end of 
the proposed bill. Certainly he knows what happened. 


From his report in the December, 1925, issue of his organization’s 
magazine (pp. 502-503), this excerpt is taken: 


“Repeal of Title III of the Transportation Act. 


‘In my report and that of Assistant President Shea to the 
Thirtieth Convention (pages 36 to 66), the question of the repeal of 
Title III of the Transportation Act was covered in detail. These re- 
ports showed that a conference had been held with the Hon. James 
J. Davis, secretary of labor, preliminary to the holding of a series 
of conferences with the secretary and his staff in an effort to arrive 
at a mutual understanding with regard to the repeal of Title III of 
the Transportation Act. This course was adopted after the repre- 
sentatives of the railroads had declined to meet with the representa- 
tives of the organizations for the purpose of harmonizing their views 
upon this question. 

“Subsequent to the adjournment of our Thirtieth Convention 
and prior to the beginning of conferences with the secretary of la- 
bor, an opportunity was presented for a conference between repre- 
sentatives of the carriers and organizations. Conferences have, there- 
fore, been held between the carrier and organization representatives, 
intermittently, since August 13.” 

No comment is necessary other than to venture the suggestion 
that the railway executives would have been blind not to perceive 
that a bill cooked up under such circumstances would doubtless be 
much less acceptable than one which they assisted in drafting. 

Hence, we have H. R. 7180, ostensibly an agreed bill of the 
railway executives, but in reality the bill of the labor organizations 
forced upon the executives by political pressure. It contains the one 
main object for which the labor leaders have propagandized for the 
last six years, namely, the elimination of the public from any poten- 
tial voice in the adjustment of labor troubles threatening the destruc- 
tion of railway transportation so essential to the life of the nation. 

If the people at large, the farmers, manufacturers, merchants, 
shippers, and consumers had been represented in the drafting of a 
bill on this subject during the eight months of its preparation, no 
such measure would ever have been agreed upon. 


Chairman Hooper contended that experience had demon- 
strated that mediation and arbitration as provided in the bill 
“has been tried and proven a failure.” In this connection he 
quoted at length from statements made by Charles P. Neill, man- 
ager of the bureau of information ‘of the southeastern railways 
and one of the mediators under the Erdman act; Hale Holden, 
at that time chairman of the executive committee of the Asso- 
ciation of Railway Executives; Daniel Willard, president of the 
Baltimore & Ohio; and C. R. Gray, president of the Union Pacific, 
before the Senate interstate commerce committee when the 
railroads were fighting the Howell-Barkley railway labor bill 
two years ago. He said the statements conclusively proved that 
the theory and principle: of mediation, supplemented by volun- 
tary arbitration, not only failed to protect the public but that 
they fell so far short of satisfying the labor organizations that 
they had been practically thrown into the discard before the war. 
The labor provisions of the transportation act, Mr. Hooper 
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said, were enacted by Congress as the result of nearly four years 
of discussion in and out of Congress and of several months of 
exhaustive direct consideration by the President and both 
branches of Congress. 


“It originated in Congress and not outside,” said he. “}j 
was not handed to Congress ready-made with the admonition 
not to tighten a button or pull out a basting thread. The labor 
provisions of the transportation act were the direct result of 


the abandonment and failure of the very system now sought to 
be reenacted.” 


Chairman Hooper declared that the provision in the pending 
bill for appointment of a fact-finding emergency board by the 
President “legalizes one of the worst practices existent in this 
country, and that is the practice of carrying every strike situation 
and dumping it on the front steps of the White House.” 


“Whenever a President steps out and totes in a strike situa. 
tion so deposited, it ceases to be a labor dispute and immediately 
becomes a political issue,” said he, adding later that the Labor 


Board had heretofore been singularly free from all political in. 
fluences. 


Chairman Hooper entered a defense of the Labor Board, 
denying statements that it had collapsed and had lost the con- 
fidence of the public. He said his observation justified the 
statement that the board had steadily gained in the confidence 
of the public for the last five years “until popular opposition 


to it has practically vanished.” In concluding, Mr. Hooper, in 
part, said: 


The farmers of the west and the people of the country at large 
may as well recognize the fact that increased prosperity of the rail- 
roads will afford them no hope of reduced freight rates as long as 
a few powerful labor organizations can take roundance on the law 
and absorb the increased railway income by forced wage increases, 
This process can be halted only by an application by the public of 
some sort of stiffening process to some political backbones through- 
out the country. 

Nor can the weaker classes of employes expect to receive any- 
thing more than the fragments left by the powerful, if force is to 
prevail. * * * 

Recapitulating briefly, my recommendation would be that the 
secant the employes and the carriers can be best served as fol- 
Ows: 

1. Perpetuate the labor board. 

2. Appoint to its membership men to represent the public who 
will not be swayed by politics or by the desire to favor either the 
carriers or the men. 

3. Appoint to represent the carriers and the employes the 
strongest, most experienced, and most skilfull men that they re- 
spectively nominate, men whose ability as schedule experts will al- 
ways commend the confidence of the interests from which they come 
and will always afford the public group the technical information 
indispensable to their successful functioning. 

I am convinced by experience that the presence of these expert 
en on the labor board could not safely be dispensed 
with. 

4. Enable the labor board to pass on any dispute as to the es- 
tablishment of an adjustment board. 

5. Make the submission of disputes to the labor board absolutely 
mandatory and attach appropriate penalties applicable alike to both 
parties to prevent arbitrary action by either until the public hearing 
and decision has been had. Make the language as clear and under- 
standable as that of the Canadian statute. 


There is nothing in such a provision to shrink from. As Presi- 
dents Roosevelt and Wilson both contended, it is a fair and practical 


protection of the public. Certainly, it violates no right of any in- 
dividual. 


I have drafted an amendatory bill embodying the above features. 
It might be varied in some respects to increase its effectiveness and 
it should doubtless have penalties added in behalf of the public as 
well as the provision for damages to the parties. It is brief and 
simple. It amply cares for the rights of the men, and it protects 
the interests of the public. I append a copy of it below. 


Until such amendments are incorporated in the present law, 
curing the defects that have been developed, it can not be said that 
the theory and principles which Congress wrote into the transporta- 
tion act have really been given an adequate trial. 


I am well aware of the fact that when a man expresses views so 
antagonistic to railroad strikes as those entertained by me, he is 
bludgeoned over the head as an enemy of organized labor. This is 
a mistaken conception. I can say as my service terminates on the 
Railroad Labor Board that practically all the leading decisions 
for the last five years that have involved the fundamental questions 
of the right of men to organize and to function freely as organiza- 
tions, as well as the decisions on the all-important contract ques- 
tion, were written by my hand. 


Notwithstanding this, I am of the opinion that railroad strikes, 
depending as they do for their success on the amount of suffering 
they can inflict on the public, should not be tolerated in this land 
of complex and stupendous railway transportation where the lives 
and property of millions of innocent people are at stake. 


No worse mistake could be made by those charged with the 
protection of the public interest than the enactment of a bill that 
throws off the conservative restraint provided by the present law 
and liberates the carriers and their employes to resume industrial 
warfare. 

Admittedly, in order to get rid of the present law, the labor or- 
ganizations may avoid strikes, perhaps till one congressional elec- 
tion is past. This bill may therefore be considered wise from the 
viewpoint of temporary political expediency; but from the standpoint 
of a statesmanlike vision of the future, it undoubtedly contains the 
certainty of calamitous results to the country. ’ 

You will not find a man in or out of the railroad service, who is 
familiar with the history and policy of the train service organizations, 
who will express the belief that, if a period of depression should come 
necessitating a reduction in wages, these organizations would submit 
either to mediation or abritartion. 


















oe ie i i re ae 








I, No. 9 


Ir yearg 
nths of 
d both 


he. “jt 
10Nition 
ie labor 
Sult of 
ught to 


ending 
by the 
In this 
tuation 


> situa- 
diately 
Labor 
ical in- 


Board, 
ie COon- 
d the 
idence 
Sition 
er, in 


t large 
é rail- 
ons as 
1e law 
reases, 
blic of 
rough- 


> any- 
is to 


it the 
Ss fol- 


> who 
or the 


s the 
y re- 
ill al- 
come 
ation 


xpert 
ensed 


e@ es- 


lutely 

both 
aring 
nder- 


resi- 
tical 
y in- 


ures. 
and 
c as 
and 
tects 


law, 
that 
rta- 


Ss so 
e is 
s is 
the 
ions 
ions 
iza- 
ues- 


kes, 
ring 
and 
ives 


the 
hat 
law 
rial 


or- 
ec- 
the 
‘int 
the 


) is 
ns, 
me 
nit 








February 27, 1926 







CONSOLIDATION OF RAILROADS 
The Trafic World Washington Bureau 


Concluding his testimony on proposed railroad consolidation 
legislation on the afternoon of February 19 before the Senate 
interstate commerce committee, Alfred P. Thom, general counsel 
of the Association of Railway Executives, expressed opposition 
on behalf of the association to the introduction of “any idea of 
compulsion” in the bill to be reported by the committee. He 
again emphasized that the railway executives favored permissive 
consolidations as contradistinguished from compulsory consoli- 
dation. 

Mr. Thom urged the importance of the bill defining the 
powers of unified or consolidated companies in carrying on their 
pusiness after consolidation had been carried into effect. He 
said the suggestion was that the consequences of consolidation 
should be stated in the law. 

A long discussion ensued when Mr. Thom raised the ques- 
tion of what should be done with dissenting security holders in 
railroad consolidation cases. He said the Cummins bill and the bill 
drafted by the counsel for the railroads provided that the Com- 
mission should consider only the public interest and not private 
interests. He said the decision in the Nickel Plate case had 
been delayed by controversies involving private interests. He 
said there should be one body to act in connection with con- 
demnation of stock of dissenting stockholders in a consolidation 
proceeding and that both the Cummins bill and his bill provided ~ 
that the Commission should act as a board of appraisers as to 
what should be paid for the stock. The difference between the 
two bills, on that point, he said, was that the railroad bill pro- 
vided that the report of the Commission should be filed in court 
and the same weight given to it as to reports of masters of 
chancery. He said the Cummins bill made the report of the 
Commission final as to the facts, but that provision should be 
made for taking the question of value to the courts. Declaring 
that if consolidation was in the public interest, he said provision 
should be made in the law to assure making consolidation a 
success. Unless provision were made for a court review of 
what a railroad should pay for dissenting stock, he said, there 
would be a positive obstacle to making consolidations effective 
because of the possibility of the railroad declining to pay what 
the Commission found should be paid. Some of the members 
of the committee indicated they might be opposed to leaving 
the question of what should be paid for dissenting stock to a 
single judge. 

Taking up the question of what should be done at the end 
of a given period of years, Mr. Thom, referring to provisions in 
the Cummins bill as to the preparation of a consolidation plan 
at the end of three years, and the applicability at that time of 
the recapture provisions of the bill, said there ought not to be 
any compulsion, direct or indirect, to force consolidations, at 
this time. 


“We do not think it is possible for you to legislate at this 
time with any wisdom or certainty as to what should take place 
at any time in the future,” said Mr. Thom. 


The possibilities with respect to changed conditions in trans- 
portation were so great, he continued, that Congress could not 
know at this time what should be done at some time in the 
future. He mentioned the relationship of rail transportation to 
water transportation, of rail transportation to highway trans- 
portation, and asserted that the committee could not say now 
with certainty that consolidation should apply only to rail trans- 
portation. He said the committee was dealing with an “unknown 
world” when it dealt with transportation in the future. 


Senator Pittman said that Congress, at the end of three 
years, could pass a resolution if it was found at that time that 
it was not desirable for the Commission to prepare a plan and for 
a “inducement” features of the Cummins bill to become effec- 
ive. 

Mr. Thom said the proposal of the railroads was that at the 
end of a period of say, seven years, it should be the duty of 
the Commission to report to Congress the extent to which unifi- 
cations of railroads had taken place and in the light of condi- 
tions then existing submit recommendations for further proceed- 
ings. He said he did not think any inducement was necessary 
to bring about consolidations at this time. He thought the com- 
mittee would be surprised to see the extent to which consolida- 
tions would be effected under permissive legislation. He said 
a8 soon as such a bill was passed he knew that applications for 
permission to consolidate properties would be filed by a number 
of heads of systems. He said the resulting competitive situa- 
tion would force other applications to be filed because of the 
desire of the other railroads to maintain their position. 

Senator Cummins said that, as suggested by Senator Pitt- 
man, Congress could deal with the situation at any time that 
changed conditions required action. He said nearly every law 
bassed by Congress was really indefinite as to operation—that 
it was subject to change when Congress changed its policy. He 
Suggested that, in time, Congress might come to the conclusion 
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that it did not wish further consolidations. He said all legisla- 
tion was subject to the same objections voiced by Mr. Thom to 
the provisions of the Cummins bill referred to. 

Mr. Thom argued, in effect, that a policy of railroad con- 
solidation could be adopted now without saying at the same time 
what should be done in the future. 

It would be the wise thing, Mr. Thom said, to deal with re- 
capture of earnings in a separate measure. He said provision 
should be made for recapture of earnings on the basis of what a 
given road earned in the preceding five years and not on what it 
had earned in one year. He pointed out that a road in a prosper- 
ous year might have excess earnings and in the next a period of 
depression might cause it to have earnings less than 4 per cent, 
for example. With recapture on the basis of earnings for one 
year, he said there would be no way for such a road to make up 
for the losses in the year of depression. 

Senator Cummins said there was a good deal of force in 
that suggestion and that he intended to submit it for the con- 
sideration of the committee when the bill was taken up in ex- 
ecutive session. Mr. Thom did not discuss the question of policy 
involved in recapture of excess earnings. 

The hearing was adjourned until February 24. Senator Cum- 
mins said he wished to conclude the hearings as soon as possible 
so that the bill might be taken up in executive session. 

Adoption of any form of legislative compulsion to force rail- 
road consolidations within a limited period of time will result in 
a case of “consolidate in haste and repent in leisure,” A. H. 
Harris, chairman of the finance committee of the New York 
Central and also a vice-president of the company, told the Senate 
interstate commerce committee February 24. 


The New York Central system has been going through a 
process of consolidation for a great many years, with the result 
that it is now a fairly well compact system, but it still has sub- 
sidiaries, the consolidation of which with the parent company 
has been delayed by the present law, according to the witness. 
He spoke of the advantages that had resulted from consolidation 
of the system’s lines, such as improvement of flexibility in opera- 
tion and an increase in efficiency and economy. 

Mr. Harris said that, with the general principles of the 
Cummins bill with respect to voluntary consolidations, he was 
in hearty accord, adding, however, that he was not in favor of 
the attempt to force consolidations within a fixed period of time 
or the penalizing of carriers by taking away net railway operat- 
ing income above 6 per cent if they did not complete their 
groups in a given time. 

Consolidation of railroad properties was pictured by Mr. 
Harris as natural evolution in the development of the transporta- 
tion systems of the country. He said the railroads had shown 
no reluctance to consolidate—that there would have been more 
of it in recent years if it had not been for the anti-trust laws and, 
in the last five years, to the bar against consolidations until the 
Commission had prepared a plan. 


Consolidation must be voluntary, Mr. Harris continued, 
adding that, until the government bought the railroads or con- 
demned them, roads could not be brought together unless the 
terms were attractive to the stockholders. 


Senator Cummins asked Mr. Harris whether the New York 
Central did not know what additional roads it wished to acquire 
and whether it could not acquire those roads in a period of three 
years. Mr. Harris said the company did know what additional 
roads it wished to acquire and that its case was really a very 
simple one, and yet the system could not be completed as 
planned in a period of three years. He said the subsidiaries 
could be consolidated in a short time, but that to take in outside 
roads required time and patience. He said one property the 
New York Central wished was for sale by the owners, but that 
the price asked was too high. 

Mr. Harris made the point that the imposition of a time 
limit and a penalty on the more prosperous roads, if they did 
not complete consolidation in a given group, would put a 
premium on extravagance in the acquisition of roads. He said a 
given road might be earning in excess of 6 per cent and that, to 
avoid recapture of that excess as provided by the Cummins bill, 
might be induced to buy in other properties at prices not jus- 
tified by the earning power of the properties acquired. Mr. 
Harris said determination by the Supreme Court of the prin- 
ciples of valuation of railroad properties was an important factor 
with respect to consolidation. Senator Cummins said one of the 
reasons for the provisions in his bill as to recapture was to 
compel a settlement of that question. Mr. Harris said the ques- 
tion was in way of being settled and referred to the Los Angeles 
& Salt Lake valuation case as being on its way to the Supreme 
Court. 

In effect, Mr. Harris warned the committee against too much 
emphasis being placed on the “weak” road problem. He said the 
main problem was what should be done with the strong Class I 
roads which carried 91 per cent of the business of the country 
and received 97 per cent of the revenues so that those roads 
could continue to handle the business of the country. 

The “weak” line problem, Mr. Harris said, could be con- 












































































sidered from two standpoints—the public and the investor. He 
said that, from the investor’s standpoint, if a road had a fair 
level of rates and proper divisions of rates and then could not 
earn on the investment, it was the misfortune of the investor. 
As to the public, he continued, the question was to determine 
whether a road was entitled to live and, if it was, to see what 
the results of operation were. 

Referring to an article by Senator Cummins in 1922 contain- 
ing a list of approximately 46 roads classed as “weak” by the 
senator, Mr. Harris said he had prepared a statement showing 
the earnings of those carriers up to the end of the first eleven 
months of 1925. He said these roads earned approximately 
$32,000,000 in 1922 and approximately $75,000,000 in the 1925 
period. Picking out specific roads, he showed how their earnings 
had increased in 1925 over 1922. He believed that this study 
illustrated the wisdom of not over-emphasizing the “weak” road 
problem. 

Mr. Harris said the major difficulty in consolidation was the 
relative values of properties. He said it was easy to put roads 
together if “you did not care what you paid for them.” He also 
said he was not sold to the doctrine that a return of 6 per cent 
was adequate to maintain the railroads, but that he was sold to 
the doctrine that, on a proper basis of rates, a railroad should 
be able to keep what it earned. 

Senator Cummins said the difficulty was that a rate that 
would sustain a weak road would give the strong road an exces- 
sive return, and that, if rates were put in that would give the 
strong road 6 per cent, the weak road could not live. 

Mr. Harris believed that the sale value of a property should 
be determined primarily by its earning power, indicating that he 
believed that to be the only sound basis for effecting consolida- 
tions. He pointed out that, out of approximately 260,000 miles of 
line, only 16,000 miles were in receivers’ hands and that of that 
total 11,000 miles was represented by the Milwaukee. 

If the railroads were forced to effect consolidations in a 
given period of time, Mr. Harris said, there would be untold con- 
fusion among stockholders, and said, in effect, that more harm 
than good would be the result. 

Hearings before the Senate interstate commerce committee 
on the Cummins railroad consolidation bill in its present form 
were declared closed February 25 by Chairman Watson after 
Senator Cummins said he would not present any more witnesses. 

Senator Cummins asked for and obtained two weeks’ time 
in which to examine objections made to his bill in the hearings, 
after which he will submit such amendments to the committee 
as he believes should be made. 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, said he assumed, if the bill were changed, oppor- 
tunity would be afforded for comment on the revised bill. No 
objection was offered to that suggestion. 


Senator Cummins indicated he would propose changes in the 
bill as the result of the hearings. When Chairman Watson, how- 
ever, referred to Commissioner Hall’s analysis of the bill, Senator 
Cummins said he did not care anything about the commissioner’s 
opinions, although he added that Mr. Hall had made a number 
of valuable suggestions. 


Ben B. Cain, vice-president and general counsel of the Amer- 
ican Short Line Railroad Association, was heard by the com- 
mittee February 25. He said he did not know of any serious 
objection to the principles of the Cummins bill although there 
had been objection voiced to the recapture provisions. He be- 
lieved that those who opposed those provisions overlooked the 


question of right and justice with regard to the distribution of 
revenue. 


The Cummins bill, Mr. Cain believed, would give almost 
complete relief to the short or weak lines. He disagreed with 
views expressed by Mr. Harris, of the New York Central, as to 
recovery of earnings in excess of 6 per cent being a penalty on 
the stronger roads. He said the declarations in favor of per- 
mitting a railroad to keep all it could earn represented a desire 


to go backward rather than forward in dealing with the transpor- 
tation problem. 


Mr. Cain said the Commission should be specifically author- 
ized to decline to authorize a consolidation if it found a line 
excluded that it believed should be included. Senator Cummins 
said he intended that his bill should provide for that. 

As to the provision for the preparation of a plan by the 
Commission at the end of three years, Mr. Cain thought that 
was a desirable requirement. He said he did not mean a com- 
plete map including every road in the country, when discussing 
the need for a plan, but a plan outlining a limited number of 
general systems. He also thought it would be desirable to base 
recapture of excess earnings on a period of three years rather 
than just one year. He said if no plan was to be required, 
provision should be made for distribution of excess earnings to 
roads in given groups not taken over by the larger lines. In 
other words, he said, a requirement for “provisional” consolida- 
tion of weak roads should be in the law if a plan was not to 
be prepared, so that they would share in excess earnings. 

Mr. Cain did not think the figures submitted by Mr. Harris 
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as to increase in earnings of “weak” roads were conclusive as 
to the importance of the “weak” road problem. He thought 
earnings for a greater number of years would have to be taken 
into consideration to determine if a road had really improved its 
condition financially. He submitted a table showing that, for 
the three years 1921, 1922 and 1923, 84 short lines had earned 
an average in gross earnings of more than $10,000 a mile; that 
122 short lines had earned less than $10,000 and over $5,000 a 
mile, and that 319 had earned less than $5,000 a mile. Mr. Cain 
said the only hope for the weak roads was that the principles of 
the Cummins bil! be enacted into law. 


NON-VOTING STOCK ISSUES 


In view of the discussion going on as to issuance of non- 
voting stock by corporations, and the fact that the new Nicke] 
Piate company proposed to issue a substantial amount of non-vot-. 
ing preferred stock, W. A. Colston, general counsel and vice-presi- 
dent of the Nickel Plate, has prepared a memorandum showing 
what the legislative, judicial and executive authorities or those 
who speak for representative government in the states in which 
the new Nickel Plate company is to be incorporated have said 
on the subject. This memorandum, Mr. Colston says, shows that 


public policy favors the issue of preferred stock without voting 
power. 


Referring to the magazine article written by Prof. W. Z. 
Ripley on the subject and discussing the question as it related 
specifically to the Nickel Plate, Mr. Colston, in an interview, said: 


Dr. Ripley’s discussion is based on a consideration of certain 
industrial or public utility non-voting or management stocks 
which are not subject to regulation or limitation by public author- 
ities and can have no logical relation to railroad stocks regulated 
by the Interstate Commerce Commission under a policy which 
limits the total stock and bonds to the values of the properties 
represented by the securities. Dr. Ripley refers to certain manage- 
ment of stock as affording no “hostage” to the public for honest 
and economical management because they do not represent any 
real investment in the property. In the case of the proposed 
Nickel Plate unification, the common or voting stock represents 
a security having a total market value of probably more than 
$150,000,000 with a practically assured earning power of $12 or 
$14 a share after providing for all claims of the bondholders 
and holders of the preferred and non-voting stock and this com- 
mon stock represents an equity based on unquestioned sound 
values of many million dollars more. The “hostage” afforded 
by the common stockholders in equity is probably in excess of 
$200,000,000 and the courts have repeatedly held that as the 
burden is upon the common stockholders the power to manage 
may be fairly left with them and in any view the provision is 
merely an arrangement between two classes of stockholders which 
does not concern the public and which violates no rule of either 
common law or public policy. 

The proposed Nickel Plate non-voting preferred stock has a 
6 per cent dividend cumulative preference, so if dividends are not 
paid in any year they must be paid in subsequent years before 
the common stock can participate in any of the benefits and the 
preferred stock is also entitled to preference in the distribution 
of the property up to face value in case of involuntary dissolution 
and at 110 per cent of face value in the event of voluntary 
dissolution. ; 

The issue of this form of preferred stock affords a desirable 
means of safe investment for those who do not care to assume the 
risk of the business while, at the same time, it avoids the dangers 
of foreclosure which would attend the issue of bonds. Such pre- 
ferred stock is practically a perpetual income bond. 


Mr. Colston’s memorandum follows: 


STATUTES OF THE SEVERAL STATES IN WHICH THE CON- 
STITUENT COMPANIES OF THE NICKEL PLATE UNIFICATION 
ARE INCORPORATED SHOWING THE POLICIES OF SUCH 
STATES IN RESPECT TO THE ISSUANCE OF PREFERRED 
STOCK AND THE RESTRICTION OF THE VOTING RIGHTS. 


NEW YORK 


Stock Corporation Law—Section 11 
PREFERRED AND COMMON SHARES. 


Every stock corporation shall have power to create and issue 
shares of stock. Every such corporation except a corporation 
organized under the banking law shall have power to create 
and issue two or more classes of shares, with such designations, 
preferences, privileges and voting powers or restrictions or quali- 
fications thereof as the certificate of incorporation, or other certi- 
ficate creating such shares and filed pursuant to law, provides; 
but no shares which are entitled to preference in the distribution 
of dividends or assets shall be designated as common stock or 
shares. 

This section shall apply to any stock corporation whether 
organized under a general or a special law, notwithstanding pro- 


visions relating to the issuance of stock now prescribed by any 
such law. 


PENNSYLVANIA 


Pennsylvania Statutes—Section 5653 
PREFERRED STOCK; CLASSIFICATION; DIVIDENDS 


Every corporation heretofore or hereafter incorporated under 
the laws of this Commonwealth, saving and excepting those re- 
ferred to in section two hereof, may create preferred stock, at the 
time of its incorporation, by provisions inserted in the certificate 
of incorporation, or at any later time, with the consent of a 
majority in interest of its stockholders, obtained at a meeting to 
be called for that purpose, notice of the time, place, and purpose 
of which meeting shall have been published, once a week for sixty 
days prior to said meeting, in a newspaper of the proper county, 
which county shall be that in which the principal office of the 
corporation in this Commonwealth shall be located. Such prefer- 
ence may be imposed upon duly authorized unissued stock of the 
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corporation. Said preferred stock may be issued in one or more 
classes, in such amounts for each class, without regard to the 
amount of any other class or the amount of common stock, and 
with such designations, rights, privileges, limitations, preferences, 
and voting powers, or prohibitions, restrictions, or qualifications 
of the voting and other rights and powers, and upon such terms 
as to redemption of any class thereof, at not less than par, and 
convertible or not into any other class of stock, common or pre- 
ferred, as may be set forth in the original certificate of incorpora- 
tion, or aS May be approved and adopted by the stockholders at 
the time of the authorization or at any time prior to the issuing 
thereof. The rate of preferred dividend for any class of stock 
shall not exceed ten (10) per centum per annum. Such preferred 
stock may be issued for cash or property, or in exchange for other 
stock of the corporation, or through all or more than one of said 
methods; and the stock so exchanged for such preferred stock, 
and returned to the corporation, may be issued again by the 
corporation. (1915, April 21; P. L. 143, Section 1.) 


Pennsylvania Statutes—Section 5654 
CORPORATIONS TO WHICH ACT DOES NOT APPLY. 


This act shall not apply to the following classes of corpora- 
tions, namely,—building and loan associations, insurance, banking 
companies, and such companies as are required by the provisions 
of an act, entitled “An act to provide for the incorporation and 
regulation of certain corporations,” approved the twenty-ninth 
day of April, one thousand eight hundred and seventy-four 
Pamphlet Laws, seventy-three), and supplements thereto, to have 
their charters approved by the courts of common pleas. (1919, 
May 2; P. L. 109, Section 1.) 


Pennsylvania Statutes—Section 5655 
RIGHTS OF PREFERRED STOCK UNALTERABLE. 


The rights and privileges, and terms and conditions, of any 
class of preferred stock, issued and outstanding as above provided, 
shall not thereafter be subject to alteration or change without the 
consent of all the holders of such class of stock, except as may 
be otherwise provided by the certificate of incorporation, or by the 
resolutions authorizing the issue of the same. (1913, May 28; 
P. L. 378, Section 3.) 

OHIO 


General Code—Section 8669 
POWERS OF CORPORATION RELATIVE TO COMMON AND 
PREFERRED STOCK. 


A corporation issuing both common and preferred stock may 
create designations, preferences, and voting powers, or restrictions 
or qualifications thereof, in the certificate of incorporation, and 
if desired, preferred stocks may be made subject to redemption at 
not less than par, at a fixed time and price, to be expressed in the 
stock certificates thereof. 


General Code—Section 8805 
ARTICLES OF INCORPORATION MAY PROVIDE FOR DIVI- 
SION AND CLASSIFICATION OF CAPITAL STOCK. 


At its formation, in its articles of incorporation a railroad 
company may provide for the division of its capital stock into 
common stock and classes of preferred stock, by stating therein 
the amount of each kind and class of stock, the par value of the 
respective shares thereof, and the vote which shares of each class 
shall have.. Such articles also may prescribe other terms and con- 
ditions of such preferred stock not inconsistent with law. (R. S. 


Section 3309b.) 
INDIANA 
; Acts 1928—Chapter 181, Section 1, page 530 
CORPORATIONS—PREFERRED STOCK—RIGHT TO VOTE. 


Holders of preferred shares shall not have the right to vote 
such shares at meetings of the common stockholders unless it is 


so provided in the original or amended articles of incorporation. . 


Such right to vote may be unlimited or may be limited to the 
extent and manner as may be provided in such original or amended 
articles of incorporation. 

. ILLINOIS 


No statutory provisions. The public policy of this state is 
apparently opposed to that of the overwhelming majority as 
applied to purely intrastate corporations. The courts of Illinois 
have, however, recognized in other respects a special comity as 
affecting interstate carriers and both the old Nickel Plate consoli- 
dation and the presently proposed unification were supported by 
the State authorities. 

VIRGINIA 


General Laws of Virginia 1923—Section 3792 
POWER TO CREATE TWO OR MORE KINDS OF STOCK, 
ETC., AND TO INCREASE OR DECREASE SAME; REDEMPTION 
OF PREFERRED STOCK; DIVIDENDS. 


Every corporation shall have power to create two or more 
kinds of stock, of such classes, with such designations, preferences, 
and voting powers, or restrictions or qualifications thereof, as shall 
be stated and expressed in the charter, certificate of incorpora- 
tion, or articles of association, or in any amendment thereof; and 
the power to increase or decrease the stock, as elsewhere provided, 
shall apply to all or any of the classes of stock. Any preferred 
stock that may be issued may, if desired, be made subject to 
redemption at any time after three years from the issue thereof 
at a price not less than par, and the holders thereof shall be 
entitled to receive and the corporation bound to pay thereon divi- 
dends at such rates and on such conditions as shall be stated in 
its charter, or any amendment thereof, or in the original or 
amended certificate of incorporation, or articles of association, 
or in an amendment thereof; and such dividends may be made 
Payable before any dividends shall be set apart or paid on the 
common stock, and such dividends may be made cumulative. 


MICHIGAN 


Cahill’s Compiled Laws—Section 9053 (55) 
CONTROL OF CORPORATION ISSUING PREFERRED STOCK 
—PARTICIPATON BY PREFERRED STOCKHOLDERS IN ELEC- 
TION OF DIRECTORS. 


Every corporation issuing preferred stock shall be controlled 
by a board of directors elected by such preferred and common 
stockholders voting according to their respective holdings, ex- 
ns when otherwise provided in the articles: Provided always, 
ti at any time upon a fair valuation of the assets of the corpora- 
— the common stock shall be impaired in an amount equal to 
€n per cent thereof or any dividend due on the preferred stock 
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shall remain unpaid for sixty days, then holders of such preferred 
stock shall have an equal right with the common stock, share 
and share alike and notwithstanding any provision in the articles 
to the contrary, to participate in the election of directors and 
control of said corporation. (P. A. 1921, Act 84, Part II, c 2 No. 4.) 


TEXT BOOK AND JUDICIAL AUTHORITIES 


At common law and in the absence of a constitutional or 
statutory provision establishing a contrary policy, preferred stock 
may properly be deprived of voting power. Thompson in his 
work on Corporations (2nd ed) No. 3605 says: 

“Such a condition does not violate any rule of public 
policy, and is not considered unreasonable since the 
burden if unprofitable rests on the common stockholders.” 


NEW YORK 


In People ex rel Browne vs. Koenig, 133 App. Div. 756, 118 
N. Y. S. 186, it was held that it is lawful for different classes 
of stock to agree that one class shall have no right to vote on 
questions relating to the management and that such agreement 
does not contravene public policy, the court saying: 

“Unless expressly forbidden by statute, the articles 

of incorporation may divide the stock into common and 

preferred and may provide that the preferred stockholders 

shall be deprived of voting power in considerattion of 

the preference over the common stock which is given 

them. Such a provision is but an arrangement between 

two classes of stockholders, which does not concern the 

public, and does not violate any rule of the common law 

or any rule of public policy.” 

Millspaugh vs. Cassidy, 191 App. Div. 221, 181 N. Y. S. 276 
is to the same effect. 

OHIO 


In Miller vs. Ratterman, 47 O. S. 141, it was held competent 
for a railroad company, in issuing preferred stock, to provide 
therein that the holders shall not have or exercise the right to 
vote the same. In considering such provision the court said: 

“The provision is not unusual. It is sometimes found 
in the statute itself. See act of May 5, 1877, 74 Ohio 
L. 183. Nor is it, in this instance, unreasonable. The 
promise to the preferred stockholders was to award them 
the first net earnings, the holders of the common stock 
to share in such of the net earnings as they might, by 
good management, be able to make over and above the 
eight per cent. As the burden was upon the common 
stockholders, the power to manage might fairly be left 
with them. In any view, it is fair to treat the proviso 
as but an arrangement between two classes of stock- 
holders which did not concern the public. It is true 
that one characteristic of stock generally is that it can 
be voted upon. But this is not essential. Indeed, instances 
‘may arise where it is good policy to prohibit the voting 
upon stock. Ryan vs. Railway, 10 A. L. Rec. 263; Ex Parte 
Holmes, 5 Cowen, 426; Railway Frog Co. vs. Haven, 101 
Mass. 398; State vs. Hunton, 28 Vt. 594. And the point 
here is, not whether any question of public policy inter- 
venes to make it improper for the preferred stockholders 
to possess a right to vote, but whether any such question 
intervenes to make it imperative that they shall have 
that right.” 

In Ryan vs. Miami Valley Railroad Co., 6 Ohio Dec. Rep. 1071, 
decided by the Hamilton County Court of Common Please in 1881, 
appears the following dictum: 

“There may be cases arising whether the policy of 
the law itself, in the absence of legislation, would pro- 
hibit voting upon stock, although the stock itself would 
be left in its character as stock.” 


MISSOURI 


In State vs. Swanger, 190 Mo. 561, 89 S. W. 872, the court 
says: 

“As the burden is upon the common stockholders, 
the power to manage may fairly be left with them, and 
their interest in the success of the corporation and their 
liability to first satisfy the preferred stockholders is a 
sufficient guaranty that they will manage the affairs 
of the corporation to the best advantage. But in any 
event, it is a matter of mutual convention between the 
two classes of stockholders voluntarily entered into, and, 
as no rule of common law or public policy is contravened 
thereby, we can perceive no objection to the arrange- 
ment unless it violates some express provision of our 
organic or statutory law.” 


OTHER PUBLIC AUTHORITIES 


The pending Nickel Plate Application was referred to the 
governor or each State in which the applicant carriers operate, 
or intend to operate, with the right provided by statute that: 

“The railroad commissions, public service or utility 
commissions, or other appropriate state authorities of the 
State shall have the right to make before the Commis- 
sion such representations as they may deem just and 
proper for preserving and conserving the rights and inter- 
ests of their people and the States, respectively, involved 
in such proceeding.” (Par. 6, Sec. 20a, Interstate Com- 
merce Act.) 

The pending application as well as the preceding Nickel Plate 
consolidation directly involved the issue of the preferred stock 
without voting power, and all “appropriate State authorities” 
which expressed any opinion favored the applications. 


FURTHER CONTROL AUTHORIZED 


The Commission, by division No. 4, in finance docket No. 
5062 (mimeographed), has authorized the Chicago & North West- 
ern Railway Company to obtain further control than it now has 
of the Chicago, St. Paul, Minneapolis & Omaha Railway Com- 
pany by the purchase of stock, the end in view being the further 
unification of the properties such as was carried out by the New 
York Central in the matter of control of the Big Four, 72 I. C. C. 
108. At present the North Western owns 50.04 per cent of the 
stock of the Omaha and has been in control since 1882. The 
outstanding stock of the Omaha totals $29,816,000 and the North 


















































































































Western owns $14,920,000. The North Western desires to obtain 
as much of the outstanding stock as possible. 

According to the computations of the applicant, the Com- 
mission said, its control of the Omaha has permitted savings 
through combinations of supervision, changes in routing and 
joint operation amounting to $212,083 per year for the North 
Western and $406,224 for the Omaha. It estimates a further 
saving, if permitted to increase its contro], of $227,748. 

The Commission found, in addition to that, that if further con- 
trol was desirable, the North Western should be permitted to 
issue not exceeding $15,259,450 of common capital stock to be 
used in connection with the application of the stock of the Omaha. 


SANTA FE LEASING 


With Chairman Eastman dissenting, the Commission, by 
division No. 4, in finance docket No. 5226, mimeographed, has 
authorized the Panhandle & Santa Fe Railway Company to ac- 
quire, by lease, the railroad of the South Plains & Santa Fe 
Railway Company. Both companies constitute a part of the 
Santa Fe system. The South Plains company owns 166.46 miles 
of lines with their principal termini at Crosbyton, Seagraves 
and Bledsoe, Texas. The lease to be made is to take the place 
of one for ten years made in 1917. The Texas commissioners 
said the lease was authorized by the Texas legislature and that 
they had found that the proposed lease would not adversely 
affect the public interest at present. 


ATLANTIC COAST LINE ACQUIRES A., B., AND A. 


The Atlantic Coast Line has acquired control of the Atlanta, 
Birmingham and Atlantic, according to an announcement made 
by B. L. Bugg, receiver for the latter road. The announcement 
says that a plan of reorganization has been adopted by the bond- 
holders’ committees representing the Atlantic and Birmingham 
first 5 per cent bonds and the Atlantic, Birmingham and Atlanta 
5 per cent income bonds, and an agreement has been entered into 
by both of these committees with the Atlantic Coast Line, under 
the terms of which, subject to the approval of the Commission 
and a substantial number of the bondholders of each issue, a 
company will be organized without bonded debt. 


STATE CONTROL OVER NEW LINES 


Amendment of the interstate commerce act to restore to the 
states exclusive power to authorize new railroad construction 
within their respective boundries, as provided in his bill (S. 750), 
was urged in the Senate, February 23, by.Senator Mayfield, of 
Texas, formerly a member of the Texas Railroad Commission. 

The senator contended there was no public demand for 
enactment of the provision of the transportation act giving the 
Commission power to approve or disapprove construction of 
new railroads wholly within a state. He said a year or two 
elapsed after passage of the act before the people of Texas 
realized with astonishment that in 1920 the Congress of the 
United States had defined railroad construction without federal 
government sanction “as a crime, and classified individuals so 
offending as bad as horse thieves, burglars or bootleggers. In 
other countries railroad builders are knighted; here it seems 
they are to be indicted.” 

Critizing the recommendations made to Congress in 1919 
by the Commission for legislation controlling the construction of 
new lines, Senator Mayfield said it was difficult to understand 
how the Commission reached the conclusion in 1919 that the 
time was opportune to put an end, by law, to further speculative 
or competitive railroad construction. 

“As regards speculative railroad construction,” he con- 
tinued, “it is safe to say that, with trivial exceptions, the era of 
speculative railroad construction ended many years before 
the Commission undertook to arouse the minds of the inter- 
state commerce committee of the Senate in regard to its danger.” 

Senator Mayfield said the period in which any substantial 
amount of unnecessary or improvident railroad construction 
could be financed had long since passed, adding that there was 
no business undertaking so difficult to finance as the construction 
of a new railroad. He said the promoter of any railroad project 
in the United States who succeeded today in running the gauntlet 
of investment bankers, trust companies, and insurance com- 
panies, had a certificate of public convenience and necessity 
which he could guarantee to the world was safe and sound. Con- 
tinuing, the senator said: 


As to the thought that it will be in the interest of the country to 
restrict further construction of competitive railroads— 
“to the reasonable demand and necessities of the territory built into 
as well as its reasonable prospective traffic—”’ 
let me observe the proposition holds good only up to the point of 
attempted application. In the case of Utah Terminal Railway Co. 
(F. D. 36, 72 I. C. C., 93-94), Division 4 of the commission, in its 
report, denying the railway company the privilege of constructing a 
branch line to reach certain coal mines that were already served by 
the Denver & Rio Grande Western Railroad, interpreted paragraph 
(18), so as to give it a broader application than the terms of the act 
itself, and indicated that the language of its 1919 report implied more 
than it said. The report of Division 4 stated: 

“While one of the purposes of the transportation act of 1920 was 
to preserve competition between carriers, the provisions of paragraph 
(18) to (20), inclusive, of section 1 negative any presumption that 
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it was the purpose of Congress to permit the construction of new 
and competitive lines of railroad where existing facilities are adequate 
or can be made so by the exercise of available administrative reme- 
dies.”’ 

It is true that the full commission upon rehearing ultimately 
granted the Utah Terminal Railway Co. the certificate which had been 
denied by Division 4, but neither Division 4 nor the commission indi- 
cated that the language quoted from the adverse report of Division 4 
was a broad extension of the ‘‘underlying thought’? expressed by the 
commission in its 1919 report. Reports on subsequent applications 
for convenience certificates indicate that the commission still holds 
to the view stated by Division 4 as regards the principle which 
governs it with respect to applications for authority to build and 
operate new lines or to extend old ones, 

I do not pause to argue that the commission’s interpretation of 
the act is erroneous. Were that plain we might rely upon the courts 
or the commission itself to correct the error. The peculiar fact is 
that the act was so constructed as to leave all ‘‘underlying thoughts” 
to the Interstate Commerce Commission. The act nowhere under- 
takes to define what shall constitute ‘‘public convenience and neces- 
sity,” and since the commission, at least recommended and urged 
the enactment of the law, it is difficult to dispute whatever implica- 
tions the commission attaches to it. 

But if the implication attached by the commission to the act as 
quoted is correct, the act abolished the possibility of railroad competi- 
tion in all those vast areas without railroad service at the time the 
act was adopted into which, presumably, only one railroad, if any, 
will be permitted to be constructed or operated, and also in those 
equally vast areas where but one railroad provided service at the 
time the act became effective. 

Almost instantly throughout the country the railroads have 
reacted, as might have been expected, to this prohibitory and paralyz- 
ing principle. They are claiming that no matter how great or small 
the volume of traffic in the territories exclusively served by them, 
whether such territories be fully or only partially developed, whether 
railroad earnings be slight or exceed the standard return fixed by the 
commission, they are entitled by law to have, and to hold, for- 
ever, exclusive rights in such local territories. They treat proposed new 
construction as an ‘‘invasion” of their territories, and denounce any 
proposed competition as a “diversion” of their traffic, referring to the 
territories and traffic of the people, whose servants they are. 

In Texas one railroad proposed to build a branch to a great 
industrial district in the western suburbs of Dallas, which heretofore 
was served by but one line; another railroad proposed to build into 
the Rio Grande Valley, which lately has challenged the world’s at- 
tention as a district calculated to surpass southern California, 
heretofore served by but one line; another railroad has sought per- 
mission to extend its lines to the newly constructed public water- 
way at Port Arthur. In each instance the single occupying carrier 
has held up and is preventing the proposed new development by a 
claim predicated squarely on the language used by the commission in 
the Utah Railway case, that the district occupied by it— 

is adequately served by it, and that it is able and willing to provide 
any additional facilities that may become necessary.” 

Mr. President, any law passed by Congress that admits of such 
an interpretation is an obnoxious and paralyzing law and ought to be 
repealed. 

When and where was it ever true that it was better for a com- 
munity or a city or a port to have one railroad rather than two? 

When and where was it ever true that a community, a city, or a 
port secured better service or lower rates out of one railroad than 
it did out of two? : 

When and where did the people of the country ever signify to 
Congress any idea or desire that railroad competition not already 
existing should be prevented? 

The transportation act is careful to preserve competition where 
competition already exists. Paragraph (4), section 5, regarding con- 
solidation, provides that— ; 

“In the division of such railways into such systems under such 
plan, competition shall be preserved as fully as possible.’’ 

Mr. President, if it is a correct economic policy to preserve 
competition in those areas already served by more than one carrier, 
why is it wrong to permit competition in those equally great areas 
that have the service of but one carrier, or of no carrier at all? 

To permit a railroad company to close the gates of a large city, 
the entrance of a large and fertile valley, or the door to a great 
port, and declare ‘‘No trespassing allowed; all this is mine. I can 
handle all the traffic that my service originates. If any additional 
facilities are required, I alone have the right to furnish them,’ is 
to create in this country a monopoly and a new form of tyranny 
which violate every principle on which our Government was founded, 
and gives to such corporation a strangle hold on the commerce and 
industrial life in the unfortunate districts that such corporations 


occupy, which is to become more blighting in its effects than paralysis 
is to the limbs of a strong man. 
It is false doctrine! ... 


It is contended that improvident railroads will be constructed 
and the Interstate Commerce Commission will not be able to make 
a system of rates under section 15a of the transportation act that 
will take care of these improvident roads if paragraph 18, section 1, 
of the transportation act is repealed, and the people are left free to 


construct railroads. This idea is purely theoretical and exists more in 
the imagination than in fact. 


The money required to construct and equip any substantial 
amount of railroad mileage is so great, the financing of new con- 
struction is so difficult, and the rate of return now established, even 
on successful ventures, is so low as compared with investments in 
other lines of business, it is absurd to imagine the construction of an 
amount of new, improvident railroads that would affect rate levels 
either throughout the country or in any district established by the 
grouping of railroads. 

The dominating factor in railroad construction is the -density of 
traffic. The theory on which it is assumed that the commission 
ought to have power to prevent improvident railroad construction 
supposes the possibility that existing density of traffic might, by the 
construction of new, improvident mileage, be so divided throughout 
the country or in a particular district that it would fail to yield under 
existing rate levels the standard return fixed by the commission. . . - 

The railway transportation system of this country is not finished. 
There are vast undeveloped areas, particularly in the west, including 
Texas, which are suitable for cultivation and great industrial activity, 
and which can never be developed until they are penetrated and 
served by railroads. There are other great areas served by single 
lines that have not attained their possibilities industrially for the lack 
of additional or competitive lines that would connect such areas with 
= markets and trade territories not reached by the existing 

The brilliant and unparalleled industrial development of America 
during the last century is largely due to the magnitude and ef- 
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ficiency of its transportation system. Cheap and rapid transportation 
has been and remains the most vital principle in our whole economic 
structure. We have no right to deny to the vast undeveloped and 
gmideveloped areas of this country, existing principally west of 
the Mississippi River, the benefits of those same instrumentalities 
that have made transportation cheap and rapid in the well-developed 
areas. The eastern half of our country is well supplied with trans- 
portation facilities. The western half, constituting an empire, with 
poundless and innumerable natural resources, looks to the east and 
with one voice declares: 

“Millions of acres of the public domain, taken largely out of our 
territory, Were donated by the country to induce construction of 
950,000 miles of main track, principally for your service, development, 
and enrichment. Your dense population, your culture, and prosperity 
have been raised on that foundation. We, in our turn, now demand 
the construction of a transportation system serving the west which 
will accomplish in our half of the country the same results that have 
been obtained in the eastern half.” 

The justice and validity of this plea can not be denied. The 
interest of the entire country requires, and the sentiment of the 
people demands, that the unnecessary, unjust, and unwise restric- 
tions imposed on new railroad construction by the transportation act 
should be very greatly modified, if not entirely repealed. 


Referring to procedure before the Commission in cases in- 
ylving application for authority to construct new lines, Senator 
Mayfield said “this is a perfectly impossible process for initiating 
business undertakings,” He said a proposal to build a railroad 
was not a lawsuit and ought not to be treated as such. 

In conclusion, Senator Mayfield, in part, said: 


We are now in the midst of an era of great prosperity such as 
usually succeeds every great war. How long it will last, no man can 
tell, New railroad construction ordinarily can not be financed in 
times of financial depression. There is a strong disposition in Texas 
as present on the part of a number of responsible companies and 
individuals to construct a large amount of additional railroad mileage 
in sections where it will greatly serve the public convenience and 
necessity. On the plains of west Texas, where in late years farming 
has shown remarkable results and where thousands of farms are 
taking the place of the great ranches of the old days, three great 
railroad systems—with man, money, and materials, all ready for the 
work—are awaiting action by the commission on their applications to 
extend their lines into this rapidly developing section of my state. 
Fach of these railroads has protested the application of the other. 
The welfare of the people of my state demands, Mr. President, that all 
of these railroads be unshackled and that they be permitted to extend 
their old lines and build new ones wherever they will. 

Applications for certificates to construct new railroad mileage 
in Texas alone now pending before the commission aggregate 981.11 
miles and call for an expenditure of $35,169,611. One of these ap- 
plications has been pending before the commission for more than 
two years, and all of them as a result of the procedure above de- 
scribed, will in all probability remain before the commission, un- 
decided, for a similar period of time. Any of these projects that 
lacks merit, whether sanctioned or refused by the commission, will 
die of its intrinsic weakness. Those that have the necessary financial 
and commercial support, by these very facts, stand approved as 
meritorious. 

The present opportunities afforded by existing favorable financial 
conditions ought not to be permitted to pass, leaving these con- 
structive proposals in my state wrecked on the reef of the Interstate 
Commerce Commission. The increased productivity of Texas and 
of the Southwest in general has in recent years attracted world-wide 
attention. Production is beginning to constitute a strain on transpor- 
tation. There should be a safe margin. The extent and efficiency of 
our transportation system set a limitation on the volume of our 
production. In behalf of a greater progress and prosperity I plead for 
the removal of the artificial restrictions imposed upon further de- 


7 of our transportation system by the transportation act 
0 ; 


EARLY ADJOURNMENT EXPECTED 
The Trafic World Washington Bureau 


President Coolidge, from advices received from Republican 
leaders in Congress, believes that the legislative situation in 
Congress indicates that there will be an early adjournment of 
the present session, it was said at the White House February 23. 

It is generally believed that Congress will adjourn not later 
than about June 1 and it is possible that an adjournment may 
be taken some time in May. 

The present Congress has established almost a record in 
the disposition of legislation, according to the White House 
spokesman. Mention was made of tax reduction legislation, 
foreign debt settlement measures, appropriation bills, farm relief 
legislation and the railroad labor bill in connection with. discus- 
Sin of what Congress had before it. 

_, Passage of the railroad labor bill is regarded as a certainty 
within the next few weeks. 

The Gooding long-and-short-haul bill will be pressed for final 
passage at this session. 

_ As to proposed railroad consolidation legislation, the pre- 
Yalling view at this time is that final action will not be taken 
on that subject at this session of Congress. Senator Cummins, 
the chief advocate in Congress of such legislation, may obtain 
action by the Senate interstate commerce committee and pos- 
sibly by the Senate on his proposed consolidation legislation, but 
tis not believed that the House will act on it at this session. 

he present disposition of congressional leaders is to avoid 
Proposed legislation that involves controversy. The proposed 
mn consolidation legislation is classed in the latter cate- 








~ Senator Cummins has his bill on the subject. The railway 
®cutives have their bill on the subject. The Commission has 
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its bill on the subject. If an adjournment is taken the latter 
part of May or the first part of June, it is not believed that 
between. now and then the different views on the subject of 
railroad consolidation could be reconciled to the extent necessary 
to pave the way for approval of a consolidation measure by 
both branches of Congress. 


REDUCED RATES FOR EMERGENCIES 


Senator Mayfield, of Texas, has introduced the following 
bill (S. 3286) to authorize reduced freight rates in cases of 
emergency: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That paragraph 
(1) of section 22 of the Interstate Commerce Act, as amended, be 
amended by adding at the end thereof the following new sentence: 
“Nothing in this act shall prevent any carrier or carriers subject to 
this act from giving reduced rates for the transportation of property 
to or from any section of the country with the object of providing 
relief in case of earthquake, flood, fire, famine, drought, epidemic, 
pestilence, or other calamitqus visitation or disaster, if such reduced 
rates have first been authorized by order of the Commission (with 
or without a hearing); but in any such order the Commission shall 
define such section and shall specify the period during which such 
reduced rates are to remain in effect.”’ 


STATE CONTROL OF RATES 


Representative Brand, of Georgia, has introduced a bill 
(H. R. 9723) repealing all laws now in force which deprive the 
states of the right to fix intrastate freight and passenger rates. 
The bill follows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That all laws 
and parts of laws heretofore enacted by Congress and now of force 
and effect which infringe upon and impair the rights of the several 
states of the United States and deprive them, or any one of them, 
of the right to fix and adjust intrastate freight and passenger rates 
be, and the same are hereby, repealed. 


CLAIMS UNDER SECTION 204 


Representative Newton, of Minnesota, has introduced the 
following bill (H. R. 9728) to amend section 204 of the trans- 


portation act, which relates to reimbursement of deficits of short 
lines: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That section 
204 of the Transportation Act, 1920, be, and it is hereby, amended 
p adding thereto the following subdivision, designated as subdivision 


“‘ch) This section shall not be applicable to any carrier which shall 
not, on or before August 31, 1926, have filed with the Commission a 
statement, compiled in the manner described in this section, showing 
the amount claimed to be due said carrier under said section.” 


DEFINITION OF CARRIER 


An amendment of paragraph 1 of section 20a of the inter- 
state commerce act, defining the term “carrier” as used in that 
section, is proposed by Representative Newton, of Minnesota, in 
the following bill (H. R. 9729): 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That paragraph 
(1) of section 20a of the Interstate Commerce Act be, and the same is 
hereby, amended to read as follows: c 

Section 20a. (1) That as used in this section the term “carrier’’ 
means a common Carrier by railroad subject to this act, or any cor- 
poration organized for the purpose of engaging in transportation by 
railroad subject to this act, except that the term as so used shall not 
include a street, suburban, or interurban electric railway unless it is 
operated as a part of a general steam railroad system of transporta- 
tion or is engaged in the general transportation of freight. 


-MOTOR CARRIER BILL HEARINGS 


The Senate interstate commerce committee has decided to 
begin hearings March 22 on the bill providing for federal regu- 
lation of motor common carriers in interstate commerce. 

The House committee on interstate and foreign commerce 
may sit with the Senate committee. The committees have taken 
the matter under consideration. Proponents of the bill have 
urged adoption of that course in the interest of saving time. 


GOODING BILL IN SENATE 


The Republican steering committee of the Senate has agreed 
to consideration of the Gooding long-and-short-haul bill by the 
Senate after the bill relating to Muscle Shoals has been disposed 
of. The Gooding bill may be reached for consideration some 
time the week of February 22. 





HEARING ON PITTMAN BILL 


The Senate interstate commerce committee plans to begin 
hearings on Senator Pittman’s bill (S. 758), designed to restore 
to state commissions the power they had over state rates before 
enactment of the transportation act, Marca 23. The hearing was 
asked by the’legislative committee of the National Association 
of Railroad and Utilities Commissione:s. 
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LABOR BOARD DECISION 


The Railroad Labor Board has decided, in the dispute be- 
tween the trainmen and the Texas and Pacific and the Missouri 
Pacific, as to the status of men operating trains over the joint 
track used by the roads between Alexandria and New Orleans, 
La., and that the offer of the Missouri Pacific to transfer two 
more Texas Pacific train crews to the employ of the Missouri 
Pacific, in addition to the three crews now employed, with their 
full seniority rights, is a fair and equitable settlement of the 
dispute. It was the position of the men that they desired 
that Texas Pacific employees be used in operating the Missouri 
Pacific trains running over the track between those two points. 
The track was originally owned by the Texas and Pacific and 
has been used jointly for a number of years. There has been 
a dispute as to the number of crews of the Texas Pacific that 
should be used in handling the trains of the other road ever 
since the contract was first made in 1914. Within the last month 
or so, the dispute came to a head and the employees on the 
Texas and Pacific took a strike vote, endeavoring to force their 
road to adjust matters so that Texas Pacific men would be used 
altogether in operation of trains over the joint track. The Texas 
Pacific took the position that it was powerless to say what 
crews another road should employ. The Labor Board stepped 
in at that point and called a hearing. The offer of the Missouri 
Pacific to employ two more crews of the other road was made 
and the decision of the board embraces that offer as a solution. 

Although the board has received no official information, it 
is understood that conferences are being held independently of 
the board’s action and decision, and that, while the roads are 
willing to accept the board’s decision, the men are not. The 
decision of the board concludes as follows: 


Should the operation of additional Missouri Pacific passenger 
or freight trains on the joint track result in the elimination of 
Texas & Pacific passenger or freight trains, any crews thereby dis- 
placed should likewise be transferred to the service of the Mis- 


souri Pacific under the same conditions as to seniority and rights 
to employment. 


If the Missouri Pacific Railroad Company should, at any time, 
elect to cease operation over the joint track or decrease the 
number of crews provided for herein the Texas & Pacific employees 
involved in this operation who transferred to the Missouri Pacific 
roster and who are in the joint track service at the time shall, if 


they so desire, be restored to the Texas & Pacific roster with 
seniority unimpaired. 





REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended February 13 
totaled 917,144 cars, according to reports filed by the carriers 


with the car service division of the American Railway 
Association. 


This was an increase of 13,209 cars over the corresponding 
week in 1925, but a decrease of 18,445 cars under the corre- 
sponding week in 1924. The total for the week of February 13 
also was an increase of 2,240 cars over the preceding week, in- 
creases being reported in the total loading of all commodities 


except grain and grain products, coal and merchandise and less 
than carload lot freight. 


Loading by districts the week ended February 13 and the 
corresponding period of 1925 was reported as follows: 

Eastern district: Grain and grain products, 8,948 and 7,724; 
live stock, 2,743 and 2,725; coal, 29,696 and 44,860; coke, 5,853 and 
2,947; forest products, 6,967 and 6,445; ore, 1,151 and 1,810; mer- 
chandise, L. C. L., 66,015 and 68,866; miscellaneous, 80,286 and 
79,062; total, 1926, 201,659; 1925, 214,439; 1924, 225,345. 

Allegheny district: Grain and grain products, 2,723 and 3,265; 
live stock, 2,290 and 2,233; coal, 45,820 and 47,174; coke, 9,214 and 
6,443; forest products, 2,608 and 3,525; ore, 2,388 and 2,921; mer- 
chandise, L. C. L., 50,505 and 50,994; miscellaneous, 68,161 and 
68,631; total, 1926, 183,709; 1925, 185,186; 1924, 194,129. 

Pocahontas district: Grain and grain products, 217 and 198; 
live stock, 79 and 64; coal, 41,811 and 30,744; coke, 594 and 544; 
forest products, 1,568 and 1,483; ore, 51 and 87; merchandise, 
L. C. L., 7,872 and 7,255; miscellaneous, 4,262 and 4,133; total, 1926, 
55,954; 1925, 44,508; 1924, 44,551. 

Southern district: Grain and grain products, 4,209 and 3,489; 
live stock, 2,211 and 2,097; coal, 26,907 and 21,993; coke, 1,243 and 
1,129; forest products, 22,627 and 24,270; ore, 1,496 and 1,597; mer- 
chandise, L. C. L., 41,582 and 40,960; miscellaneous, 53,769 and 
51,677; total, 1926, 154,044; 1925, 147,212; 1924, 148,857. 

Northwestern district: Grain and grain products, 10,656 and 
10,276; live stock, 9,184 and 9,678; coal, 7,359 and 6,534; coke, 1,461 
and 1,658; forest products, 23,894 and 24,351; ore, 478 and 824: mer- 
chandise, L. C. L., 30,923 and 28,711; miscellaneous, 32,426 and 
31,464; total, 1926, 116,381; 1925, 113,496; 1924, 122,066. 

Central Western district: Grain and grain products, 12,141 
and 11,445; live stock, 11,265 and 11,460; coal, 14,971 and 14,894; 
coke, 300 and 371; forest products, 9,608 and 9,649; ore, 4,038 and 
3,301; merchandise, L. C. L., 36,598 and 36,557; miscellaneous, 48,226 
and 45,297; total, 1926, 137,147; 1925, 132,974; 1924, 139,486. 

Southwestern district: Grain and grain products, 4,788 and 
5,024; live stock, 2,129 and 2,244; coal, 5,339 and 4,900; coke, 237 
and 226; forest products, 8,664 and 9,834; ore, 583 and 522: mer- 
chandise, L. C. L., 14,944 and 14,835; miscellaneous, 31,566 and 
28,535; total, 1926, 68,250; 1925, 66,120; 1924, 61,155. 

Total, all roads: Grain and grain products, 43,682 and 41,421; 
live stock, 29,901 and 30,501; coal, 171,903 and 171,099; coke, 18,902 
and 13,318; forest products, 75,936 and 79,557; ore, 10,185 and 11,062: 
merchandise, L. C. L., 247,989 and 248,178; miscellaneous, 318,696 
and 308,799; total, 1926, 917,144; 1925, 903,935; 1924, 935,589. 
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Loading of revenue freight this year compared with the 
two previous years follows: 


1926 1925 1924 
Five weeks in January............. 4,432,010 4,456,949 4,294 979 
Week ended February 6........... 914,904 929,130 906,017 
Week ended February 13........... 917,144 903,935 935,589 
PRONE «: bi staaidi Go eral aieie ne eiecers oui ares 6,264,058 6,290,014 6,135,875 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on February 1 totaled 10,087 
or 16.0 per cent of the number on line, according to the car 
service division of the American Railway Association. This 
was a decrease of 649 locomotives compared with the number 
in need of repair on January 15, at which time there were 
10,736 or 17.0 per cent. It also was a decrease of 1,227 locomo. 
tives compared with the number in need of repair on the same 
date last year, at which time there were 11,314 or 17.6 per cent, 
Of the total number in need of repair, 5,299 or 8.4 per cent were 
in need of classified repairs on February 1, a decrease of 296 
compared with January 15 while 4,788 or 7.6 per cent were in 
need of running repairs, a decrease of 353 within the same 
period. Class I railroads on February 1 had 5,048 serviceable 
locomotives in storage, a decrease of 73 compared with the 
number of such locomotives on January 15. 

Freight cars in need of repair on February 1 totaled 158,160, 
or 6.8 per cent of the number on line, according to the car serv- 
ice division of the American Railway Association. This was an 
increase of 2,897 cars over the number reported on January 15, 
at which time there were 155,763, or 6.8 per cent. It was, how- 
ever, a decrease of 28,379 cars compared with the same date 
last year. Freight cars in need of heavy repair on February 1 
totaled 115,605, or 5 per cent, a decrease of 2,013 cars compared 
with January 15. Freight cars in need of light repair totaled 
42,555, or 1.8 per cent, an increase of 4,410 compared with Jan- 
uary 15. 

The Commission’s monthly statement on condition of rail- 
road equipment, required by a Senate resolution, shows that, in 
January, out of 122,499 freight cars inspected, 3,679, or 3 per 
cent, were defective, as compared with 99,425 cars inspected 
and 3,265, or 3.3 per cent, defective, in January, 1925. Out of 
2,273 passeneger cars inspected in January, 23, or 1 per cent, 
were found defective, as compared with 2,137 inspected and 
24, or 1.1 per cent, defective in January, 1925. 

Out of 7,704 locomotives inspected in January, 3,199, or 42 
per cent, were found defective and 301 were ordered out of serv- 
ice. In January, 1925, 6,495 locomotives were inspected and 
3,154, or 49 per cent, were found defective. 

In the month of January, 19 cases involving 88 violations 
of the safety appliance acts were transmitted to various United 
States attorneys for prosecution. 


NON-STEAM LOCOMOTIVE TESTS 


The Commission has issued a 55-page pamphiet of rules and 
instructions for the inspection and testing locomotives other 
than steam, adopted at a session held December 14, 1925. They 
are to become effective July 1 next. They are the result of many 
conferences held between representatives of the carriers and of 
the Commission with a view to the formulation of appropriate 
rules and regulations in accordance with the act of congress of 
June 7, 1924, amending the locomotive inspection act of February 
17, 1911. The act of June, 1924, made the inspection and testing 
law theretofore in effect as to steam locomotives apply to all 
locomotives used by carriers subject to the interstate commerce 
act, other than street, suburban and interurban. 

This is the eleventh set of rules and regulations prescribed 
by the Commission. The law puts on each carrier the duty of 
filing with the Commission its rules for the inspection of locomo- 
tives and tenders, which, when approved by the Commission, are 
made binding up the carrier. The preparation of rules by each 
carrier has become a rarity, the tendency being for the Commis- 
sion men, in conference with representatives of the carriers, to 
agree upon rules and regulations uniform throughout the 
country. 

The rules in this pamphlet are to apply only to the electric 
and other powered units used to draw other equipment and will 
not apply on the multiple-unit and similar self-propelled vehicles 
designed to carry within themselves freight or passenger traffic, 
such as the customary motor cars not used to draw other 
equipment. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended February 13 is esti 
mated by the Bureau of Mines of the Department of Commerce 
at 12,008,000 net tons, a decrease of 159,000 tons as compared 
with the revised figure for the preceding week. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended February 6 were re 
ported as follows: Bituminous, 3,046; anthracite, 193. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended February 18 totaled 372,530 tons, of which 195, 
247 tons were for New England delivery. 
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Scheduled Package or Merchandise Freight Car Service 


Many American railroads have for years operated through 
merchandise cars of less than carload freight from the principal 
freight stations in the larger cities on their lines to the im- 
portant stations in other cities on their systems or on connecting 
roads. These cars are billed through from the forwarding 
stations to ultimate destinations, the cars not breaking bulk 
at intermediate transfer stations en route. 

Ordinarily, less than carload shipments of freight are deliv- 
ered by teams or trucks to the local freight stations of the 
originating roads nearest the factories, warehouses or shops 
of the shippers. From these stations the freight is sent by the 
railroads to transfer stations on the routes to the destination 
cities. 

Freight for many different cities is received in the course 
of a day’s business at typical local freight stations. Cars are 
made up, at each of these stations of the several or many 
railroads that serve the larger cities, for transfer stations along 
the lines of the carriers between the cities of origin and des- 
tination. Into these transfer cars freight is loaded for many 
different consignees and destinations. It is possible that freight 
received at a local station in Philadelphia for a consignee in 
Chicago may pass through three or four transfer stations with 
freight from other points for the same and other middle western 
destinations. The freight from the local station in Philadelphia 
may be loaded into a transfer car for a station near Philadelphia 
with all freight that has been received that day for points west 
of Philadelphia. From the first transfer station the goods 
with oher freight for all points west of Harrisburg may be 
loaded in a transfer car that billed to a transfer house in the 
vicinity of Pittsburgh. From here the freight in this car and 
others from other eastern transfers and local stations may be 
loaded in a car for a transfer station in central Ohio, and so 
on until, by a process of gradual selection and elimination, a 
final transfer station is reached from which a carload of less 
carload shipmnets is made up for the local station in Chicago to 
which the shipment from Philadelphia was billed. 

The routing of less carload shipments through transfer 
stations is a costly and a time-consuming practice that is unsatis- 
factory to shippers and carriers alike. The carriers have found 
that the extra handlings of freight from car to car at the 
transfer stations results in added operating expenses, in addi- 
tional clerical expense of checking and rebilling, slower move- 
ments of L. C. L. traffic, and increased loss and damage claims. 
Shippers have been inconvenienced through delayed shipments, 
inadequate transfer records, and increased loss and damage to 
their goods. 

A certain amount of rehandling of goods in transit at trans- 
fer stations is, of course, unavoidable. The volume of less than 
carload freight for one destination or even several stations in 
one district is usually small. Hence it is necessary that cars be 
loaded to transfer stations where the freight for different sections 
of the country may be focused and forwarded to other transfers 
until, finally, cars are made up for the destination stations. 

The railroads for many years have sought to reduce the 
number of transfers by establishing through merchandise cars 
on certain days of the week from designated stations to stations 
in other cities on their lines or on the lines of their connecting 
roads. If this is not practicable, solid cars for one destination 
are accumulated at transfer stations just outside the terminal 
districts through the use of trap or ferry cars or motor trucks 
from local stations in the cities. From here through merchan- 
dise cars are billed to selected destination stations in the larger 
cities or to transfer stations in the vicinity of these cities. 
If the merchandse cars are billed to transfer stations in or 
near the destinations, trap or ferry cars or motor trucks are 
used to haul the freight from the transfers to the local des- 
tination stations. Motor service has become extensively used 
in this way in the last five years. 

An examination of the operation of the through merchandise 
car service of a few typical railroads will serve to illustrate the 
advantages of this faster and better way of handling L. C. L. 
freight between the larger cities in the United States. 

Through Merchandise Car Schedules of the Erie Railroad 

The Erie Railroad has long made a specialty of through 
merchandise cars. The company pursues a policy of establish- 
ing daily through package cars from any loading point to any 
break-bulk point when an average of ten thousand pounds of 
less than carload freight is available daily for such loading. 





“Break-bulk” points are selected so as to take care, not only 
of the traffic for the “break-bulk” points, but also for stations 
in the vicinity of such points. 

In the New York district, the Erie maintains a tremendous 
transfer station—New York Transfer, at Croxton, New Jersey. 
This station is the great “broadcasting station” for less-carload 
merchandise freight from stations in New York City, Brooklyn, 
Jersey City, Passaic, Newark, Paterson, and the territory sur- 
rounding these centers. Less-carload freight that is delivered 
to any of the stations of the Erie Railroad in Greater New York 
is sent to New York Transfer and goes forward the same night 
in through cars for a number of stations on the line of the Erie 
or to transfer stations on the way to the destinations of the 
shipments. 

All less-carload freight from the metropolitan district of 
New York for points on the western roads west of Chicago are 
forwarded through the transfers of the western roads at Chicago. 
The Erie maintains four-day service between its New York 
Transfer station at Croxton, New Jersey, and the western roads’ 
transfer stations at Chicago. In the same way, L. C. L. traffic 
for points in the South is loaded from New York Transfer to 
the southern roads’ transfer stations at Cincinnati. Four-day 
service is maintained between these major transfer points. 
Through daily cars are loaded from Twenty-eighth Street station, 
New York City, to Marion Transfer, Ohio, for distribution to 
points beyond Marion Transfer. Daily through cars are also 
loaded from Wallabout Station, Brooklyn, to Chicago proper. 

Marion Transfer, Ohio, is two hundred and sixty-nine miles 
east of Chicago and a hundred and forty-three miles north of 
Cincinnati on the line of the Erie. It is so situated that it 
serves these gateways and, in addition, Louisville, Indianap- 
olis, St. Louis, Peoria, Toledo, and Detroit on eastbound 
and westbound traffic via the Erie. The transfer house is 
equipped to handle three hundred cars of merchandise freight 
a day. All traffic for western points for which no through cars 
are provided from eastern cities is handled at Marion Transfer 
and reforwarded in solid merchandise cars to the stations on 
the line of the Erie west of Marion or to stations or transfers 
on the lines of the connections of the Erie. 

Eastbound through package cars are handled on a scheduled 
fast freight train number 76 of the Erie and westbound merchan- 
dise cars are handled on either train number 77 or train num- 
ber 81. Merchandise cars between the Buffalo and New York 
districts are handled eastbound on train number 88, and west- 
bound either on train number 87 or 81. All of these trains 
between Chicago and New York are scheduled to make deliv- 
eries in four days, and between Buffalo and New York two-day 
service schedules are maintained. 

Daily through cars are operated via Elizabethport Transfer 
for traffic between stations of the Central Railroad of New Jer- 
sey and the Erie Railroad, via the Ashley route. 

Merchandise cars are loaded daily from Warren Bridge Sta- 
tion, Boston, on the Boston & Maine Railroad, via the Boston 
& Maine and the Delaware & Hudson, for points on the Erie 
and its connections. This freight reaches the lines of the Erie 
at Binghamton, New York. Mechanicville Transfer is the con- 
centration point for less-carload shipments from points in New 
England via the Boston & Maine and from points on the Dela- 
ware & Hudson from which no through cars are provided. 
Through merchandise cars are loaded daily from Mechanicville 
to a number of stations of the Erie and its connections. 

The New York, New Haven & Hartford and the Erie main- 
tain joint through merchandise car service via Maybrook Yards, 
New York. Daily through cars are loaded from Boston and 
from Cedar Hill Transfer via the N. Y., N. H. & H. R. R. and 
the Erie to Marion Transfer, Ohio, from which point through 
cars are loaded to western and southwestern points. Less- 

carload freight from other stations on the New Haven is loaded 
in daily cars to Port Jervis Transfer, New York. From here 
through cars are made up for the important stations and trans- 
fers on the line of the Erie and its connections. 

The running schedule between New York Transfer, Croxton, 
N. J., and a few of the stations of the Erie and the transfer 
stations of its connections follows: 


From New York Transfer, Croxton, N. J., to: Buffalo, N. Y 


3d day delivery; Chicago, Ill. (western roads’ transfers), 4th day 
delivery; Cincinnati, Ohio (southern roads’ transfers), 4th day 
delivery; Denver, Colo., 9th day delivery; Los Angeles, Calif., 13th 
day delivery; Omaha, Neb., 6th day delivery; Rochester, N. Y., 
2d day delivery; Scranton, Pa., 2d day delivery; San Francisco, 
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Calif., 14th day delivery; St. Louis, Mo., 4th day delivery; Youngs- 
town, Ohio, 3d day delivery. 


The Erie publishes a valuable guide of its daily merchandise 
package car service, the most recent issue of which is that of 
January 1, 1925. 

Merchandise Cars of the Pennsylvania 

The Pennsylvania, like the Erie and other large systems, 
has a comprehensive system of merchandise freight car service. 
Certain large freight stations in New York, Philadelphia, Balti- 
more, Pittsburgh, Cincinnati, Buffalo, Chicago, and other large 
centers served by the Pennsylvania are designated as the sta- 
tions from which daily or less frequent through merchandise 
freight cars are forwarded to or received from other large sta- 
tions. These cars are loaded directly to the destination stations 
if suficient tonnage is available at the originating station, thus 
avoiding the use of intermediate transfer stations. If sufficient 
tonnage is not available for daily direct cars from the larger 
local stations, cars are dispatched every other day or three times 
a week. The less-than-carload shipments, in this case, are held 
on the receiving platforms until sufficint tonnge to make up a 
minimum through merchandise car is accumulated. 

“Sailing day guides” are published by the Pennsylvania show- 
ing the stations in the district from which through merchandise 
cars are loaded, the days of the week on which they are for- 
warded from the key stations, the stations to which they are 
loaded from each originating station, the approximate running 
schedules between important centers, and other information of 
value to shippers and consignees. 

The approximate running times of merchandise cars between 
Philadelphia and important stations on the Pennsylvania are 
shown below: 


Akron, Ohio, 3d day; Alliance, Ohio, 3d morning; Altoona, Pa., 
2a morning; Baltimore, Md., next morning; Buffalo, N. Y., 3d 
morning; Camden, N. J., next morning; Canton, Ohio, 3d morning; 
Chicago, Ill., 4th morning; Cincinnati, Ohio, 3d morning; Cleve- 
land, Ohio, 3d morning; Columbus, Ohio, 3d morning; Corry, Pa., 
38d morning; Dayton, Ohio, 4th morning; Detroit, Mich., 5th morn- 
ing; Erie, Pa., 3d morning; Fort Wayne, Ind., 4th morning; Grand 
Rapids, Mich., 5th morning; Indianapolis, Ind., 3d morning; Johns- 
town, Pa. 2d morning; Kokomo, Ind. 4th day; Lancaster, 
Pa., next morning; Logansport, Ind., 4th morning; New Castle, 
Pa., 3d morning; New York, N. Y., next morning; Norfolk, Va., 
2a morning; Oil City, Pa., 3d morning; Olean, N. Y., 3d morning; 
Peoria, Ill., 5th morning; Pittsburgh, Pa., 2d morning; Reading, 
Pa., next morning; Richmond, Ind., 4th morning; Richmond, Va., 
2d morning; St. Louis, Mo., 4th morning; Terre Haute, Ind., 4th 
morning; Toledo, Ohio, 4th morning; Trenton, N. J., next morning; 
Warren, Pa., 3d morning; Washington, D. C., next morning; 
Wheeling, W. Va., 3d morning; Wilmington, Del., next morning; 
York, Pa., next day; Youngstown, Ohio, 3d morning. 


The times indicated are not guaranteed by the carrier, but 
represent the approximate times of movement under normal 
conditions. 

The operating and traffic departments of the Pennsylvania 
and other systems that have through package or merchandise 
services cooperate in advertising the services and keeping it in 
working order. The freight agents of the carriers, yardmasters, 
trains crews, and other employes of the operating department 
are responsible for the prompt loading, billing, classification and 
movement of all such cars. The soliciting forces are active in 
using the scheduled less-carload freight services as competitive 
assets in soliciting new business and in increasing the tonnage 
of business from old shippers and to consignees. 

Passing reports are prepared by the operating department 
forces at important way-yards, terminals, and junction points of 
many roads. The reports are distributed to division and dis- 
trict freight offices of the lines throughout the country, so that 
important shipments, including especially through merchandise 
cars, may be kept track of. 

Passing reports showing the arrival and forwarding of mer- 
chandise cars, and of other cars for that matter, are prepared 
at the following junction and yards of the Pennsylvania: 


Alexandria (Potomac Yard), Va.; Allegheny (Island Avenue), 
Pa.; Buffalo, N. Y.; Cape Charles, Va.; Chicago, Ill.; Cincinnati, 
Ohio; Columbus, Ohio; Conway, Pa. Crestline, Ohio; Dennison, Ohio; 
Edgemoor, Del.; Enola Yard (Harrisburg), Pa.; Erie, Pa.; Fort 
Wayne, Ind.; Grand Rapids, Mich.; Greenville Piers (Jersey City), 
N. J.; Hagerstown, Md.; Harrisburg, Pa.; Harsimus Cove (Jersey 
City), N. J.; Indianapolis, Ind.; Logansport, Ind.; Newberry Junc- 
tion (Williamsport), Pa.; Oil City, Pa.; Peoria, Ill.; Pitcairn, Pa.: 
Richmond, Ind.; St. Louis, Mo.; Scully, Pa. Toledo, Ohio; Wilkes- 
Barre (Buttonwood), Pa.; Williamsport (Newberry Junction), Pa.; 
West Morrisville, Pa.; 


If merchandise cars are “set out” of the through preference 
trains that usually carry them, special reports are made to the 
division superintendent’s offices so that accurate movement rec- 
ords may be had and so that arrangements can be made to have 
the cars repaired promptly. If the defects of the cars are of 
such nature as to require extensive repairs, the goods are trans- 
ferred without delay to other cars and forwarded to their des- 
tinations. If the repairs to be made are slight, the cars are 
i “under load” and sent ahead by the next available 
trains. 
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“Program” Merchandise Cars of the Reading Company 
The Reading Company designates its scheduled through mer. 
chandise cars as “program” cars. Arrangements have beep 
made for cars to be loaded daily or on certain days of the week 
for important stations on the Reading Company’s lines or on its 
connecting roads. These cars are loaded directly to the destina. 
tion stations and get what amounts to carload service. Shippers 
have the alternative of delivering their less-carload shipments 
to the freight stations of the road nearest their establishments 
and of having them handled from these stations by regular 
L. C. L. service through the transfer stations of the company, or 
of delivering their freight to the freight stations from which 
program cars are loaded directly to the destination stations or to 
the transfer stations nearest the destinations of the goods. 

Arrangements have been perfected for the joint through 
movement of these cars with other roads, so that through mer. 
chandise cars are loaded at the larger stations of the Reading 
in Philadelphia, Reading, Harrisburg, and other eastern Pennsyl- 
vania points served by the Reading for middle western, southern, 
southwestern, New England, New York State and far western 
points. 

A recent statement of the program car service of the Read. 
ing, prepared for the use of its traffic department officials, shows 
the following through program cars being loaded from its im. 
portant stations: 


From Philadelphia, Pa.: ; 
Willow and Noble Streets Station...... 33 daily program cars 
Broad Street Freight Station........... 18 daily program cars 


Second and Lehigh Avenue 5 daily program cars 


St ted plese { : ee oes 
Catherine Street y Cars 


Ce eee Te 12 daily program cars 
WORET MH ROCOEE BUTOGBE. ooiviccceiceccesieves 10 daily program cars 


CTMEMAE BETEOE. 6 oo wis seicdciere wee cindsinees { ; pa ap oe cars 
ri-wee cars 
Second and Berks Streets............06 7 daily aeons cars 
Dee oo Se eee eee 12 daily program cars 
From Lancaster, Pa 


Sai hxc a ermeeeueaiow e eeu eee 8 daily program cers 
a ee er rer eee { 6 daily program cars 
2 frequent program cars 
ee ee 15 daily program cars 
oe isa no lara seated 11 daily program cars 
Staaten Sse a ajata es & beaver siae erqinse ace 8 daily program cars 
ee ee ee ee ne ete ee 10 daily program cars 
4 daily program cars 
2 tri-weekly cars 
Cars from Transfer Stations 
Prom Wayne Fumetions...6 ic. cccccccssssecce 60 daily program cars 


a wibiiia de acesreate bhi ewaene 34 daily program cars 


Through Merchandise Service of the Lackawanna 

The D. L. & W. and the Erie are in direct competition for 
eastbound and westbound L. C. L. traffic between points in and 
about Greater New York and points in Trunk Line and C. F. A. 
territories. Daily through cars are dispatched from New York 
Transfer containing freight from Piers 16, 41 and 68, and Canal 
and Cortland Street stations, Manhattan; 135th Street, Harlem 
Transfer, Long Island City, Brooklyn Eastern District Terminal, 
Wallabout Station, Jay Street, New York Docks, 25th Street, and 
Bush Docks, Brooklyn; Jersey City, Newark, Orange, Passaic, 
Paterson and other New Jersey points on the Lackawanna. These 
cars are loaded to the important distributing centers in New 
York State, Pennsylvania and mid-west and far-western cities. 

Similar service is given to shipments loaded to the plat- 
forms of connecting carriers destined to virtually all sections 
of the United States. Passing reports are distributed to all 
agents of the Lackawanna, so that immediate and accurate rec- 
ords can be given to shippers and consignees. 

The roads that have been referred to are by no means the 
only ones having highly developed through “merchandise,” 
“package” or “program” car services. Virtually every large road 
has a similar service, though the names of the services and the 
details of operation vary considerably. 


From Newberry Junction, Pa 
From Reading, Spruce Street 
From Tamaqua 


WOODLOCK NOMINATION 


Chairman Watson, of the Senate interstate commerce com- 
mittee, proposes to carry the fight for confirmation of the nom- 
ination of Commissioner Woodlock to the floor of the Senate. 
While the nomination was pending before the committee, there 
were rumors in circulation that if the committee reported ad- 
versely, President Coolidge might be asked to withdraw the 
nomination. It is understood that the President will stand back 
of the nomination until final action has been taken by the Sen- 
ate and will not consider withdrawal. While the adverse report 
of the committee is indicative of the opposition in the Senate 
to the nomination, it is regarded as possible that a majority 
may be obtained in the Senate in favor of confirmation. 

The members of the committee who voted for confirmation 
of the nomination were Chairman Watson and Senators Cum- 
mins, Fernald, Fess, Sackett and Underwood. The members 
voting against confirmation were Gooding, Couzens, Howell, 
Smith, Pittman, Wheeler and Mayfield. Senators Bruce, Dill, 
Goff and Pine were absent, but it was said that these four mem- 
bers were equally divided. It was understood that Bruce and 
Goff favored confirmation and Dill and Pine were against it. 
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Miscellaneous Decisic1s 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Pu%lishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Statute Extends Jurisdictio nof Railroad Commission to Private 
Carrier Operating as Transportation Company as Defined 
By It: 

(Supreme Court of California.) Amendment of auto stage 
and truck transportation act, sec. 1 (c), by St. 1919, p. 458, 
sec, 2, defining Transportation Company, held intended to extend 
jurisdiction of Railroad Commission to private carriers when 
engaged in the business of a transportation company as there 
defined, and to subject such private carriers to the burdens, ob- 
ligations, and limitations imposed by the act.—Holmes et al. vs. 
Railroad Commission of California et al., 242 Pac. Rep. 486. 


State May Withhold Use of Highway From Private Carrier: 


The power and right of the state to withhold, in its discre- 
tion, use of its public highways be a common carrier, which is 
a privilege and not a right, rests not on the fact that it is a 
common carrier, which subjects it only to regulation, and not to 
prohibition, but on the fact that it is making a private use of 
the highways, making them in its place of business, and so 
applies as well to private carriers.—Ibid. 


Classification of Private Carriers as Transportation Companies, 

Held to Have Natural or Inherent Basis: 

Classification by auto stage and truck act, sec. 1 (c), as 
amended by St. 1919, p. 458, sec. 2, of private carriers, as dis- 
tinguished from those carrying their own goods, as transporta- 
tion companies, subject to jurisdiction of Railroad Commission, 
has a natural or inherent basis, so that statute is not lacking 
in uniformity.—Ibid. 

Arbitrary Discretion Not Given Railroad Commission by Auto 

Stage and Truck Transportation Act: 


Auto Stage and Truck Transportation Act, Sec. 1 (c), as 
amended by St. 1919, p. 458, Sec. 2, is not unconstitutional as 
vesting arbitrary discretion in the Railroad Commission; its 
discretion being controlled and guided by the relation of the 
facts found by it to the public convenience and necessity.—Ibid. 
Railroad Commission’s Finding Reviewable: 


Railroad Commission’s finding that carrier is operating be- 
tween fixed termini, or over regular route, is subject to review, 
though Auto Stage and Truck Transportation Act, Sec. 1 (c), 
as amended by St. 1919, p. 458, Sec. 2, provides that it shall be 
final, the fact being necessary to its jurisdiction; but it is 
— that there is some substantial evidence to support it. 
—Ibid. 

Commission’s Finding That Private Carrier Was Operating Be- 
tween Fixed Termini and Over Regular Route Held Sup- 
ported by Evidence: 

Railroad Commission’s finding that private carrier was 
operating over highways between fixed termini, or over regular 
route, necessary to constitute it a transportation company, sub- 
ject to commission’s jurisdiction, held supported by evidence; 
it being immaterial, under the statute, that there were departures 
from the termini and route, whether periodic or irregular.—Ibid. 









| Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 


Copyright by West Publishing Co.) 


CARRIAGE OF LIVE STOCK 


ais Held Not to Allege Violation of Law Against Discrimi- 
ation: 

(Court of Civil Appeals of Texas, Amarillo.) Where, in suit 
against railroad for damages to shipment of cattle, plaintiff al- 
leged they were not shipped on train on which defendant’s agent 
represented they would be, at time he told plaintiff to put them 
m bens, held such statement did not allege contract stipulating 
articular time of shipment, train, and market, in violation of 
aw against discrimination—Panhandle & S. F. Ry. Co. vs. 
Andrews, 278 S. W. Rep. 478. 

Weight of Cattle Damaged Need Not Be Set Out in Petition: 

ot... petition in suit against railroad for damages to cattle, 
oa ement of weight of cattle at initial point and destination was 
tement of evidence and unnecessary.—Ibid. 
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Duty in Transporting Live Stock Stated: 

Railway company is required, both by statute and common 
law, to receive and transport live stock with reasonable care, 
diligence and dispatch, in view of act Cong. Feb. 28, 1920, sec. 
436-488 (U. S. Comp. St. Ann. Supp. 1923, sec. 8604a).—Ibid. 
Pleading Need Not Describe Trains in Detail: 

Plaintiff, in suit against railroad to recover for damage to 
cattle in shipping, may allege that several trains passed through 
shipping point while cattle were ready for loading which refused 
to pick them up, and need not describe trains, engine and car 
numbers, name employes or give time of arrival.—lIbid. 

In Suit for Damages Held No Demand for Double Damages: 

Where plaintiff in action against railroad for damages to 
cattle in delayed shipment claimed loss because of treatment 
given cattle, and because market dropped before their arrival 
at destination, but after they should have arrived, held plaintiff 
did not sue for double damages.—Ibid. 

No Duty on Cattle Shipper to Repair Pens of Railroad: 

It is duty of carrier, engaged in shipping live stock for hire, 
to provide suitable pens for use in loading and unloading such 
live stock, and no duty rests on shipper to repair gates and pens 
and put them in condition for holding cattle.—Ibid. 

Where There Were Several Acts of Negligence, Damage for Each 

Act Need Not Be Alleged and Proved: 

Where cattle shipper’s damage was occasioned by railroad’s 
muddy pens of defective construction, coupled with unreasonable 
detention therein, rough handling en route and late arrival at 
destination, he was not required to allege and approve what part 
of total damage was result of each act of negligence charged.— 
Ibid. 

Admission of Supplemental Petition Held Proper, and Not 

Ground for Reversal: 

In suit against railroad for damages in shipment of cattle, 
defendant’s objection to supplemental petition was properly over- 
ruled, since it set up no new cause of action and did not injure 
defendant, and, under rule 62a, violation of technical rules of 
pleading is not ground for reversal, where no injury is shown.— 
Ibid. 

Instruction Concerning Time Liability Attached in Cattle Ship- 
ment Held Proper: 

In suit against railroad for damages to shipment of cattle, in- 
struction that railroad’s liability as common carrier attached 
when shipper had properly prepared shipment, and it had been 
delivered to railroad and accepted, held proper, even though 
written contract between parties imposed duty on shipper to 
keep cattle secure in pens and load them, because by express pro- 
vision of act Cong. Feb. 28, 1920, sec. 436-488 (U. S. Comp. St. 
Ann. Supp. 1923, sec. 8604a), shipper’s rights did not depend on 
subsequent issue of bill of lading.—Ibid. 

Defendant railroad, in action for damages to shipment of 
cattle, had no right to complain of any defect in charge covering 
time its liability as carrier began, where it tendered no special 
charge in lieu thereof.—Ibi.d 
After Carmack Amendment, Carrier’s Negligence Presumed 

When Prima Facie Case Made: : 

The Carmack Amendment (U. S. Comp. St. Sec. 8604, 
8604aa), by re-establishing common-law rule of liability on inter- 
state shipments of live stock, relieved carrier of liability as in- 
surer, but prima facie case is made by showing delivery in good 
condition and subsequent delivery after transportation in bad 
condition, and negligence of carrier is presumed when such prima 
facie case is made.—Ibid. 

Common-law Rule of Liability Stated: 

Common-law rule of carrier’s liability is that he is liable for 
all loss, destruction, or injury to goods, not occasioned by act of 
God of public enemy.—Ibid. 

Charge Placing Burden of Proving Negligence on Shipper Held 

Incorrect Statement of Law: 

Where defendant railroad, in suit on damaged shipment 
of cattle, objected to charge which placed burden on shipper 
to allege and prove defendant’s acts of negligence, held such 
charge was too favorable to defendant, in view of Carmack 
Amendment (U. S. Comp. St. Sec. 8604a, 8604aa), under which 
railroad’s negligence is presumed when shipper shows damage 
in transit.—Ibid. 

Expert Testimony of Shrinkage of Cattle Held Admissible: 

In action against railroad on damaged shipment of Cattle, 
testimony of expert witnesses as to extra shrinkage of cattle, 
due to defendant’s negligence, held proper, and not subject 
to objection that it involved conclusions of law and fact.—Ibid. 


PORT EQUALIZATION BILL 


An organization called the joint differential rate committee 
was organized, February 24, to oppose enactment of the Butler 
port equalization bill. Representatives of ports and organizations 
opposed to the bill met in the office of Representative Hill, of 
Maryland. G. Stewart Henderson, of the Baltimore Chamber 
of Commerce, was selected as chairman and secretary of the 
organization. The committee will be composed of two members 
from each of the ports opposed to the bill, including Baltimore, 
Norfolk, Philadelphia, Camden, Newport News and New Orleans. 
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a | Personal Notes | 


T. C. Taylor, for the last three years traffic manager of the 
Texas Portland Cement Company, Dallas, Tex., has been made 
assistant traffic manager of the International Cement Corpora- 
tion with headquarters at New York. 

George E. Evans, vice president in charge of operation of 
the Louisville and Nashville, has been made executive vice 
president, a new post. During the vacancy in the office of the 
president, due to the death of W. L. Mapother, Mr. Evans will 
perform the duties of that office. 

W. G. Trufant has been made general agent of the Denver 
and Rio Grande Western at New York. 

Cc. T. Collett has been appointed assistant to the director 
of traffic of the Southern Pacific lines in Texas and Louisiana. 
J. J. Grogan has been made general agent, freight department, 
at Chicago. J. H. Desherow has been appointed general agent 
at Minneapolis. 

James A. Perry, a member of the Georgia Public Service 
Commission since 1911, has been elected chairman of that body 
to succeed the late Paul B. Trammell. 

R. F. Smith has been made general freight agent of the 
Wheeling and Lake Erie at Cleveland. 

F. F, Robinson has been appointed general agent, the Union 
Pacific at Tulsa, Oklahoma. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of St. Paul met at luncheon Feb- 
ruary 23. E. F. Zelle, president, the Minnesota Motor Bus Asso- 
ciation, spoke on the development of motor bus transportation. 











The Pacific Traffic Association met February 16. Asiah 
Hale, safety superintendent of the Santa Fe, spoke on the rela- 
tion between the operation of safety appliances and the attitude 
of mind of employes, emphasizing the need for a co-operative 
attitude on the part of all employes. 





The Traffic Club of New York held its annual dinner Febru- 
ary 20. Dr. Nicholas Murray Butler was the speaker. 





The Traffic Club of Atlanta held a Washington’s birthday 
dinner February 22. Robert C. Alston, attorney, spoke on the 
difference between transportation in Washington’s time and now. 
He told how George Washington had pointed out the need for 
transit lines between the east and west in 1770, and later how 
he had surveyed the route followed first by the Erie and then 
by the New York Central. Washington, he said, was responsible 
for the establishment of the line of communication that was first 
the Chesapeake and Ohio Canal and then the Baltimore and 
Ohio Railroad. 





The Miami Valley Traffic Club held its fourth annual dinner 
at the Hotel Gibbons, Dayton, O., February 18. Besides the 
speaking, there was a program of musical entertainment. The 
Flotron-Walkup symphonic dance orchestra played, G. B. Mc- 
Clelland led songs, and R. E. Kline, pianist, played seveial 
numbers. 





The Shreveport Traffic Club will hold its annual dinner and 
election of officers at the Washington Hotel, March 15. Martin 
J. Insull, president of the Midwest Utilities Company, Chicago, 
will be the speaker. 





The Evansville Transportation Club held a meeting February 
17 at which transportation conditions in Florida and the subject 
of classification were discussed. The club will hold a “ladies 
night” and minstrel show in March. 





The Transportation Club of Buffalo met at luncheon Feb- 
ruary 24. G. H. Ingalls, traffic vice president of the New York 
Central, spoke on the subject, “Give a Thought to the Railroads 
of Tomorrow.” He emphasized the situation of Buffalo as a 
focal point of traffic and spoke of the city’s dependence on 
railroads. He touched briefly on the achievements of the carriers 
of 1923, 1924 and 1925, and sounded a note of warning that the 
roads would be unable to meet the traffic demands of the future 
if they were not allowed to earn enough to make their bond 
and stock issues attractive as investments. 





The Omaha Traffic Club held a meeting and dinner at the 
Elks Club February 23 and elected the following officers and 
directors: President, B. J. DeGroodt, A. G. F. A., C. G. W.; 
first vice president, E. W. Marr, T. M., Concrete Engineering 
Co.; second vice president, Thomas Waters, D. F. R., Pennsyl- 
vania; and secretary-treasurer, W. V. C. McCormack, T. M., 
M. C. Peters Mill Company; directors representing the railroads: 
F. Montmorency, G. F. A., C. B. & Q., E. R. Kerwin, D. F. & P. A., 
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Illinois Central, R. J. Ross, G. A. F. D., N. Y. C., W. D. Clifton 
G. A. F. D., U. P., G. W. Hall, G. A., C. & N. W., and H. G. Bocy 
G. A., D. & R. G. W.; representing shippers: M. S. Hartman 
T. M., Fairmont Creamery Company, E. F. Brown, T. M., Western 
Newspaper Union, GC. D. Blaine, T. M., Iten Biscuit Company 
J. J. Griffiths, T. M., Manhattan Oil Company, H. D. Bergen 
assistant manager, Omaha Chamber of Commerce Traffic Bureau, 
and J. A. Pleiss, T. M., Cudahy Packing Company. ; 





The Traffic Club of Baltimore will hold its annual meeting 
in the Rennert Hotel, March 2. The following ticket has beep 
nominated: For president, C. N. Eckhardt; vice president, A, 3 
Brannen and R. N. Keeling; secretary, C. C. Kailer; treasure; 
G. N. McGlathery; and board of governors, W. S. Burton, E. § 
King, J. S. Schad and W. H. Smallwood. 





The Traffic Club of Chicago will hold its annual election 
March 30. The following ticket has been, nominated: For 
president, Murray N. Billings, assistant traffic manager, Illinois 
Steel Company; first vice president, A. E. Clift, senior vice 
president, Illinois Central Railroad; second vice president, M. H. 
Kennelly, president, Werner Bros. Fireproof Storage Company; 
third vice president, Allen R. Gould, assistant freight and pas- 
senger traffic manager, Chicago & Northwestern; secretary, 
H. E. MacNiven, Edward Lasham Company; treasurer, J. 1. 
Howard, assistant comptroller, Chicago, Milwaukee & St. Paul, 
and for directors to serve for two years: E. S. Buckmaster, 
assistant general agent, American Railway Express Company; 
C. E. Clapp, division freight agent, Pennsylvania; C. A. Lahey, 
vice president traffic, The Quaker Oats Company; and R, J. 
Wallace, traffic manager, Jaques Manufacturing Company. 





The Savannah Traffic Club held its annual meeting January 
25. The following officers for 1926 were elected: president, 
R. B. Young, president, Savannah Bonded Warehouse & Transfer 
Company; vice presidents, H. M. Emerick, port agent, Ocean 
Steamship Company, and W. W. Tommins, traffic manager, 
Savannah Sugar Refinery Corporation; and secretary-treasurer, 
W. R. Alexander, vice president and manager, Thomas E. Grady 
& Company, Inc., Industrial Traffic Counselors. The next meet- 
ing of the club will be held at the Hotel Savannah, March 4, 
when about twenty-five new members will be present for the 


first time. The guests will be the members of Savannah Port 
Authority. 





The Capital District Traffic Association of the state of 
New York met at Albany, February 16. T. C. Smith, of the 
A. R. A., spoke on freight claims, and J. T. Blackburn, of Albany, 
spoke on the coal situation. There was a program of music and 
dancing. 





The Traffic Club of the Jamestown, N. Y., Chamber of Com- 
merce held its joint banquet with the Great Lakes Regional 
Advisory Board February 11. The Rev. O. F. Bartholow, of Mt. 
Vernon, spoke on “American Personality.” A program of vaude- 
ville and music was presented. 


LUMBER SHIPMENTS 


The National Lumber Manufacturers’ Association received 
telegraphic reports Feb. 25 of the status of the lumber industry, 
for the week ended February 20, from 377 of the larger softwood, 
and 125 of the chief hardwood, mills of the country. The 365 
comparably reporting softwood mills showed negligible decreases 
in production and new business, and a heavy increase in ship- 
ments, in comparison with reports from 368 mills the week 
earlier, When compared with reports for the same period a 
year ago—when twenty-three more mills reported—gratifying 
increases in all three items were noted. The noteworthy change 
in hardwood operations, when compared with reports for the 
previous week, was a ten per cent decrease in new business. 

The following table compares the national lumber movement 


as reflected by the reporting mills of eight regional associations 
for the three weeks indicated: 


Corresponding Preceding WK., 


‘ Past Week Week, 1925 1926 (Revised) 
Nn Se an 365 383 368 
PYGGUCHON.  ciccccscce 228,381,341 221,438,222 230,655,273 
“ee 256,538,748 223,045,708 232,614,868 
Orders (New Bus.).* 246,243,155 226,860,867 250,946,057 


The following revised figures compare the lumber movement 
of the eight regional associations for the first seven weeks of 
1926 with the same period of 1925: 


Production Shipments Orders 
B- Viwatclocvcceewks 1,496,944, 285 1,635,850,380 1,704,083,247 
BEE. waces cea seeecuns 1,471,091,330 1,560,688,859 1,512, 207,604 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. if “ 
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FLORIDA EMBARGO SITUATION 
The Trafic World Washington Burcau 


An early removal of all embargoes against freight destined 
to and from Florida is expected shortly by William P. Bartel, 
director of the Commission’s Bureau of Service. As he under- 
stands the situation, the Florida East Coast desired to eliminate 
rohibitions against all freight at the time the situation was 
materially changed on February 22, by the lifting of all embar- 
eoes other than those of road and building materials, automo- 
piles and trucks. The Florida East Coast broke away from its 
neighbors by removing the embargo against automobiles and 
trucks at the time the change was made on freight other than 
yoad and building materials. Mr. Bartel, at the time that change 
was made, was of the opinion that the carriers might have gone 
q little farther than they did. 

The director’s opinion was based upon personal experience 
gained through five weeks’ work in Florida, his return to 
Washington being coincident with the embargo change of 
February 22. Mr.’ Bartel went to Florida in January because, 
in his opinion, the railroad and shipper traffic’ men were not 
obtaining the results, in the handling of the situation Com- 
missioner McManamy and he thought they should be getting, 
Their view was based on the fact that, notwithstanding the 
efforts of the railroad men and the shipper traffic men, the 
volume of freight that was being handled was much less than 
the potential capacity of the railroads. 

Seven Commission inspectors went with the director. They 
made a personal examination of the situation in Jacksonville, 
the neck of the bottle, West Palm Beach, Sanford, Lakeland and 
Tampa. They, of course, went to other places, but the cities 
mentioned were the places where there appeared to be more 
knots that needed their personal attention than others. The 
director is not a railroad man. But the members of his staff 
were railroad men of different classes. Wherever there was 
any evidence of poor dispatcher work a dispatcher was sent to 
make a personal inspection of what was being done, with a 
view to checking up, particularly upon the untoward things 
that happened on account of things left undone which should 
have been done. He had former yard men, conductors, engine- 
men and men who know about freight house work. In addition 
to the seven he took with him he had the benefit of the work 
of inspectors of the Commission’s staff who had been in Florida 
conducting experiments in the refrigeration and dispatch of 
perishables. The latter had been working in co-operation with 
men from the Department of Agriculture and the railroads. 


Coincidentally the inspectors of the American Railway 
Association and representatives of shippers were working on 
the theory of the car service division of the American Railway 
Association, that the railroad men in Florida knew how to rail- 
road and were railroading. They devoted their attention to a 
rationing of the transportation that could be furnished. Bartel 
proceeded upon the assumption that there could and should be a 
larger output of transportation. 

Jacksonville was the first problem attacked. One of the 
first facts discovered by the Bartel party was that the Florida 
East Coast and its connections were wasting transportation in 
futile attempts to get empties through Jacksonville. The East 
Coast, for example, would tender cars to the Coast Line and 
the latter would refuse them, on the ground that they were not 
Properly routed; that is to say, they were not routed in ac- 
cordance with the home routing rule of the American Railway 
Association. The cars so refused would be sent back to the 
East Coat and the operation would be repeated until the empties 
were finally disposed of, but before their disposition was ac- 
complished some of the cars were passed back and forth as 
if they had been balls in a tennis game instead of cars that 
should be handled only once. , 

At Tampa the amazing fact was disclosed that there was 
no adequate yard check on one road; that is to say, no official 
could tell, by looking at his records, why or how long a given 
car had been in the terminal. A check was made for the benefit 
of Mr. Bartel, but it did not stand up. By the time one of the 
supervisory officials of the railroad was due to meet Mr. Bartel 
to discuss the facts shown by the yard check, the Bartel staff 
had checked the check and found it was not accurate. The two 
cars at the beginning of the check were shown as having been 
on a team track for thirty days or more. The reason given was 
that consignees had failed to unload. The Bartel forces’ check 
showed that the demurrage records of the railroad gave the 
reason for their detention that they had not been tendered for 
delivery. No demurrage, therefore, was accruing upon them. 
The Bartel check showed that the consignees had industrial 
tracks and that the cars were on team tracks a block or two 
away from the industry tracks. 

No further effort was made to explain the detention of cars 
as shown by that first effort to have an adequate car check. 
The railroad officials were left to do their own house cleaning. 

All the fault, however, did not rest upon the railroads. Mr. 
Bartel found consignees who were not doing their share. There- 
fore, he had the chamber of commerce appoint a committee of 
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twenty-five of the busiest business men to cooperate in the 


interviewing of such consignees. The twenty-five busiest men 
were asked to form that committee on the theory that the busi- 
est men, in the final analysis, would have the most time to 
devote to something that needed to be done. Adequate yard 
checks were established and the reason for loaded outgoing 
cars being held for thirty days or more established, the reason 
removed and the cars dispatched. 

Bartel and his inspectors walked the yards in which there 
was trouble and were able, personally, to talk about conditions 
when they met the officials who were supposed to know why 
things were not going better. They walked the yards at Tampa, 
Port Tampa and Uceta. At one of the freight houses they found 
sixty negroes picking up scraps of paper in the yards because 
the freight house cars had not been spotted, as they should 
have been, to enable the laborers to begin work at 8 o’clock. 
One yard crew was working, on overtime pay, because steam 
was not up in the other engines and the spotting could not be 
accomplished on time. A check of the power situation disclosed 
that approximately 25 per cent of the time of crews was being 
lost on account of delays of that sort. Higher officials, seem- 
ingly, were not advised about such things. The disabilities of 
the Atlantic Coast Line at Tampa, at times, according to Mr. 
Bartel, caused its cost of handling cars to range from 89 to 
$1.69 per car in comparison with about 85 cents on the Seaboard. 


Lack of records, such as a daily yard check, seemingly, was 
one of the causes of the breakdown, the chief evidence of which 
was the handling of something like 100 cars a day with facilities 
having a potential capacity of two or three times that many. In 
some instances, the lack of records seemed to be the result of 
a lack of clerical help, which could be traced to the inability 
of the railroads to retain their employes. In others it looked 
as if the men who were trying to do the work were of the gen- 
eration which carried all the necessary facts, or thought it did, 
in its head, the result being that empties were put on sidetracks 
and forgotten, so that loads could not be moved without a deal 
of switching, for which engines were not available when the 
deluge came. 

Mr. Bartel found consignees willing to dray their shipments 
from any point at which the carrier would spot them, but their 
difficulty lay in the fact that the railroad officials with whom 
they had to deal were unable to tell them where the cars might 
be found. Bartel and his men walked through the yards, noted 
car numbers and locations and then had the baffled railroad men 
attack the accumulations in a logical and systematic way, so 
that at the end of five weeks the flow of traffic had become so 
regular that, as before indicated, the embargo lifting order of 
February 22 was put out. 


“Instances of local disability are trivial as contrasted with 
what the railroads have done in contribution to the prosperity 
and upbuilding of that state,” said M. J. Gormley, chairman of 
the car service division of the American Railway Association, 
in a statement concerning the Florida situation, the organization 
of the Florida division of the Southeast Shippers’ Advisory 
Board, and its work for the improvement in transportation 
conditions. 

The central ideas in the statement were to show the im- 
mense expansion of everything in Florida, making unprecedented 
demands upon the railroads, that the demand for more trans- 
portation was being met by the increase in the facilities of the 
railroads and the organization of a Florida division of the South- 
east Advisory Board to apportion the available transportation 
among the users of transportation, on a percentage basis, based 
upon the requirements of each shipper or receiver of freight. 
To show the problem the railroads have been compelled to solve 
Mr. Gormley has compiled a few figures indicating the growth 
of one of the larger cities, from 1920 to 1925. He used those 
figures because, as he said, there were no composite figures 
indicating the growth of the whole of Florida. His figures 
showed an increase in bank deposits in that city from $17,221,- 
752 to $179,375,865 in 1925, an increase of 941 per cent, and an 
increase in 1925 over 1924 of 219 per cent; bank clearings, 1924, 
$212,353,000, and in 1925, $1,075,000,000; building permits, 1920, 
$4,453,000, and $60,026,260 in 1925. 

As to another city, he showed an increase in population, 1925 
over 1920 of 304 per cent and 1925 over 1910, of 1,912 per cent. 
Continuing, he said: 


The above illustrations are typical of the growth of the larger 
cities of the state during the past few years. It is needless to say 
that railroads can not build locomotives, lay track, and expand their 
machine as fast or in the same proportion to match a growth such 
as indicated by these statements. An individual can decide that he 
desires to build a house today and the lumber yard can order the 
material this: afternoon, but a railroad can not so speedily increase 
its capacity, its personnel or its ability, to meet such extraordinary 
demands. I believe this fact is well understood. Nevertheless the rail- 
roads of Florida did, commencing three years ago, adopt a tremen- 
dous expansion program in anticipation of this public demand. Ad- 
ditional lines have been extended into many parts of the state. 
Present facilities have been expanded and improved, and in one case 
an entire railroad is laying a second main line and reconstructing 
practically all of its physical facilities. The completion of such 
programs necessarily depends upon the receipt of materials and 
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the sufficiency of labor supply. It should also be understood that 
much of the construction on the railroads has taken place during the 
very peak of the building and real estate expansion of the state, 

Disregarding individual instances of carrier or receiver disability 
and viewing the situation from the standpoint of the business in- 
terests as a whole and the prosperity of the people, every factor 
only substantiates a positive refutation of this criticism. The rail- 
roads have not been able to handle all of the business that each 
shipper and receiver called for at the time specified. Any physical 
transportation machine which could have done so would have auto- 
matically acknowledged an over expansion of facilities for many 
prior years. Nevertheless instances of local disability are trivial as 
contrasted with what the railroads have done in contribution to the 
prosperity and upbuilding of that state. , 

Railroad “A,” serving many parts of the state of Florida, re- 
ceived 222,553 cars from connections in 1920; 384,000 in 1924 and 446,- 
967 cars in 1925. A ’ 

Railroad .“B,” also’ serving many sections of Florida, received 
285,950 cars from connections in 1920; 311,890 cars in 1924 and 375,- 
148 cars in 1925. 7 

Railroad ‘‘C,” operating entirely within the state of Florida, re- 
ceived 33,984 cars from connections in 1920; 68,459 cars in 1924 and 
88,968 cars in 1925. 

Notwithstanding that they were unable to accept all of the traffic 
during the peak, when shippers and receivers desired, it can truth- 
fully be said that these railroads have made a very major contribu- 
tion to the state’s growth during the very period of their owh ex- 
pansion when operation was hampered by the transport of ma- 
terial and the construction of their own lines. The influx of traffic 
into Florida necessitated transportation control and this was brought 
about by the so-called state-wide embargo. 


OCEAN FREIGHT RATES WEAK 


The Trafic World New York Bureau 


The full cargo market this week showed a weakness which 
would have been demoralizing if owners had been compelled to 
follow prices downward. In many cases they refused to do so, 
and sent out their ships in ballast instead. The reason was the 
almost complete absence of demand from shippers and the over- 
supply of vessel space, which has not yet had time to become 
affected by the termination of the coal strike. The intluence of 
the latter on the situation will become noticeable gradually. 
Ships are still arriving from the other side ~with coal cargoes 
and are available for prompt loading on the return voyage. This 
movement will diminish steadily as inward coal shipments Ge- 
cline, and a more normal relation between supply and demand 
will be established. 

The grain market was practically non-existent. A small ves- 
sel was fixed from Baltimore with heavy grain for Antwerp or 
Rotterdam at 8% cents a 100 pounds, and other ships were 
offered down to 8 cents without attracting business. Several 
were offered to the United Kingdom at two shillings a quarter 
without takers. 

Several vessels were fixed to West Italy with coal cargoes at 
rates ranging down to $2.60 to $2.55 a ton, and others were avail- 
able at the same figures. Two vessels were closed to Rio at $3.40 
and $3.50 a ton, and a ship was fixed in London to the River 
Plate at $4.15 a ton. The latter was considered a strong rate 
under existing circumstances. 

The Gulf-Plate lumber market was weaker, due to the fact 
that, as other trades were dull, shipowners turned their attention 
to the lumber movement as a possible source of profit. Vessels 
were offered freely, despite the fact that it is difficult to get 
return cargoes from the Plate region. Little activity was noted 
in the sugar traffic. 


The rate on flour from north Atlantic ports to Rotterdam 
and Amsterdam was reduced from 22 to 20 cents a 100 pounds. 

Certificates of origin to accompany exports to Greece have 
been recently prepared by the New York Merchants’ Association 
in order to give the holders of such certificates the benefit of 
tariff preference at destination under the Greek law. The asso- 
ciation has been informed by the Greek consulate that instruc- 
tions have been cabled from the home office making further 
certification by commercial organizations unnecessary. Here- 
after, therefore, exporters to Greece should prepare certificates 
of origin to be transmitted to the consignee, but certification by 
the Merchants’ Association will no longer be necessary. 

A new schedule of rates for the storage of spot sugar has 
been issued by warehousemen of the Port of New York. The 
rate for storage has been 70 cents a month and the new rates 
will be 70 cents a month for the first four months with a reduc- 
tion of 30 cents to 40 cents per month for the next eight months. 
As a result of this cut it is anticipated that sugar will remain 
on storage for longer periods than heretofore. 

Among the matters to be considered at the joint meeting 
of the Atlantic Far East Conference and the Pacific Westbound 
Conference at Los Angeles, March 7, is the question of the $9 
minimum on transshipments to the Far East, according to E. J. 
A. Watts, general secretary of the Pacific Westbound Conference. 


U. S. WATER-BORNE COMMERCE 


The water-borne foreign commerce of the United States, in 
the fiscal year 1925 exceeded 93,250,000 tons, and more than 78 
per cent of this entire movement was conducted through nine- 
teen American ports, each of which handled in excess of 1,000,000 
cargo tons of imports and exports, according to a survey pre- 
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pared by the Bureau of Research of the Shipping Board, which 
says: 


New York, our premier port, brought her total up to 22,200,099 
tons, an increase of 5 per cent over the transactions of that port ip 
the previous year and nearly 24 per cent of the volume of our total 
foreign trade in the fiscal year 1925. 

Mobile advanced to the million ton class, and her 1925 total of 
1,090,000 tons is the greatest recorded in the history of that port. 

This survey presents striking evidence of the development of 
ports in the Southern States, as in the resume by States it is noteq 
that every state from Virginia to Texas shows an increase over 1924 
while, with the exception of Maine, every state on the Atlantic anq 
Pacific coasts handled in 1925 a less volume of cargo tonnage than in 
1924. 

The following table contains a list of the ports handling in excess 
of 1,000,000 tons, together with the tonnage total of each: 

New York, N. Y., 22,222,965; New Orleans, La., 9,410,331; Phila- 
delphia, Pa., 5,736,805; Baltimore, Md., 5,485,071; Los Angeles, Calif, 
3,751,700; Buffalo, N. Y., 3,384,339; Galveston, Tex., 3,143,701; Norfolk, 
Va., 2,912,890; San Francisco, Calif., 2,681,199; Boston, Mass., 2,302,- 
803; Houston, Tex., 2,198,504; Port Arthur, Tex., 1,804,128; Newport 
News, Va., 1,664,427; Baton Rouge, La., 1,186,494; Mobile, Ala., 1,090,- 
489; Perth Amboy, N. J., 1,041,043; Cleveland, Ohiq, 1,041,016; Seattle, 
Wash., 1,036,739; Portland, Ore., 1,009,443 tons. 


HANEY RESIGNS 


The Trafic World Washington Burcay 


Commissioner Haney, of the Shipping Board, February 23 
submitted his resignation to President Coolidge to take effect 
March 1. Reports have been in circulation that he would quit 
in order to become a candidate on the Democratic ticket in 
Oregon for United States Senator. Mr. Haney said he would 


have nothing to say on that subject until he had returned to his 
home in. Portland. 

The resignation brings to a close the situation created last 
summer when President Coolidge sent the commissioner a brief 
telegram calling for his resignation on the implied ground that 
he had broken faith with the President by opposing former 
President Palmer, of the Fleet Corporation. Mr. Haney denied 
that he had made any promises to the President and refused to 
resign. When Congress convened, the President could have 
displaced Mr. Haney at once by nominating someone as his suc- 
cessor, but, although the President has had the matter under 
consideration, he has not appointed a successor. 

Mr. Haney’s letter of resignation was as follows: 


On Aug. 27 of last year you requested my resignation as a com- 
missioner of the United States shipping board, stating that my 
action in trying to remove the president of the Fleet corporation was 
contrary to an understanding I had with you at the time of my reap- 
pointment. In my letter to you on Aug. 28 I answered your request, 
setting forth at length that no such understanding had ever existed, 
and frankly pointed out that I could not at any time have agreed to 
take any action which I believed might be prejudicial to the govern- 
ment shipping interests, or in conflict with my obligation under the 
law as I interpreted it. Accordingly I declined to resign, as my 
resignation might have been construed to be an admission that I had 
entered into the understanding you mentioned. 

Under the then inefficient admistration of the Fleet corporation 
the government fleet continued to lose ground rapidly to foreign 
shipping interests and I felt it my duty to take every action possible 
to correct this condition. 

The shipping board on Oct, 1 reasserted its power with respect to 
the duties imposed upon it by law and made such changes in per- 
sonnel and administrative policy as to re-establish the regional con- 
trol of the government-owned merchant marine, in accordance with 
the provisions of the law creating the shipping board. 

These changes have brought increased revenues, lessened the cost 
of operation, reduced the personnel of the Fleet corporation and 
greatly increased the number of government ships in operation, with 
the resulé that American shippers today are being furnished a sub- 
stantially better service and foreign shipping is no longer gaining 
ground at the expense of the government-owned fleet. 

These necessary reforms in the admistration of the Fleet corpo- 
ration were made prior to Dec. 7 last, the date of the 69th congress 
convened. At that time you announced that it was your intention 
not to reappoint me and informed Senator McNary of your desire to 
nominate an Oregonian to succeed me as a commissioner of the 
United States shipping board. Since then I have expected daily to be 
relieved from service by your action. 

It has been my desire to allow you ample time within which to 
reach a decision as to my successor, but after a lapse of almost 
three months, in the absence of any action by you, and in view of 
the fact that my commission expires at the close of the present 
session of the senate, I now feel that I may.properly end my service. 

For these reasons I hereby tender my resignation as a com- 


we of the United States shipping board, to take effect March 1, 


HELL GATE BRIDGE HEARING 


The Traffic World New York Bureau 


Billings Wilson, traffic manager of the New York Port Al 
thority, and William W. Drinker, chief consulting engineer, were 
two of the principal witnesses February 25 at the joint hearing 
by the Interstate Commerce Commission and the New York 
State Commission in proceedings instituted by the Port Authority 
to open Hell Gate Bridge, of the New York Connecting Railroad, 
to interchange with the New York Central. 

Mr. Drinker testified that the all-rail route into Long Island 
via the Hell Gate bridge was an essential feature of the com- 
prehensive plan adopted by the states of New York and New 
Jersey under their compact, ratified by Congress. It was to 
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have been handled by car float over the bridges at Long Island 
city of the Long Island Railroad. 


APPEALS IN ADMIRALTY CASES © 


The Senate has passed Senate bill No. 989, amending section 
129 of the judicial code, as follows: 


Be it enacted, etc. That section 129 of the Judicial Code is hereby 
amended by adding thereto the following: 

“In all cases where an appeal from a final decree in admiralty 
to the circuit court of appeals is allowed an appeal may also be taken 
to said court from an interlocutory decree in admirality determining 
the rights and_ liabilities of the parties: Provided, That the same is 
taken within 15 days after the entry of the decree: And provided 
further, That within 20 days after such entry the appellant shall give 
notice of the appeal to the appellee or appellees; but the taking of 
such appeal shall not stay proceedings under the interlocutory decree 
unless otherwise ordered by the district court upon such terms as shall 
seem just.” 


SHIPPING SITUATION IMPROVES 


As the year 1925 drew to a close, it was evident that world 
shipping had improved somewhat from the reactionary tendencies 
of the first six months, says the transportation division of the 
Department of Commerce. In the early part of the year idle 
tonnage increased almost steadily, and by July 1 the laid-up 
shipping amounted to nearly 1,000,000 gross tons more than at 
the beginning of the year. 

Figures compiled by the division show that, as of January 1, 
1926, idle world tonnage totaled 5,845,000 gross tons, as compared 
with 6,753,000 gross tons, as of July 1, 1925; and 9,128,000 tons 
as of January 1, 1923. Idle American tonnage totaled 4,120,000 
gross tons as of January 1, 1926, as compared with 4,253,000 
gross tons as of July 1, 1925, and 5,328,000 gross tons as of Janu- 
ary 1, 1928. Idle British tonnage at the close of 1925 was 613,- 
000 gross tons or less than at any time since the depression 
began. Continuing, the division says: 


New tonnage augmented the world’s seagoing steam and motor 
shipping during the year ended June 30, 1925, increasing the total 
on that date to 58,785,000 gross tons, or 1,308,000 tons more than a 
year earlier, and 16,271,000 tons more than on June 30, 1914. 

Of the countries that increased their merchant fleets in 1925, 
Norway was first with a 10 per cent advance. Italy followed with 
8 per cent, Germany with 4% per cent, and the United Kingdom with 
2 per cent. In the United States, however, there was a decrease of 


the west, or New Jersey, side of the port with those of the east 
side of the port and added that the only direct rail route that 
could be provided at present to and from the west for Long 
Island shippers was via Hell Gate. He explained how, with the 
aid of the Commission, the Port Authority had succeeded in 
having established what is known as Belt Line No. 13, in New 
Jersey, where routings involving, in some instances, 187% miles 
had been reduced to 42% miles, and three uniform scales of class 
rates for freight established in place of 54 different scales. Belt 
Line No. 13, he said, had a direct relation to direct service be- 
tween Long Island and New Jersey as contemplated by the com- 
prehensive plan, though that relation was temporary, as it was 
expected that Belt Line No. 1 would supersede it, in time. Belt 
Line No. 1 was to be built back of the Palisades in New Jersey, 
linking up all the railroads there and getting to Long Island 
ultimately by tunnel under upper New York Bay. 

Mr. Wilson’s testimony showed that the purpose of the pro- 
ceeding was to provide an all-rail freight route to the west and 
north for Queens, Brooklyn, and the rest of Long Island via the 
Port Morris yard of the New York Central and the adjoining 
Oak Point yard of the New Haven in the Bronx, and the New 
York Connecting Railroad. The latter, a four-track line, runs 
from Oak Point, across the Hell Gate bridge to Sunnyside Junc- 
tion, where the two passenger tracks diverge to gain connection 
With the tracks leading into the Pennsylvania terminal in Man- 
hattan. The two freight tracks continue to a connection with 
the Manhattan Beach division of the Long Island Railroad at 
Fresh Pond Junction, about midway between Long Island City 
and Jamaica. 

The route was open and in use during the period of federal 
control and for a short time thereafter. Then the New Haven 
raised rates to a point which the New York Central refused to 
Day. Since then all Central shipments to and from Long Island 
effectuate the comprehensive plan that the Port Authority had 
been created. Four principles of the comprehensive plan, he 
added, had a direct bearing on the opening of the Hell Gate 
route; principle No. 1—that terminal operations should be uni- 
fied; principle No. 3—that there should be the most direct rout- 
ing of all commodities so as to avoid centers of congestion, 
conflicting currents, and long truck hauls; principle No. 5—that 
the process of coordinating facilities should, so far as practicable, 
adopt existing facilities as integral parts of the new system; 
Principle No. 9—that definite methods for prompt relief should 
be devised which can be applied for the better coordination and 
Operation of existing facilities, while larger and more compre- 
hensive plans for future development are being carried out. 

With the aid of a map, he showed that one of the objects 
of the comprehensive plan was to link up the rail terminals on 
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1 per cent. The growth of Germany’s fleet was retarded, in compari- 
son with the years immediately preceding. 

World shipbuilding at the close of 1925 had declined to a new 
low postwar level. Only 2,046,000 gross tons of steel steamers and 
motor ships were under construction at that time, according to 
Lloyd’s Register. This total represents a decrease of 404,000 tons, 
or 16% per cent, from that on the ways at the close of 1924. More- 
over, at the end of 1925, work had been ordered suspended on 113,000 
tons, of which 97,000 tons were in Great Britain and Ireland. 

Motor ships continue to be the outstanding feature in shipbuilding. 
The total under construction on December 31, 1925, was 84,000 tons 
more than on the corresponding date of the preceding year, but the 
total of steamers was 488,000 tons less. Of the aggregate shipping 
under construction at the close of 1925 motor vessels composed nearly 
50 per cent, whereas a year earlier they composed 37% per cent. 


SALE OF ADMIRAL ORIENTAL LINE 
Negotiations looking to the sale of the Admiral Oriental 
Line will be resumed by President Crowley, of the Fleet Cor- 
poration, March 15. R. Stanley Dollar, the present managing 
operator of the line, and who wishes to acquire the property, 
and others will confer with President Crowley at that time. 


PACIFIC COAST LUMBER DISTRIBUTION 


The Board of Harbor Commissioners of the Port of Wilming- 
ton, Del., announces the arrival of the S. S. West Keats at the 
Wilmington Marine Terminal with a cargo of lumber from Grays 
Harbor, Wash. The shipment consisted of about four million 
feet and is the first under an agreement between the Board of 
Harbor Commissioners and a number of mills in Washington 
and Oregon, operating as the Eastern Terminal Lumber Com- 
pany and represented by W. H. Abel of Montesano, Wash. 

So far there has been in the Wilmington district no large 
distributing center for Douglas fir, spruce, and hemlock origi- 
nating on the Pacific coast, and the facilities for handling lumber 
economically at the Wilmington Terminal is expected to result 
in the development of a volume of business. It is expected that 
the lumber company will install special mechanical equipment 
for the handling of lumber. 

The board made application to the railroads serving the 
terminal for the establishment of commodity rates on lumber 
that would enable shippers through the port of Wilmington to 
compete with those in Baltimore and Philadelphia to points in 
the interior. This schedule of rates was submitted to the board 
by the carriers and checked. Subsequently a tariff providing 
for their establishment was published, and it is now expected 
that those Pacific coast mills will make shipment to the Wil- 
mington Marine Terminal of at least one and probably two car- 
goes each month. 

The officers of the Eastern Terminal Lumber Company are: 
Clarence Blagen, president; G. E. Anderson, vice-president; W. 
H. Abel, secretary; T. L. Haines, manager. Thomas L. Haines 
has been appointed manager for the company. It will maintain 
headquarters at the Wilmington Terminal. 

It is expected that shipments for the interior as far west as 
Ohio will be handled through the Wilmington Marine Terminal. 


SUGGEST NEW FREIGHT AVERAGE RULES 


John W. O’Leary, president of the Chamber of Commerce 
of the United States, has been urged by the American Committee 
on General Average Rules to seek adoption of a modified form 
of the York-Antwerp Rules of 1924 by American shipping in- 
terests to give the new rules the test of actual practice. The 
committee report follows a detailed study of the opinfons ex- 
pressed by domestic shipping and commercial officials, and the 
objections previously expressed in this country to the Stockholm 
rules. 


RATES ON GRAIN AND FLOUR 


The Traffic World Ottawa Bureuu 


The battle over Pacific coast rates on grain and flour has 
been renewed before the Railway Commission. An application 
by the provinces of Alberta, Saskatchewan, and British Columbia 
was scheduled to be heard on February 16, but the whole after- 
noon was occupied in determining whether or not it should be 
considered now or as part of the general rate investigation. 

The application covers two points. It asks, in the first place, 
that rates on grain and flour to Pacific coast points for export 
“be corrected to basis of equalization proportionate to distance 
as such grain and flour would carry if moving eastward for ex- 
port,” as provided in an order of the board. 

Second, it asks that the board set a mileage scale of what 
rates on grain and flour to Pacific ports in Canada for export 
should be. 

At the outset of the hearing, objection was voiced. Com- 
missioner Lawrence said he believed the matters contained in 
the application could not be dealt with by the board save as 
part of the general rate investigation. 

He based this view on statements made by five members of 
the board in judgments recently issued. These judgments, he 
contended, made it clear that such matters should be dealt with 
only as part of the general rate investigation, and he “was not 
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ee enough to go back and change a judgment I have already 
signed.” 

E. P. Flintoft and Alistair Fraser, for the Canadian Pacific 
and Canadian National Railways, agreed with the view expressed 
by Commissioner Lawrence. They made formal objection to the 
application being heard before the general rate investigation. 
This objection was contested by S. B. Woods, for the province 
of Alberta, and W. H. McEwen, appearing for the province of 
Saskatchewan. It was then considered by the board and oral 
judgment given by each of the six commissioners in turn. 

The result was a decision to hear the application. Chief 
Commissioner McKeown, Deputy Chief Commissioner Vien and 
Commissioner Oliver all took the view that the application was 
in order and might be heard and disposed of by the board now. 
Commissioners Boyce and Lawrence took the ground that the 
application was not in order, in view of judgments already ren- 
dered, and that it could not be dealt with by the board save as 
part of the general rate investigation. Assistant Chief Com- 
missioner McLean agreed with the chief commissioner that 
the first part of the application dealing with the order in regard 
to rates on westbound grain and flour could be dealt with at the 
present hearing. He disagreed, however, in regard to the sec- 
ond part of the application. The question of establishing a 
mileage scale of grain and flour rates for the west, based on the 
eastern Crow’s Nest rates, involved going into the eastern rates 
and brought in questions of discrimination, etc., which should be 
dealt with in a general investigation, he thought. 

However, as the board had decided in favor of hearing the 
application in so far as the first part was concerned, by a vote 
of four to two, and was evenly divided on the second part of the 
application, the whole application was proceeded with. 

J. W. Ward, representing the Canadian Council of Agricul- 
ture, contended that the railways were violating the law and 
the order of the board, and were not making Crow’s Nest rates 
effective in the west as instructed to do. People were beginning 
to wonder who was supreme in the country, the railways or the 
government, he said. 

At the opening of the hearing, G. G. McGreer, representing 
the province of British Columbia, requested that his province be 
associated with Alberta and Saskatchewan as applicants in the 
case. 

When the sitting of the board was resumed, February 17, it 
was urged to deal promptly with eastbound grain and flour rates 
to Fort William. Commissioner Boyce declared that it was a 
claim for preferential treatment outside the general rate inves- 
tigation. 

The incident occurred when W. H. McEwen, counsel for 
Saskatchewan, declared that the order of the board issued last 
June fixing the eastbound grain and flour rates, was not being 
complied with by the railways. It was an application for C. P. 
Ry. main line rates to be applied generally on western lines. 

If the railways were not living up to the order issued by the 
board, then the remedy was under the railway act, declared Com- 
missioner Boyce. A new order would not make any difference, 
he said. . 


Mr. McEwen said, “the Crow’s Nest situation should be 
cleared up.” The province of Saskatchewan had been con- 
tinuously involved in the thing since 1923. 

Commissioner Vien sustained the claim of the Saskatche- 
wan counsel that he had the right to make an application to 
insure that the order was complied with. 

S. B. Wood, counsel for Alberta, also said that the order of 
last summer was not being complied with, and filed exhibits to 
show excesses of certain lines. 

On the following day a hint of a possible departure from 
the customary rate-making policy of the board was given. HE. 
P. Flintoft, counsel for the Canadian Pacific, had argued that 
the two western provinces had not proved their case that there 
was undue discrimination in the existing rates, and had held that 
he was not bound to argue against discrimination until it was 
established as a prima facie case. 

Into this argument broke Mr. Vien, deputy chief commis- 
sioner, with a statement that he did not propose to be bound by 
what the board had decided ten years ago as to what con- 
stituted discrimination. He declared his view that the order-in- 
council of last June in calling for equalization of rates had set 
out a new policy and that the board was bound to carry out that 
policy. None of the other members of the board expressed an 
opinion on this position. 

The day was occupied by the argument of Mr. Flintoft, for 
the Canadian Pacific. Counsel for Saskatchewan and Alberta 
had called on the board to put into force all over the west, on 
all the branch lines, the same mileage rates as have been in 
force on the main line of the C. P. Ry. This claim was submitted 
to criticism by Mr. Flintoft who, in an analysis of the history 
of these rates, pointed out that the present rates could not be 
said to be based on a mileage scale and, further, that the exist- 
ing rates on branch lines as well as on the main line had been 
recognized by a judgment of the board as being in conformity 
with the Crow’s Nest Pass agreement. 

The absence of a mileage system from the Crow’s Nest’ Pass 
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rates was shown by Canadian Pacific counsel from the figure 
submitted to the board by the counsel for Alberta and Saskat. 
chewan. These figures had shown the same rates as applyin 
between groups of stations, but in some cases if applied OVer a 
territory of 16 miles and in others over a territory of 70 or even 
99 miles. 

As to the claim that the branch line rates in the west Were 
not Crow’s Nest rates, Mr. Flintoft quoted the judgment of the 
board given in 1918 in which rates on the branch lines Were 
explicitly recognized as being in harmony with the Crow’s Nest 
Pass act. 

Mr. Oliver championed the doctrine that mileage was the 
principal factor in questions of discrimination and inquired why 
grain rates should not be built on a mileage basis. ; 

Mr. Flintoft replied by quoting the opinion of Mr. Hardwelj 
former chief traffic officer of the board, that the existing wes. 
ern rates were on a zone basis, that this was incompatible with 
a mileage basis and that a mileage system would not be in the 
best interests of the country. 

“You will never get a mileage rate in the west that will be 
satisfactory in the west,” commented the Canadian Pacific coup. 
sel, remarking that, if such a system were established one day, 
it would be changed the next. 

He pressed on the attention of the board the consideration 
that there were other grievances from other parts of the country 
that were just as much in need of being heard as that of Alberta 
and Saskatchewan; therefore, all these grievances should be 
handled together in the general rate investigation. 

“You mean,” suggested Commissioner Boyce, “that the rate 
structure cannot be examined bit by bit, a piece pulled out here 
and there?” 

“Yes,” agreed Mr. Flintoft, adding that the furthest pos. 
sible thought from the mind of the cabinet, when the general 
rate investigation was ordered, was that any special favor should 
be granted to any particular part of the country. The railway 
cases were being prepared in connection with the general in- 
vestigation. “It is not fair to ask us to meet this individual 
case apart from the general inquiry,’ said he. Replying to the 
charge made the day before that certain freight tariffs were in 
excess of those ordered by the government last June, Mr. 
Flintoft said the tariffs in effect on all the company’s lines west 
of Fort William were in compliance with the order of June, as 
issued. It was pointed out that the railway counsel and traffic 
staffs were much engaged now in preparing their case for the 
general investigation and the 60 submissions involved in that. 

Commissioner Vien defended the board against criticisms of 
delay in dealing with the general investigation. For instance, 
he said, the Maritimes had been asked on July 9 to submit their 
case by the middle of August, while actually the case had been 
received on February 12. 

Mr. Flintoft said the eastbound rates on grain and flour 
which were being contested by western counsel had been, in 
effect, unopposed since 1922. 


The hearing adjourned February 19 at a critical juncture. 
When adjournment was decided on, there was before the board 
a question as to whether a material part of the case of Alberta 
and Saskatchewan should not be disallowed. Mr. Vien had ex- 
pressed a doubt as to whether these provinces were not- out of 
court on this matter, and Chairman McKeown had disagreed, 
but added a remark that he was probably in a minority. 

S. B. Woods, for Alberta, and W. H. McEwen, for Saskatch- 
ewan, had been arguing the claim for reduction of the east- 
bound rates on three main grounds. They had asked for the 
application of the C. P. R. main line rates all over the prairies, 
contending that the branch line rates were not Crow’s Nest Pass 
rates; they asked for the application generally of certain mile- 
age groups contained in the original tariffs on the main line, 
and they argued that the existing rates constituted an unfair 
discrimination and so a violation of the railway act. 

When Mr. Woods was arguing this latter point in his reply 
to railway counsel, he was interrupted by Mr. Vien with a 
question as to whether the question of unfair discrimination 
came within the terms of the notice given by the Alberta counsel 
September last. Mr. Woods had previously stated that, in Sep- 
tember, he had not had the matter of discrimination in mind, 
and Mr. Vien based his question on this remark by counsel. Mr. 
View went on to say that Mr. Woods had not complied with the 
rules of the board on this point and that, therefore, he could not 
argue this branch of the subject. There was considerable dis- 
cussion between members of the board and counsel, and then 
Chairman McKeown said he recognized that the point taken by 
the deputy chief commissioner was technically correct, but that 
he was disposed to have the whole question argued at the pres- 
ent time. He added, however, that he feared he was in a minor- 
ity in favoring going on with the argument. 

The statement by Chairman McKeown brought to the front 
a change in the attitude of the board on the case. The general 
argument on the eastbound rates had been entered on because 
the board had divided evenly on a motion made by E. P. 
Flintoft, counsel for the Canadian Pacific, that it should be post- 
poned until the general rate case. At that time the chairman, 
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the deputy chief commissioner, and Commissioner Oliver favored 
nearing the case now, while the other three, Assistant Chief 
Commissioner McLean and Commissioners Boyce and Lawrence, 
thought it ought to be left over till the general investigation. 
The opinion expressed by Mr. Vien, the chairman intimated, 
jooked in the direction of creating a majority against continu- 
ing the hearing, at least on the question of discrimination, which 
mr. Woods had regarded as of great importance. 

After Chairman McKeown had expressed his opinion, a brief 
argument followed as to what course should be followed. It de- 
yeloped that the issue was a tangled one, and that the argument 
over it would be extended. Consequently, at this point, with the 
scope of the inquiry in doubt, the board adjourned until February 


4, 

’ The reply of the Canadian National Railways to the applica- 
tion of Saskatchewan and Alberta for an eastbound mileage 
rate on grain to Fort William was heard. 

A. Fraser, National Railways counsel, argued that statutory 
rates applied to the system for the first time in 1925. This was 
done by the amendment to the railway act instructing the board 
to revise rates except on grain and flour. 

The original Canadian Pacific tariffs of 1889 were gov- 
erned by the Crow agreement and these must now apply to the 
71 points then on the Canadian Pacific, but now on the Canadian 
National. Under the statute, it was argued, these must apply 
over both companies’ lines. The act of 1925 sent the Canadian 
National back to the Crow rates—the intermediate rate history 
meant nothing. 

The complaint made by the applicants was that the Cana- 
dian National was out of line, in the matter of rates, with the 
Canadian Pacific main lines. Actually C. N. R. rates on branches 
had been built on C. N. R. main line basis. 

Speaking of the mileage basis applied for, Mr. Fraser said 
that, in view of the Crow’s Nest statute, a mileage basis could 
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not be applied. Various points on C. N. R. lines were compared 
to show that there was no mileage basis. 

Answering a question asked by Commissioner Oliver, Mr. 
Fraser said it was his belief that certain C. N. R. rates were 
outside the law by reason of the fact that they were lower than 
Crow rates. The 26-cent rate from Edmonton to Fort William 
was an example of this, he said. As to the charge of discrimina- 
tion, it could not be established because, whatever the rates 
were, they were made by statute. 

A mileage freight rate scale, said Mr. Fraser, was impos- 
sible throughout the system by statute; moreover, it was appar- 
ently impractical, although he was prepared to make an 
extensive inquiry into it. 


ROUYN RAILWAY HISTORY 


The Traffic World Ottawa Bureau 


Charging that the Canadian National Railways and the gov- 
ernment had combined to organize the Rouyn Railway Company 
and to construct a branch line without the authority of Parlia- 
ment, Sir Henry Drayton, in a speech in Parliament, revealed 
what one critic called “a new chapter in Canada’s railway 
history.” He said the Canadian National had begun the con- 
struction of a branch line into Rouyn after numerous railway 
developments in the west had been refused, and after the Nipis- 
sing Central Railway, a subsidiary of the Temiskaming and 
Northern Ontario Railway, had been denied permission to cross 
the Quebec border with their lines. 

The Nipissing Central had only 30 miles to build, and was 
ready to proceed under federal charter. The Canadian National 
had 45 miles to build, at an estimated cost of $110,000 a mile, 
based on the bond issue of $5,000,000. Sir Henry said it was 
understood that the Quebec government was afraid that if the 
Nipissing Central went ahead, the Rouyn gold fields would be- 
come tributary to Ontario. The Quebec government, he said, 
had no authority to build the road itself and was unwilling to 
initiate direct action in the matter. The Canadian National en- 
tered the story at this point, although the publicly owned system 
also lacked legislative authority to proceed and-was, therefore, 
forced to move by evasion. 

The Canadian National, he charged, after the Minister of 
Railways had stated in the House that outside capitalists would 
handle the financing, formed a company among the stenogra- 
phers and clerks in the head office at Montreal and, through 
them, secured the charter for the Rouyn Railway Company and 
other statutory rights from the Quebec legislature. He said 
there was not a cent of paid-up capital, and the company was 
nothing buta dummy. The Rouyn Railway Company was organ- 
ized in September, 1925, and at one of the first meetings the 
“millionaire stenographers” put through a resolution author- 
izing the construction of the road in the expectation and on the 
understanding that it would be leased to the federal government 
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under a rental sufficient to pay an authorized bond issue of 
$5,000,000, of which $3,000,000 was to be issued at once. 

The lease between the dummy company and the government, 
he said, was one of the most extraordinary documents ever 
printed. He characterized the whole proceeding as “a smoke 
screen and a dirty one, at that.” The lease provided that the 
government should pay in rental sufficient to cover the interest 
on the bonds and to contribute the whole sinking fund, or, in 
other words, $5,000,000, additional, so that the bonds could be 
retired at maturity. A further sum of $1,000 was added to the 
rental to cover the expenses of the dummy company, and one 
of the worst features, he said, was that the whole rental should 
be free of all Canadian taxation. He said the proof of the charge 
that the Rouyn Railway Company was only a dummy concern 
was to be found in the apparent course of those who sought to 
safeguard the investors in the bonds of the company. The lease 
first provided that the rental the government must pay was to 
be assigned by. the company to the trustees for the shareholders 
and for the sinking fund. In addition, the government had been 
made eventually responsible for the whole indebtedness, whether 
the road is actually completed or not. The lease provided that 
whether the company built the railway or not, the government 
must continue to pay the rentals for the full 30 years. 

J. A. Robb, acting Minister of Railways, replied in Parlia- 
ment to the allegations of Sir Henry. He recalled that last 
year the Minister of Railways had stated that if the railway 
was built it would be built by capitalists, and he (Mr. Robb) was 
prepared to prove that it was being so built. The charge that 
the company was a “dummy” he denied, saying the usual pro- 
cedure was being followed of using the names of clerks or 
stenographers so that the public might not know who was behind 
the concern. He proposed, however, to give the names of those 
behind it, and named several well-known Canadian businéss men. 
The construction was being controlled by those who were ad- 
vancing the funds, so that no extra cost should take place and 
the railway company insisted that, if they were to pay interest 
on the bonds in operating the road, they should know exactly 
how much money went into it. All expenditures were subject to 
audit by the auditors of the Canadian National Railways. The 
funds are being provided by a banking concern in New York, 
they were obtained at a reasonably low rate of interest, and, in 
short, that everything was done above board. 

“Before undertaking to operate the road,” he said, “the 
Canadian National secured an undertaking from the government 
of Quebec that it would give a bonus of $50,000 a year for five 
years and from the Noranda mines that they would give $20,000 
for a similar term. Traffic experts have carefully investigated 
conditions and they estimate that the road will carry itself with 
this subsidy, and that within five years it will return a profit 
to the company. The line looks like a pretty good feeder for 
the Canadian National.” 


CANADIAN CANAL STATISTICS 


The official summary of canal statistics for the season of 
navigation in 1925 has just been issued. The Sault Ste. Marie 
canal opened 11 days earlier than in 1924 and closed 3 days 
earlier; the Welland canal opened 14 days later and closed 7 
days later; and the St. Lawrence canals opened one day later 
and closed on the same date. 

While the traffic through the Canadian and United States 
locks at Sault Ste. Marie was not as heavy as in 1923, or in 1916, 
1917, or 1918, it was heavier than in 1924 by 9,836,854 tons, and 
well above any other year than the four mentioned. The traffic 
on the St. Lawrence and Welland canals was the heaviest in 
their history. That on the Welland Canal exceeded the 1924 
tonnage, which was the previous high record, by 602,886 tons 
and on the St. Lawrence the record was exceeded by 670,614 tons. 

On all Canadian canals the net increase in freight traffic 
over 1924 was 1,261,570 tons. The total traffic was as follows: 











































































1925 Freight Compared with 1924 

Traffic Increase Decrease 
Tons Tons Tons 
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Of the above total of 14,130,667 tons, 9,570,311, or 68 per cent, 
was of Canadian origin, the balance originating in the United 
States. Canadian vessels carried 12,618,049 tons, or 89 per cent, 
of the total, and United States vessels the remainder. 


On the Sault Ste. Marie Canals, both Canadian and United 


States locks, the aggregate vessel tonnage in 1925 amounted to 
69,237,687 tons, an increase of 11,945,726 over 1924. The total 
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freight carried was 81,871,699 tons, an increase of 9,836,854 ove; 
1924. The most conspicuous increases were: Iron ore, 11,382,167 
tons; wheat, 95,346 tons; merchandise, 79,944 tons. There were 
decreases in grain, 669,369 tons; coal, 691,757 tons; flour 
170,707 tons. Through these locks in 1925 passed 307,520,095 
bushels of Canadian grain composed of 225,675,750 bushels of 
wheat, 40,267,229 bushels of oats, 31,528,580 bushels of barley 
6,203,797 bushels of flax and 3,844,649 bushels of rye. Of the 
total Canadian wheat, 97,395,108 bushels was destined to Cana. 
dian ports, and 128,280,642 to American ports. The transport, 
tion of Canadian wheat was as follows: Canadian bottoms, 104. 
135,187 bushels; United States bottoms, 121,176,531 bushels; anq 
other bottoms, 364,032 bushels. 

Traffic on the Welland Canal showed gains in 550,625 tong of 
vessel tonnage and 602,886 tons of freight tonnage. Increases jn 
freight included soft coal, 475,803 tons; oats, 379,158 tons; barley, 
246,370 tons; pulpwood, 76,192 tons; rye, 43,805 tons; merchap. 
dise 32,770 tons. There were decreases in wheat, 733,201 tons, 
cord, 35,934 tons, and some others. ‘ 

Of the total freight carried on the Welland Canal (5,640,298 
tons) 3,387,065 tons was of Canadian origin and 2,253,233 tons 
of United States origin, an increase in the latter of 364,238 tons, 
Canadian vessels carried 88 per cent of the total and American 
vessels 12 per cent; 660,920 tons of Canadian freight was shipped 
from United States ports down the canal in 1925, a large per. 
centage of which was Canadian grain reshipped from Buffalo to 
Montreal. 

On the St. Lawrence Canal the number of vessels, registered 
tonnage, and tons of freight, were the greatest on record. The 
United States freight amounted to 2,026,510 tons, which has been 
exceeded only twice, in 1918 and 1921. The Canadian tonnage 
was heavier by 11 per cent than in 1924, which was the previous 
high record. The largest gains over the 1924 traffic were barley, 
245,696 tons; oats, 364,864 tons; rye, 54,290 tons; iron and steel, 
22,429 tons; sugar, 29,963 tons; merchandise, 52,368 tons; pulp- 
wood, 180,150 tons; soft coal, 389,126 tons; sand, 53,346 tons. 
Decreases included 743,476 tons of wheat, 7,347 tons of lumber, 
and 50,750 tons of hard coal. 

The aggregate freight on the other canals in Canada was less 
than in 1924. The falling off in the Chambly and St. Peters 
canals was attributable to coal strikes in Canada and the United 
States. 


DUNNING SUCCEEDS GRAHAM 


The Traffic World Ottawa Bureau 


George P. Graham, who has been Minister of Railways in 
Canada since 1921, and who was defeated in the general elections 
last autumn, has resigned from the government, and will be 
succeeded by Charles A. Dunning, of Saskatchewan. In an in- 
terview following his resignation, Mr. Graham said: 


I note that one newspaper suggests that the duties of the minister 
of railways are not so onerous as they were during the construction 
of the Transcontinental Railway. Having been the minister in charge 
during the construction of the Transcontinetal, I can assure the peo- 
ple the worry and responsibility today in connection with the great 
Canadian National system are infinitely greater than those ex- 


= in connection with the construction of the Transcon- 
tiental. 


The great Canadian National Railway system, under its present 
management, has achieved an enviable position, so that, in leaving 


the railway department, I do not feel that a responsibility is being 
shirked. 


The appointment of Mr. Graham as chairman of directors 
of the Canadian National has been under discussion. At present 
Sir Henry Thornton is both president and chairman of the Cana- 
dian National system. Should Mr. Graham be appointed, Sir 


Henry would retain the presidency and Mr. Graham would be 
come chairman. 


CANADIAN COAL RATES 


Premier King has advised the government of Ontario that 
the federal government is prepared to pay one-third of the excess 
over $7 a ton on the freight charges for carrying coal from 
Alberta to Ontario, if the Ontario and Alberta governments also 
pay one-third each. Ontario has agreed, and there is no doubt 
that Alberta will do so also. The three governments will con 
tinue this policy until the Board of Railway Commissioners has 
decided on the Ontario application for a decision as to what 1s 
a fair rate for the haul. The same policy will be applied im 
regard to coal from Nova Scotia. 


CANADIAN CAR LOADING 


Car loadings in Canada for the week ended February 13 
were little changed from those of the previous week. Grail 
declined slightly and small gains were made by pulp wood, other 
forest products, miscellaneous freight, and coal, the latter show- 
ing an increase of 947 cars in the eastern division and a decrease 
of 706 in the west, or a net gain of 241. Compared with the 
same week last year, the increase in the eastern division was 
2,039 cars, miscellaneous freight accounting for 930 cars of tihs. 
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Gulf Service 
BEAUMONT, TEXAS 
SERVING 
THE SOUTH AND SOUTHWEST 









AND SAN FRANCISCO 






EVERY TEN DAYS 





Through Bills of Lading Issued 


Port Newark Terminal 
Telephone Mulberry 4300 


Mebile, Pensacola, 






Ship by Water 


“DIFFERENTIAL RATES” via 





Baltimore, Philadelphia, 


SAILINGS EVERY 14 DAYS 






And at our Branch Offices at ports of call, etc. 


THE TRAFFIC WORLD 


TRANSMARINE LINES 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 
Lighterage 


'TRANSMARINE LINES 


General Agencies: 
Bea » Buffalo, Chicago, Cleveland Forth . 
ada a rca rk a ia forts te 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


New York and Norfolk 


Thru bills of lading issued to all other Pacific — 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 


oes Piediblie re Palen fe ies . 

























SEND FOR 


“Port Houston’ 


The Official Organ of the 


Port Commission 
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growth of this Inland Port 
which is fifty miles closer by water 
to the vast markets of the Southwest. 
An informative brochure giving in 
detail all the information the manu- 
facturer and shipper would want 
concerning The Port of Houston. 












Complete tariffs—details of service 
at this point and details of rail 
service from Houston, Texas, to the 
entire State of Texas and points in 
Louisiana, Oklahoma, Arkansas, Ari- 









zona, New Mexico and Colorado. 


THIS BROCHURE IS FREE 
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Address 






The Director of the Port 


5th Floor Courthouse 
HOUSTON TEXAS 
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Grain loading was lighter in the west, but coal, ore, merchandise 


and miscellaneous freight were heavier, the net increase being 
436 cars. 


EASTERN CANADA 





















































For the Week Ended— 
Feb. 13, Feb. 6, Feb. 14, 
Commodities 1926 1926 1925 
Grain and Grain Products............ a 2,478 2,131 
Live Stock 975 969 
i coe cuandeeneewew éacneineameeee 2,449 3,970 
_ er ee Sa 425 324 
FOE Ee a RE 2,116 2,279 
BNOOE oli am de Sin « vo Soned che ee dnowe exces | See 3,780 3,762 
BD GUE POE dic co cds cde civacecécciocce 2,406 2,432 2,114 
Other Forest Products. ....ccccccccccccecce 2,169 1,962 1,824 
NRE 4 File | A a A a 743 753 665 
ES SE OE SE RE en 10,896 10,704 10,874 
EER DETER IIR ,82 8,516 7,896 
TOON) Gare WOOGOR. cc cccccvesiocicsce’s 38,847 36,590 36,808 
Total Cars Received from Connections 33,411 33,999 35,543 
WESTERN CANADA 
4,316 4,451 4,831 
928 935 1,010 
1,980 2,686 1,762 
4 42 48 
826 829 859 
513 535 383 
336 341 245 
1,802 1,760 1,841 
732 678 410 
3,641 3,700 3,492 
IIIS a cord citeenvaesiiwruvenwesus tes 2,334 2,351 2,131 
OGNs CUED SORGON sic cccipescccvesecese 17,448 18,308 17,012 
Total Cars Received from Connections 2,579 2,633 2,469 
TOTAL FOR CANADA 
Grain and Grain Products...........s. eee 6,656 6,929 6,962 
PE I ds. é Venana dacdndusadeedceudcoute 1,849 1,910 1,979 
MDE ivivcveckcoucdcgdcdee sede ceeetosnersecss 5,376 5,135 5,732 
DL Fa lncdy cadeudds RetheawneneuhesereEseen 849 467 372 
PE sh cctvibengossnetsadeseessceedewnes 2,999 2,945 3,138 
EL Acc cud ane éebd 60d veieeeeveree ooees See 4,315 4,145 
EE DNR cninc csccameccneesecieceeieee 2,773 2,359 
Other Forest Products. 3,722 3,665 
_ BERS ee ieee Te 1,431 1,075 
EE EE PL i: PORE OR NE 14,404 14,366 
CS ETE BR FEY EA PRA are 10,867 10,027 
OCe GND FO os 60 nkcscescwaceecs 54,898 53,820 
Total Cars Received from Connections 35,990 36,632 38,012 
CUMULATIVE TOTALS TO DATE 
1926 1925 
Grain and Grain Products...........cccece 47,759 39,600 
Se ae Sey seen 12,362 14,262 
LCCC CORDE VORP CE OEMIE bese Mkbeteweons 32,920 35,729 
DINED c-ctioe veh Useete Metadecmunned emnssieewe 3,074 3903 
SE. Civitas adaccGuNlicewadauees eine ves 17,300 16,698 
I Bice Maree aa icineecie eviaune éneeeneewees 24,370 24,843 
CN nccnceehea mat cnwnbenneeeese 16,103 12,733 
Other Forest Products........cccccccccees 20,705 19,407 
ee aM ENG toe ecintis aarbisdeeeesindeweee 8,496 803 
I, Bak 0. Dtieccccnccecoeseeseees 84,928 81,219 
MNOS dd ddddc ssn cddesenncdosoevecs 62,080 57,957 
es HORUD TORROR soo dc cesviccevessess 330,097 311,154 
Total Cars Received from Connections 206,931 203,550 


CANADIAN BOARD ORDER 


The Board of Railway Commissioners has passed an order 
approving the by-law of the Wabash Railroad Company, passed 
January 28, 1926, authorizing C. N. Richards, chief of tariff bu- 
reau, to prepare and issue tariffs of freight tolls to be charged 
on Wabash Railroad lines within Canada. 


LAKES STEAMSHIP MERGER 


Negotiations between the Canada Steamships and the Play- 
fair interests have resulted in a merger being arranged between 
the two great competitors for Great Lakes business—Canada 
Steamship Lines and the Great Lakes Transportation Company. 
The latter company has accepted an offer made by the Canada 
Steamships Lines and will become an integral part of “Steam- 
ships.” The board of the latter company will be enlarged to 
include James Playfair, James A. Richardson and F. A. Augsbury. 


PACIFIC GREAT EASTERN PROPOSAL 


Mr. Ladner, member for Vancouver, is urging the govern- 
ment to ask the Canadian National to take over the Pacific Great 
Eastern Railway in British Columbia, whereby it would receive 
not only the 16 million acres that road has in that province, but 
an additional block of 3,500,000 acres in the Peace River district 
in Alberta. He suggests that, if those grants of land should not 
prove sufficient to indemnify the Canadian National against 
possible loss with respect to the Pacific Great Eastern, additional 
lands should be granted. The Canadian National would be asked, 
in return, to construct a connection between the Peace River 
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area through the Pine or Peace pass down to the main ling ot 
the Canadian National, providing an outlet for the Peace Rive, 
district to Prince Rupert and Vancouver. 

Premier Oliver, of British Columbia, recently made a state. 
ment to the effect that, if American capitalists were willing to 
take over this railway, together with its vast land subsidies 
they would not be barred on account of their nationality. “As 
to whether British, Canadian, or United States capital secures 
control of the railway and the subsidy lands matters little,” gajq 
he. “If it is a private corporation, it will operate for profit. 
Capital knows no international boundaries. If the railway ang 
the lands are acquired by Britishers or Canadians, their stocks 
would be marketable in the United States—British today, Ameri. 
can tomorrow, or vice versa.” 

It was to forestall the possibility of such action that mr. 


Ladner made his proposals that the road be taken over by the 
Canadian National. 


RATES ON WOOD PULP 


Complaint in regard to the rates on the Canadian Nationa] 
Railways on carloads of wood pulp moving from Bathurst, New 
Brunswick, to Toronto, was heard by the Railway Commission 
February 16. It was made on an application of the Canadian 
Shippers’ Traffic Bureau, of Toronto, for an order of the board 
disallowing the rates. L. R. Killingray, appearing for the traffic 
bureau, said the rate over the Canadian National from Bathurst 
to Columbus, O., was lower than from Bathurst to Toronto, the 
distance to Columbus being about 1,200 miles and to Toronto 
800 miles. The rate from Bathurst to other points in the United 
States was also lower than to Toronto, even for longer distances, 
The rate from St. John, N. B., to Toronto was lower than from 
Bathurst. 

Frank J. Watson, appearing for the Canadian National, said 
that, in the most recent tariffs, the St. John and Bathurst rates 
were the same. Mr. Killingray said he had been unable to ob- 
tain copies of the most recent tariffs. 

Mr. Watson said the present rates on wood pulp within 
Canada were satisfactory to Canadian mills generally, so far 
as the Canadian National was aware. Rates to the United States 
were made after consultation with the producers of wood pulp 
in Canada who had to compete with producers in the United 
States. Consequently, the railways made rates as low as Ppos- 
sible in order to allow the Canadian product to get into the 
American market. Decision was reserved by the board. 


WAGE INCREASES IN CANADA 


The demand of the Brotherhood of Railway Trainmen and 
the Order of Railway Conductors in Canada for an increase of 
20 per cent in wages follows a similar notice from unions rep- 
resenting the clerks and shopmen, and it has been understood 
for some time that the Brotherhood of Locomotive Engineers is 
preparing to make similar demands. This will mean that prac- 
tically all railway men in Canada, except trackmen and unskilled 
laborers, will be asking increases. 

While the movement originated in the United States, as did 
the previous demands for increases, the international scope of 
the brotherhoods and unions brings in Canadian railroads almost 
automatically. The increase asked for would mean about $80,- 
000,000 a year to Canadian railways. It comes at the same 
time as general demands are being made for reductions in 
freight rates. 

Railway wages in Canada still stand about 100 per cent 
above what they were in 1913, while freight rates have been 
considerably reduced in many instances. In 1924, the volume of 
salaries and wages on Canadian railroads was $239,864,285, as 
compared with $290,510,518 in 1920. In 1910 the total was $67, 


167,793 and in 1914 $111,762,972. Operating mileage has in- 
creased in the period. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific Railway for the week 
ended February 14 were $3,100,000, an increase, compared with 
the same period last year, of $124,000. Earnings of the Canadian 


National for the same period were $4,338,765, an increase of 
$110,441. 


CANADIAN NATIONAL CONSTRUCTION 


The Canadian National Railway contemplates an expendi- 
ture of $5,896,000 in 1926 on branch lines. This is the estimate 
brought down by the government and tabled in the House of 
Commons. Between fifteen and twenty branches in the Dominion 
remain unfinished at the present time. On seven of these, tracks 


will be laid in 1926. The largest expenditure will be on the 
Turtleford (Saskatchewan) branch, on which about 44 miles of 
track will be laid, at an estimated expenditure of $1,571,000. A 
million dollars will be spent on the Dunblane-Central Butte branch 
and nearly the same amount on the Rosedale branch, both in 


Saskatchewan. The latter will be practically completed this 
year. 


At least two other branches will be completed, if possible 
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HERE IS 


Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


, United American ; 


Lines 
INTERCOASTAL SERVICE 


Regular Fortnightly Sailings of Cargo Steamers 
























to 
Los Angeles Harbor, San Francisco, 
Oakland, Portland and Seattle 











































2. A running report of progress in any matter “ From From From | 
before any government body in which you may EER: soltieacaall eres a 
be interested. This includes formal and informal MYSTIC AR eG slat Mar. £ Mar. 12 Mar. 16 
complaints before the Interstate Commerce PETER — OCU tl tl oO 
Commission, matters before the Federal Trade Soar  . Apr. 7 Apr. = -_ * 
Commission, bills in Congress and similar HANNAWA... Garcocaredudwicuies oa 15 May 210 May «25 
matters. 




















B.S. KERMIT. ......ccccccccccccccccccvccccsccscscsesccses Mar. 13 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 6, New York Docks, Brooklyn, N. Y. 


A dependable service at differential rates 


Goods for Hawaiian Islands trans-shipped at Los Angeles Harbor 
without rehandling (connecting carrier loads at same wharf) by 
the fast ar steamers of the 

LOS ANGELES STEAMSHIP COMPANY 
with which peace connections are made. 


















8. A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 

attempted. 


















4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 

Commission and similar documents, 


















Joint Service with 


es HAMBURG-AMERICAN LINE és 


Passenger and Cargo Steamers 





An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


AFFIC WORL 


part of every subscrip- 
oe TRAFFIC BULLETIN 
















NEW YORK TO HAMBURG 










{DEUTSCHLAND ..... Mar. 4 tALBERT BALLIN..... Mar. 31 
{CLEVELAND ........ Mar. 11 *THURINGIA ......... Apr. 7 
MONTPELIER ........ Mar. 18 {DEUTSCHLAND ..... Apr. 15 
KYPHISSIA ........0- Mar. 20 RELIANCE ........... Apr. 20 






*WESTPHALIA ....... Mar. 25 
{Refrigerator accommodations. *Via Boston 


Steamers sail from Pier 86, North River, Foot of West 46th St. 
PHILADELPHIA TO BREMEN AND HAMBURG 
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*Via Baltimore and Hampton Roads 
BALTIMORE TO BREMEN AND HAMBURG 


Ome eee eee EEE EEE HEHEHE ESE HEE HEHE HEHEHE EH EEE EEE 


*Via Hampton Roads 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
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ALSO DIRECT FREIGHT AND PASSENGER SERVICE 
FROM U.S. PACIFIC PORTS TO HAMBURG, 
ANTWERP AND UNITED KINGDOM 





Through Bills of Lading via Hamburg issued to all Scandinavian 
and Baltic Ports, also to Mediterranean, Levant, 
Black Sea and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO... ......eeeees 327 8. La Salle St., Phone Wabash 4891 
BRANCH OFFICES: 


PITTSBURGH. 2c. cccsccccccccvcccccece 4038 Jenkins Arcade Bldg. 
re SS Rr 1008 Rockefeller Bidg. 








which is, in itself the most com- 
plete and prompt traffic news 
service available. 











Let us send you a series of sam- 
ples and detailed information. 





iso vcivceesss6scteteanines ences seaeeekes John M. Born 
BALTIMORE..........+. ae Dichmann, —— & Pugh, Inc. 
| Skip eceweneehuseseeenvebepeseal H. Sprague & Son 

Lghe sees oewn eubetesebaneoelonnn 3 Hogan & Co. 












The Traffic Service Corporation OAKLAND oo vvvvoc sss apiguenan Sudden, Gheiatonen 


PORTUAND . cc cccciccccccccccccsoee Columbia Pacific Shipping Co. 
BRAT ric csccccrccccovccesccccess eogueccien Sudden & Christenson 












418 So. Market St., Chicago, IIl. 


M. J. 
TACOMA..... eccccccces eee ceccccceccccccees Sudden & Christenson 
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—the St. Paul southeasterly, in Alberta, and the Acadia Valley 
branch, on each of which about $500,000 will be spent. Under 
present plans, a total of 168.3 miles of track will be built. The 
only two branches on which no work will be done at present 


are the Kingsclear, New Brunswick and Grande Fresnier, Quebec 
lines. 


Last year $9,532,050 was spent on branch lines, the chief 
expenditures being the Kamloops-Kelowna line, $2,086,000; Dun- 


blane-Central Butte line, $1,232,000; and the Hanna-Warden line, 
$1,095,000. © 


NEW ROAD FOR CANADA 


Toronto reports announce the proposed construction of a 
sixty-mile railway from Kapuskasing, Ont., to Smoky Falls, Ont., 
through the timber limits of the Spruce Falls Pulp and Paper 
Company. It is stated that construction of the road would cost 
$15,000,000. 

The road will connect with the Transcontinental at Kapuska- 
sing. It will handle any traffic that may originate in the dis- 
trict through which it will run and its primary purpose will 
be to bring out timber for the pulp mill which the Spruce 
Falls Company is about to erect at Kupuskasing. This mill 
will have a daily capacity of 500 tons of newsprint, and will 
be one of the large ones of the north country. In addition to 
furnishing supplies for this mill, the railway will be used to 
carry in the supplies needed for a power development at Smoky 
Falls which the Spruce Falls Company is also undertaking. 

No Dominion or provincial charter will be taken out for 
the railway, which will be operated as a private line running 
through the limits which the company owns. 


RAILROAD FUEL COSTS 


A statement prepared by the Bureau of Coal Economics of 
the National Coal Association from monthly revorts furnished by 
class I railroads to the Interstate Commerce Commission, shows 
that the average cost, including freight charges, of coal used 
by those railroads in loccmotives in transportation train service 
in December was the same as during the preceding month. The 
average cost by districts is shown as follows: Eastern district, 
$2.66; Southern district, $2.20; Western district, $2.93; entire 
United States, $2.63. In comparison with similar averages for 
December, 1924, there was a decrease of 20 cents per ton in the 
Eastern district, 17 cents per ton in the Southern district, 16 
cents in the Western district, and 19 cents in the country as a 
whole. 

The average cost per ton of locomotive coal, which repre- 
sents the invoice price at the mine, plus freight charges, in 1925, 
was $2.72 per net ton, a reduction of 31 cents from the year 1924. 

“Since the railroads in the United States during the year 
1925 consumed at least 150,000,000 tons of bitumimous coal, it is 
apparent that the bituminous coal industry contributed the round 
sum of $46,500,000 to the prosperity of the railroads during the 
past year,” the Bureau says. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
February 8-15, inclusive, was 232,031, while the average daily 
shortage was 107 cars, according to the car service division of 
the American Railway Association. The surplus was reported 
as follows: 


Box, 88,975; ventilated box, 278; auto and furniture, 6,197; total 
box, 95,450; flat, 8,032; gondola, 46,238; hopper, 44,366; total coal, 90,- 
604; coke, 414; S. D. stock, 21,454; D. D. stock, 2,878; refrigerator, 
12,112; tank, 214; miscellaneous, 873. 


The shortage was made up of 5 auto and furniture, 36 flat 
and 66 gondola cars. 

Canadian roads reported a surplus of 18,800 box, 2,150 flat, 
100 gondola, 2,250 S. D. Stock, 575 refrigerator, and 350 miscel- 
laneous Cars, 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended February 20 totaled 11,076 cars, as compared with 11,715 
cars (revised) the preceding week, according to the weekly 
statement of the Bureau of Agricultural Economics of the De- 
partment of Agriculture. Shipments were reported as follows: 


Apples, 1,543 cars; cauliflower, 205 cars; cabbage, 730 cars; celery, 
$72 cars; eggplant, imports, 13 cars; grapefruit, 437 cars; imports, 17 
cars; lemons, 91 cars; lettuce, 781 cars; imports, 4 cars; mixed citrus 
fruit, 103 cars; mixed vegetables, 512 cars; imports, 12 cars; onions, 
541 cars; oranges, 1,207 cars; imports, 24 cars; pears, 31 cars; peppers, 
3 cars; imports, 19 cars; spinach, 306 cars; strawberries, 13 cars; string 
beans, 1 car; sweet potatoes, 344 cars; tomatoes, imports, 133 cars; 
potatoes, 3,856 cars. 


Our Washington Office is your Washington office 
You may either write or wire our Washington office 
. = are a subscriber to THE DAILY TRAFFIC 
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Questions and Answers 


In this department will be answered questions of both legal ang 
practical nature that confront persons dealing with traffic. A spec‘aligt 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


"S 


Tariff Interpretation—Application of Rule 1 

Classification 

Oklahoma.—Question: Please refer to Official Express Clas. 
sification No. 29, page 40, item 11, which provides rating on graip 
samples. May second-class rates be properly assessed on ship. 
ments of grain samples, if a lower charge results, though the 
shipments are actually marked and valued in accordance with 
Rule 1 (j)? It is contended that second-class rates can only 
be assessed when the value and marks of the shipment prohibit 
the application of Rule 1 (j). 

If this be true, then as I see it, it would defeat the very 
purpose of third-class rates. i 

Answer: In our opinion, the third class rating applies only 
on a shipment the actual value of which does not exceed $10.00 
and the shipper may not, by placing a fictitious valuation on his 
shipment of $10.00 or less, lawfully obtain the application of 
the third class rate on a shipment, the value of which exceeds 
$10.00. The third class basis is, apparently, presumed to result 
in lower charges than charges assessed at the second class 
rate; therefore, it is restricted to apply only on the lower valued 
shipments. So, if, in. fact, the value of the article exceeds 
$10.00, the second class rating must be applied. If the value 
of the article does not exceed $10.00 and the shipper complies 
with rule 1 (j), that is, specifically states the valuation, then he 
is entitled to the third class rating. If he fails to state his 
valuation, even though it is $10.00 or less, the second class 
rating is applicable. 

Under the provisions of rule 1 (j) of the Express Classifica. 
tion, third class rates are 1 cent for each 2 ounces or fraction 
thereof, or 8 cents per pound, but the charges must not exceed 
charges based on the first class rates. We do not, however, 
find any provision therein authorizing the application of the 
2nd class rate where the resulting charges would be less than 
on the third class basis. It is our understanding that the reason 
for this is that the application of second class rates presumably 
results in higher charges than the basis provided in Rule 1 (j), 
and for this reason there is no alternative rule permitting of the 
application of the second class rating where lower charges 
result. If, however, the application of the second class rate 
does result in a charge lower than the third class basis, such 
charges would be clearly unreasonable and, therefore, the ship- 
per should have no difficulty in securing reparation. 


(1) Reconsignment—Notice of Arrival to Other Than Billed Con- 
signee; (2) Demurrage—Sundays and Legal Holidays Not 
Excluded from Five-Day Period Within Which Notice of 
Unclaimed Freight Must Be Given 
Missouri.—Question: (1) A car of hay arrives on inspection 

track and after inspection the consignee gives carrier an order 

to deliver car to the order of another party. This second party 
does not get this information and the car remains unordered for 
several days when the carrier notifies the second party that it is 
holding the car and considerable demurrage and storage charges 
have accrued. Should the carrier notify the second party when 
car is unordered after 24 hours? Is there any recourse from 
this demurrage? 

(2) Demurrage rules provide that when carload freight has 
been unclaimed within five days from the first 7:00 a. m. after 
the day on which notice of arrival has been sent to consignee, 
notice to that effect shall be sent by wire to consignor. Does 
this mean calendar days or demurrage days? We have a case 
in question where a Sunday and a holiday intervened and notice 
was not sent for 8 days and carrier claims to have complied 
with the tariff. We contend that notice should be sent at the 
end of the 5th calendar day. 

Answer: (1) As we understand your query, the shipment 
arrived at destination, was inspected by consignee, then ordered 
by him to be delivered to another party at the same point, n0 
further handling of the car by the carrier being necessary. ID 
other words, there was strictly a “turnover” and not a change 
in consignee so as to result in a reconsignment. If such was 
the case, that is, if there was but a “turnover,” it is our view 
that the carrier was under no obligation to notify the second 
party. The carrier, having sent notice of arrival to the con 
signee, his responsibility in this respect ended. Therefore, aDy 
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demurrage charges accruing are legally applicable. In this con- 
nection, the reconsigning rules generally carry a rule similar 
to the following: 


. 

No charge will be made: 

Where a car is placed for delivery at destination and an order 
for the delivery of the contents thereof to other than the billed con- 
signee is or has been presented to and accepted by the agent of these 
lines at destination, and no change is involved in billing records, nor 
additional movement of car required. 


On the other hand, if there was a change in consignee, the 
‘shipment became a reconsignment under the general rules in 
effect on the lines of most carriers. If shipments are reconsigned 
to another point, there is no question but that the carrier is 
obligated, under its tariff, to send notice of arrival to the new 
consignee, when car arrives at the new destination, and his 
failure so to do would relieve consignee of any resulting demur- 
rage charges. The same principle governs, in our opinion, if the 
consignee is changed, but no additional movement made. In 
other words, if there is in fact a change of consignee, necessitat- 
ing changes in the billing record, the shipment becomes a re- 
consignment ‘and as such the carrier is bound to send arrival 
notice. 

(2) The term “days,” as used in the National Car Demurrage 
Rules, Jones I. C. C. 1581, in our opinion, means “demurrage” 
days and not calendar days. Note, in this connection, the 
tariff designates 7:00 a. m. as the starting hour of the days, 
so also does the Commission in its various reports. If calendar 
days are intended, 12:01 a. m. would have been the hour used. 
See National Casket Co. vs. Southern Ry., 31 I. C. C.. 678, and 
American Lumber ‘& Export Co. vs. C. of G., 91 I. C. C. 65. 

As to the exclusion of Sundays and legal holidays, we see 
nothing in Rule 3 of the National Demurrage Tariff, the rule for 
computing time, providing for the exclusion of Sundays and 
legal holidays from the five-day period applicable on unclaimed 
freight. This rule, it will be observed, prescribes the method 
of computing time on cars held for loading, unloading, for orders, 
etc., but does not carry anything relative to unclaimed ship- 
ments. Likewise, the opinions of the Commission relative to 
this general subject, while they are not directly in point, and 
while they do not specifically so state, do not appear to exclude 
Sundays and holidays. See Republic Coal Co. vs. St. P. M. & O. 
Ry., 85 I. C. C. 331; Person vs. Ill. Central, 88 I. C. C. 21 and 
Mayfield Grain Co. vs. Ahnapee & Western, 88 I. C C. 126. 

In Person vs. Ill. Cent., 88 I. C. C. 21, the Commission, on 
page 23, said: 

In Republic Coal Co. vs. C. St. P. M. & O. Ry. Co, 85 I. C. C. 
331, in considering the demurrage rules here before us, we held that 
the term ‘‘unclaimed’”’ implies, in the absence of an actual refusal, 
the failure of the* consignee of the shipment to claim or accept it; 
that the mere advice to the carrier that it expects: to accept some- 
time is not the equivalent of claiming the shipment, which would con- 
template a demand for delivery and a readiness to pay the charges. 
Under the interpretation of the rule the consignee did not claim the 
shipments, and it was theref6re defendant’s duty, after the expira- 
tion of five days following the giving of notice of arrival of a car, 
to notify complainant that it was unclaimed. Having failed in this 
duty, defendant could not lawfully demand demurrage for the de- 


tention thereafter and until the notice that the shipments were 
unclaimed was transmitted to complainant on November 18. 


Consequently, it is our view that, in computing the five-day 
period within which notice of unclaimed freight must be given, 
Sundays and holidays are not to be excluded, and that the days 
are figured in cycles of twenty-four hours running from 7:00 
a. m. of one morning to 7:00 a. m. the next morning. 

Routing and Misrouting—Shippers Routing Instructions Incom- 
plete—Carrier Must Forward via the Cheapest Available 
Reasonable Route Consistent With Instructions Given 
New Jersey.—Question: Kindly advise if I can collect over- 

charges under the following conditions: 

Recently we made several less carload shipments of anti- 
mony lactate from Elizabeth (Bayway), N. J., to Phillipsdale, 
Rhode Island. Routing shown on bill of lading was New York 
and New Jersey Steamboat Company care of Providence Line 
(part of New England Steamship Co.) No delivering carrier 
shown on bill of lading. Delivery was made by the New York. 
New Haven & Hartford Railroad Co. 

The freight charges were computed as follows: From Eliz- 
abeth (Bayway), N. J., to New York City, 27 cents per 100 
pounds; from New York City to Phillipsdale, R. I., 60 cents per 
100 pounds, total 87 cents. 

Also from Elizabeth (Bayway), N. J., to New York City, 23 
cents per 100 pounds, transfer charge in New York City, 10 cents 
per 100 pounds, New York City to Phillipsdale, R. I., 60 cents 
per 100 pounds, a total of 93 cents. 

N. Y. & N. J. Steamboat Tariff No. I. C. C. 30 and 26, New 
York, New Haven & Hartford R. R. Tariff No. I. C. C. M-2424. 

My contention is that these shipments should have mowed 
under the following routing “New York & New Jersey Steamboat 
Co., care of Providence Line care of United Electric Railways” 
even though this complete routing was not shown on Dill of 
lading. The charges under this routing would be: 

From Elizabeth (Bayway), N. J., to Providence R. I., 60 
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cents per 100 pounds, Providence, R. I., to Phillipsdale, R. [., lly 
cents per 100 pounds., total 71% cents per 100 pounds. Ney 
England Steamship Tariff No. I. C. C. F-142; United Electric Ry 
Tariff Nos. 56, 60 and 71. 
Kindly quote citations to cover the above shipments. 
Answer: Conference Ruling 214 (c) of the Interstate Com. 
merce Commission reads, in part, as follows: 


_ In the absence of specific through routing by shipper, which car. 
rier is willing to observe, it is the duty of the agent of the carrier 
to route shipment via the cheapest reasonable route known to him 
of the class designated by the shipper—that is, all rail, or rail anq 
water—and via which he has rates which he can lawfully use * * « 


In Bruner Company vs. Southern Railway, 40 I. C. C. 549 
one of the shipments involved was from Denton, N. C., to 
Wilmington, Del. It was delivered by the consignor to the 
Carolina & Yadkin River Railway and routed by the shipper 
P. R. R. The Commission held the shipper’s routing of the ship. 
ment from Denton was not complete as there is no connection 
between the C. & Y. Ry. and the P. R. R. It was the duty of 
the initial carrier to route the shipment over the cheapest 
reasononable available route consistent with the routing ip. 
structions specified by the shipper. The Commission held that 
the shipment was misrouted. See also Reynolds Bros. vs. Tal- 
lulah Falls Ry., 42 I. C. C. 421; Central Penna. Lumber Co. vs. 
Buffalo & Susquehanna R. R., 52 I. C. C. 329; Green Bay 
Specialty Co. vs. N: Y. & L. B., 50 I. C. C. 287; DuPont de 
Nemours & Co. vs. C. N. J., 55 I. C. C. 248. 

In accordance with the above rulings, where the shipper’s 
routing is incomplete, it is the duty of the carrier to forward 
the shipment over the carriers designated by the shipper in 
connection with a carrier or carriers forming the cheapest avail. 
able reasonable route, a failure to do so constituting misrouting. 
In the instant case, based on the facts given, it is our opinion 
that the initial carrier, that is the N: Y. & N. J. Steamboat Co. 
is guilty of misroute. 

Tariff Interpretation—Commodity Rates Must Be Read in the 

Light of the Governing Classification 

Missouri.—Question: Will appreciate it very much if you 
will give me your opinion as well as reference to any decisions 
of the Interstate Commerce Commission bearing on the fol- 
lowing situation: 

On page 39, supplement 30 to C. M. & St. P. tariff 2463-H, 
I. C. C. B-4862, there are published from Kansas City to various 
points in Minnesota, a proportional rate of 17% cents on wheat 
and 19 cents on grain products. At the top of the page reference 
is made to Item 80 for list of articles taking the same rates. 
The column headed “Grain Products” also refers to item 80 of 
the tariff. 

Item 80 of the tariff provides that the rates named in tariff 
on wheat, corn, rye, oats, barley and grain products will apply 
on articles taking the same rates as shown in Western Trunk 
Line circular 1-P, except as otherwise provided below and in 
items 90 and 120. The exceptions referred to appear to have 
no bearing on the question involved. 

Section B of Rule 285-L, Supplement 51 of W. T. L. circular 
IR, I. C. C. A-1444, provides that wheat flour will take the wheat 
flour rates and if no wheat flour commodity rates are published, 
wheat rates will apply. It seems that this creates a conflict 
between the rates shown under the column headed “wheat” 
and the rates shown in column headed “grain products” and 
also brings up the question as to whether or not the grain 
products rate must be applied on wheat flour since item 285-L, 
referred to above refers to wheat flour rates, while there are no 
specific wheat flour rates named on the page referred to. 


Answer: Your contention is a valid one; however, we cal- 
not say that we agree with you. As you say, the rate tariff 
refers to the Exceptions through item 80, for the list of articles 
taking same rates and the Exceptions, per item 285-L, Section B, 
provides that the wheat flour rates will apply on wheat flour 
and that “if no wheat flour commodity rates are published, wheat 
rates will apply.” Observe that before the wheat rates can be 
applied you must have no wheat flour commodity rates. The 
first thing, then, to be developed is whether or not there exists 
a wheat flour commodity rate. If so, then that rate will apply 
and not the wheat basis. 

The rate tariff refers you to the Exceptions for your list of 
grain products, but upon referring to the schedule, note that 
while it carries a list of grain products, it does not state which 
of them will take the grain products rates. In other words, the 
exceptions fail of the effect for which intended, in this instance. 
The result is you have a generic term. In the Grosjean case, 
89 I. C. C. 395, there was a similar situation. The commodity 
was rice flour. Therein the Commission said: 

Agent Countiss’: tariff I. C. C. No. 1042, contained a joint through 
fifth-class rate of $2.10 from Seattle to New Orleans over the route 
of movement of these shipments, and also a joint through commodity 
rate on ‘Cereals and Cereal Products, viz.: Flour,” of 83.5 cents. No 
list of the commodities intended to be included in the designation “ 
cereals and cereal products’ was provided. The tariff was govern 


by the Western Classification. Commodity tariffs must, of course, be 
read in the light of the governing classification. The governing 
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Western Classification does not list any commodities under the des- 
ignation ‘“‘cereals and/or cereal products.’’ Under the head: ‘Flour, 
Rice,’’ a carload rating of fifth class is provided. The classification, 
therefore, throws no light upon the question of what commodities may 
be accorded the benefits of rates applicable on cereals and cereal 
products. Where an article is clearly embraced within a generic com- 
modity designation, and neither the tariff nor govening classification 
discloses a contrary intention, we have found the commodity rate 
applicable, even though the classification description was more spe- 
cific (Frost & Co. vs. Director General, 57 I. C. C. 755), and have 
done so even though the particular article was not in contemplation 
when the commodity item was framed. (Texas State Highway De- 
partment vs. Director General, 69 I, C. C. 220) Rice is a cereal, and 
as neither the commodity tariff nor the classification clearly dis- 
closes an intention to exclude rice flour from the benefit of the 
commodity rate on cereal products, the joint commodity rate must 
be considered as covering this article. 


So, in the light of this decision, failing to find our list of 
grain products in the Exceptions, we must refer to the classifica- 
tion governing. Upon doing so, while we do not find wheat flour 
there specifically under the grain products heading, we do find 
Grain Flour, N. O. I. B. N., which, in our opinion, covers wheat 
flour, therefore giving you a wheat flour rate. The result being 
that there is a wheat flour commodity rate, you are estopped 
from using the wheat rate. 

Routing and Misrouting—Rate Applicable Via Route Specified by 

Shipper Governs 

Nebraska.—Question: In December, 1925, we had a car of 
seed moving from Hysham, Montana, to Omaha, Nebr. The 
shipper knew nothing about routings. The agent routed, al- 
though shipper signed after routing was on the bill of lading, 
according to contention of the agent. Routing Minnesota Trans- 
fer care of C. B. & Q. Shipment was not handled by that routing 
but in connection with another road, C. B. & Q., Sioux City, Ia. 

Rate assessed $1.38 cheapest rating $1.121%4. Are we bound 
by routing since it was not carried out? 

As an explanation would say that we had another car 
moving from Forsythe practically at the same time. Routing 
Minnesota Transfer care of a road that does not run into that 
Transfer, as a result we have recovered over $200.00 on the 
one car. 

Answer: In Unreported Opinion No. 2224, American Column 
& Lumber Co. vs. C. & O. R. Co., the agent of the carriers 
inserted a route in the bill of lading, via which a higher rate 
applied than that over another available route. The Commission 
held that the acceptance and signing of the bill of lading by the 
shipper’s agent was tantamount to the giving of specific routing 
instructions by the shipper, and, therefore, held that the carrier 
had not misrouted the shipment. See also Crown Cork & Seal 
Co. vs. Southern Pacific Co., 102 I. C. C. 331. , 

In Northwestern Traffic & Service Bureau vs. Mo. Pac R. R., 
73 I. C. C. 471, the Commission, in effect, holds that while the 
routing inserted in a bill of lading by the shipper (in the instant 
case the shippers signing of the bill of lading containing routing 
by the carrier’s agent constituted ratification thereof) determines 
the applicable rate, nevertheless in the event the carrier for- 
warded a shipment via a cheaper route, the rate applicable 
via that route is the rate to apply on the shipment. 

Routing and Misrouting—Switch Delivery vs. Road Haul for 

Terminal Carrier 

Ohio.—Question: On August 13, 1925, we made a shipment 
of one car of self propelled fire apparatus, from point “A” to 
point “B.” The shipment was offered to carrier “X,”’ but they 
advised they could not handle account of car too high for their 
tunnels. We then took up with carrier “Y” and they advised 
they could handle this car and, due to the fact that the author- 
ities of the city of “B” insisted upon line “X” delivery, due to 
unloading facilities, shipment was routed via carrier “Y”—carrier 
“X” delivery. Carrier “Y” advised that they had no switching 
arrangements with carrier “X” at destination and, therefore, 
we would have to pay a switching charge of about $15.00 or 
$20.00. This we consented to do. We are now in receipt of a 
balance due bill in the amount of $70.35 figured on actual weight 
of the shipment at a rate of 27 cents per 100 pounds, which 
appears to be the local second class rate from point “C” to 
destination “B.” In other words, it appears that the extra 
charges are for a line haul rate and not a switching movement. 
At least, it seems that this is outrageously high for a switching 
charge. 


Answer: In Fechheimer Steel & Iron Co. vs. Penna R. R., 51 
I. C. C. 183, shipments were delivered to the Pennsylvania R. R. 
routed “P. & R.” with no rate or junction point shown in the 
bill of lading. The Pennsylvania Railroad turned the shipment 
over to the Reading Railroad at Belmont, Pa., thereby giving that 
line a road haul. Complainant contended shipments were mis- 
routed in that the Fennsylvania did not handle the shipment in 
connection with its affiliated line, the Cornwall & Lebanon R. R. 
into Lebanon, Pa. (destination) under a lower through rate, with 
a provision for the absorption of-the Reading’s switching charges 
at Lebanon. The agent of the Pennsylvania Railroad also ad- 
vised consignor that the lower rate was applicable. 

The Commission held that the shipment had not been mis- 
routed and, in so doing, said: 
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Such a misquotation of a rate affords no basis for an awarg y 
reparation. We are of opinion that the notation in the bill of ladin 
“Pp. & R.” indicated clearly that a line haul over the Reading — 
desired, and this, therefore, placed the Pennsylvania under th 
obligation of turning the shipments over to the Reading at its jun. 
tion with that line. Prentiss & Co. vs. P. R. R. Co, 191.¢. Gg 


See also California Packing Co. vs. Director-General, » 
I. C. C. 490. 

In McCoach & Co. vs. N. Y. P. & N., 42 I. C. C. 171, the 
routing instructions read “C. & O. delivery.” The initial carrig 
gave the C & O. a road haul. Complainants contended for , 
lower rate applicable via N. Y. P. & N., P. B. & W. RR 
P. R. R., P. C. C. and St. L. and B. & O. under which rate th, 
B. & O. absorbed the C. & O. switching charge at destination, 
In other words, complainant’s contention (in effect) was that 
the delivery line, the C. & O. Ry., under the language used, was 
not entitled to a road haul but only to a switching service and the 
Commission so held. See also Pine Plume Lumber Co, yy 
Alcolu R. R. Co., 52 I. C. C. 541, and Cayuga Operating Co. ys. 
Director-General, 74 I. C. C. 676. 

The distinction between these two lines of decisions is tha} 
where the word “delivery” in connection with the termina] 
carrier is not shown in the routing instructtion that line js 
entitled to a line haul and cannot be used as a switching line 
only. This principle is established by the Fechheimer age. 
supra, and the California Packing Company case cited therewith, 

According to the second line of decision, that is, the McCoach 
case and those cited therewith, when the word “delivery” js 
shown in the billing following a carrier, that line is not neces. 
sarily entitled to a road haul movemenet, unless a lower rate 
would result. In other words, that line can demand nothing more 
than a switching movement at destination if that basis produces 
the lower charges. 

If, therefore, in the instant case, the carriers have no switch. 
ing arrangements at destination, then a road haul movement 
must necessarily be given the delivering line. On the other 
hand, if, by using the delivering carrier as a switching line, a 
lower charge would result, the carrier is guilty of a misroute if 
it gives the delivering line a road haul movement. 

Routing and Misrouting—Shipment Erroneously Consigned To 

An Inland Point 


Wisconsin.—Question: The writer will appreciate an opinion 
with respect to carrier’s liability in the instant case, illustrated 
herein, and with competent authority in support thereof, if 
possible. 

There was tendered to and accepted by a carrier a less than 
carload shipment on a bill of lading without routing to a station 
in state A that does not appear in F. A. Leland’s List of Stations 
nor in the Official Guide. The destination intended was a 
station of that name in state B. 


The error was not discovered until intermediate carrier chal- 
lenged the correctness of destination as billed, and wired for 
disposition that developed shipper erred and destination should 
have read in state B. 


Carrier declines to entertain claim for additional freight 
charges involved because of the fact that marks on the tags 
corresponded to address on bill of lading, and, therefore, it is 
excused from liability in view of Conference Ruling 433. 


Records indicate that the destination originally purported 
in bill of lading is not a railroad station, and while carrier 
alleges that it is an inland town, the writer holds that carrier 
executed a bill of lading reciting provisions impossible of exe- 
cution and liable for any loss suffered by its negligence. 


Answer: In informal Docket 102833 a shipment was col: 
signed to a point not located on any railroad. Carrier shipped to 
destination and transported the shipment to the nearest railroad 
station. The Commission held the carrier was liable for the 
additional charges resulting from its execution of a bill of 
lading impossible of fulfillment under Conference Ruling 474. 

On the other hand, however, in Riverside Western Oil Com: 
pany vs. Midland Valley Railroad Co., 42 I. C. C. 589, the facts 
were as follows: 

Complainant billed shipment from Glenpool, Okla., to Aldon, 
Iowa. There was no Aldon, Iowa. Alton, Iowa, was intended. 
Shipment moved in accordance with shippers routing over three 
of the lines as far as Omoha without question. Upon receiving 
the shipment at the latter point, however, the C. & N. W. 
changed the billing to read Alden, Iowa, a station on its line 
and transported the shipment to this point. Upon reaching 
Alden, Iowa, the Northwestern again changed the destination 
and hauled the shipment to Alton, Iowa. Complainant claimed 
misroute on the grounds that carriers had accepted a bill of 
lading impossible of execution. The Commission held: 


The difficulty with reference to this shipment was the result of 
three errors: The error of the shippers: the error of the initial 
carrier in executing the erroneous bill of lading in the first instance; 
and the error of the Northwestern in not obtaining information from 
the initial carrier or from the shipper as to the correst destination. 

Under the circumstances of this case we think, by reason of its 
own error, the complainant may not impute negligence to any of 
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the defendants notwithstanding the fact that defendants failed to 
meet their full duty with respect to this shipment. 


Citing Woodland Lumber Company vs. N. S. R. R., 38 I. C. C. 
709, the Commission dismissed the complaint. 

Shipper’s Load and Count—Effect of Where Goods Improperly 

Loaded or Packed by Shipper 

Missouri.—Question: Can you cite any court decisions where 
it has been held that a carrier is liable for accepting a shipment 
not properly loaded or packed, where such a condition could have 
easily been detected, even though same moved out as a shipper’s- 
load-and-count consignment. 

In other words, say—for instance—that a load-and-count 
consignment moved out of a station where the cartons were 
opened and not sealed, which could easily have been detected 
by an inspection of the Railroad Company’s representative. 

We are of the opinion that even though a shipper’s-load-and- 
count consignment ordinarily moves out without inspection by 
the carrier, we believe that there may be some court decisions 
that have held that the carrier has the privilege to inspect the 
shipment, or any property taken into his possession regardless of 
the fact that it was a shipper’s-load-and-count consignment. 

We do not see why a carrier should accept a shipment which 
would penalize the consignee on account of not complying with 
certain specification when the conditions which cause the pen- 
alty accrues to the consignee and could have easily been detected 
by an inspection on the part of the railroad company—even 
though it were a shipper’s-load-and-count consignment. 

Any decisions that you can quote as covering cases of this 
kind will be greatly appreciated. 

Answer: Section 21 of the Bills of Lading Act provides in 
part as follows: 


That when package freight or bulk freight is loaded by a shipper 
and the goods are described in a bill of lading merely by a state- 
ment of marks or labels upon them or upon packages containing 
them, or by a statement that the goods are said to be goods of a 
certain kind or quantity, or in a certain condition, or it is stated 
in the bill of lading that packages are said to contain goods of a 
certain kind or quantity or in a certain condition, or that the con- 
tents or condition of the contents of packages are unknown, or words 
of like purport are contained in the bill of lading, such statements, 
if true, shall not make liable the carrier issuing the bill of lading, 
although the goods are not of the kind or quantity or in the con- 
dition which the marks or labels upon them indicate, or of the kind 
or quantity or in the condition they were said to be by the con- 
signor. The carrier may also by inserting in the bill of lading the 
words “‘Shipper’s weight, load, and count,’’ or other words of like 
purport indicate that the goods were loaded by the shipper and the 
description of them made by him; and if such statement be true, the 
carrier shall not be liable for damages caused by the improper loading 


or by the nonreceipt or by the misdescription of the goods described 
in the bill of lading. 


While the meaning of Section 21 of the Bill of Lading Act 
is not any too clear, due to the inapt wording thereof, the appar- 
ent effect thereof is to exempt the carrier from liability for 
shortage when the shortage is due to the non-receipt of the 
goods; for damage caused by improper packing or loading of the 
shipment; or for liability in the event that the actual contents 
of the packages do not coincide with the description thereof 
on the bill of lading, when the loading of the shipment is per- 
formed by the shipper. In other words, the effect of Section 21 
of the Bill of Lading Act is that the carrier does not vouch for 
the statements in the bill of lading as to the contents, condition 
or number of the packages described in the bill of lading, where 
the freight is loaded by the shipper. 


As to the liability of a carrier for damages where goods are 
improperly loaded or packed by the shipper, which fact is appar- 
ent to the carriers’ agent, see our answers to Florida, on page 
1660 of the June 27, 1925, Traffic World, under the Caption 
“Liability of Carrier Where Goods Are Improperly Packed,” and 
California, on page 1150 of the Nov. 10, 1923, Traffic World, under 
the Caption “Liability of Carrier for Damages Resulting from 
Improper Loading by Shipper.” 


We can locate no decisions which relate to the effect of a 
shipper’s load and count notation insofar as the carrier’s liability 
for accepting improperly loaded or packed goods is concerned. 

In M. C. Johnson Motor Co. vs. Payne, 107 S. E. 252, the 
court construes the provisions of Section 21 of the Bill of Lading 
Act, insofar as they relate to the matter of proof of the condition 
of the goods at the time they were delivered to the carrier is 
concerned, but not as to the effect of the provisions of Section 
21 as regards the liability of the carrier for injury resulting from 
its acceptance and transportation of goods which are improperly 
loaded or packed, except it be implied from the decision, by 
reason of the failure of the court to consider the matter of the 
carriers’ duty to inspect the manner of loading of cars moving 
under bills of lading containing a shipper’s load and count nota- 
tion, that there is no such obligation on the part of the carrier. 

In this case the court said: 


The rule as to shipper’s load is the same as shipper’s count. 
Where carload lots are taken on ‘‘shipper’s load and count,’ there 
is a presumption, but it is only Pyros facie, and not conclusive. 

The federal statute (Comp. . Sec. 8604k) is not in conflict with 


* this. It reads: 
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The carrier may also by inserting in the bill of lading the Wo 
“shipper’s weight, load, and count,’’ or other words of like Durpo 
indicate that the goods were loaded by the shipper and the descriptig 
of them made by him; and if such statment be true, the mu 
shall not be liable for damages caused by the improper loading 
by the nonreceipt or by the misdescription of the goods described 
in the bill of lading. 

The exceptions that raise this question are sustained. 
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We can locate no other cases which have any bearing 
the question you raise. 
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Hearing in finance No. 5002, application of West Pittsto. mithoritat’’ 
Exeter R. R. Co. for authority to construct a short line of rj) Dang 





road in Luzerne county, Pennsylvania, assigned for February % 
at Washington, D. C., before Examiner Brown, was postponed ty 
a date to be hereafter fixed. 

Finance Docket No. 5341, application of the Hocking Valley 
Ry. Co. for authority to issue $6,000,000 of six-month 5 per cent 
notes and to pledge $7,500,000 of general mortgage bonds, serieg 
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A, as security therefor, was set for hearing February 23 befor MM. This 

Director Mahaffie at Washington, D. C. eberD. | 

Finance No. 5286, application of Chicago & North Western ired ¢ 

Ry. Co. authorizing the construction and abandonment of ling met" 

of railroad in Milwaukee county, Wisconsin, was set for hearing al 

in Milwaukee, February 26, before the Wisconsin commissiop, pity vi 
mon 
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Digest of New Complaints 


No. 17489, Sub. No. 1. William Volker, trading as William Volker 
Co., Kansas City, Mo., vs. Abilene & Southern et al. 

Alleges unjust, unreasonable, unduly prejudicial, unduly pref. 
erential rates on linoleum, all-rail, ocean-and-rail, lake-and-rail, 
from Newark, Trenton, N. J., Philadelphia, Marcus Hook ani 
Lancaster, Pa., to all destinations in Western Classification ter- 
ritory, when moving at the minimums of 45,000 and 50,000 pounds, 






Any 
which are not 15 per cent below the rates on linoleum moving Hi sy exa 
under 30,000 pound minimum, and puts in issue the reasonable- Hand we 
ness of and otherwise lawful character of all rates on linoleum Mi these be 


which allow the mixture of table oilcloth therewith. Asks for J sttentio: 


a scale, if the Commission gives relief in No. 17489, Certain-Teed 
Products Corporation complaint, of carload commodity rates on 
linoleum when moving at minimums of 45,000 and 50,000 pounds 
15 per cent below the scale to apply on linoleum moving ata 
30,000 pound minimum, and denial of the request for the privilege 
of mixing table oilcloth with linoleum, in carloads. Also ask the 
cancellation of such mixing privilege. 

17549, Sub. 1. Baffert & Leon, Tucson, Ariz., vs. Santa Fe et al. 

Unjust, unreasonable, unduly prejudicial rates on sugar from 
San Francisco and other points in California to Tucson, Ariz, 
alleged also to be unduly preferential of competitors of complain- 
ants at Phoenix. Asks for just and reasonable rates, and repara- 
tion. 

. 17694, Sub. No. 1. 
Toledo & Ironton. 
Alleges payment of demurrage in excess of tariffs on lumber 

from Sumrall, Miss., to Detroit, Mich. Asks for reparation. 

. 17881, Sub. No. 2. Caruso Rinella Battaglia Co., Inc., Schenec- 
tady, N. Y., vs. Atlanta & West Point et al. 

Unjust, unreasonable and unduly prejudicial rates and charges 
on peaches from Nemnan, Ga., to points in New York state. 
Asks for just and reasonable rates, and reparation. 

. 17881, Sub. No. 3. Caruso Rinella Battaglia Co., Inc., Schenec- 
tady, N. Y., vs. Central of Georgia et al. 

Unjust, unreasonable and unduly prejudicial rates and charges 
on peaches from Thomaston, Ga., to Glen Falls, N. Y. Asks for 
just and reasonable rates, and reparation. 

17964. Chicago Coal Merchants Assn., Chicago, Ill., vs. Chicago 
& North Western et al. 

Alleges unjust and unreasonable rates and charges were exacted 
from the Geo. C. Wolff Coal Company, a member of the com- 
plainant corporation, on shipments of anthracite and bituminous 
coal from various interstate points of origin to Mayfair, IIl., and 
Peterson Avenue Station, Chicago; also unduly prejudicial in vio- 
lation of the third section, and preferential of other receivers of 
coal in the Chicago switching district, and that the rates were 
in violation of the thirteenth section in that they exceeded the 
Illinois intrastate rates, resulting in undue and unreasonable ad- 
vantage, preference and prejudice as betjween Illinois intrastate 
commerce on the one hand, and interstate commerce on the 
other hand. Asks for reparation to the basis to be found just and 
reasonable, 

. 17966. Jewel Tea Co., Inc., Chicago, Ill., vs. Delaware, Lacka- 
wanna & Western et al. 

Unjust, unreasonable, unduly prejudicial charges in excess of 
the tariffs on 18 carloads of coffee, tea, rice, cocoanut and miscel- 
laneous merchandise loaded as L. C. L. shipments in trap cars at 
Hoboken, N. J., in 1924. Asks for cease and desist order, and 
reparation. 

. 17967. F. W. Tunnell & Co., Inc., Philadelphia, Pa., vs. Pent 
sylvania and Long Island R. R. Cos. 

Unjust, unreasonable and excessive rates on fertilizer from 
Philadelphia to points on Long Island. Asks for just and rea- 
sonable rates, and reparation. 

No. 17968. American Salt Co. et al., Lyons, Kans., and other places 
in_the Kansas salt field, vs. Akron, Canton & Youngstown et al. 

Unjust, unreasonable, unduly preferential and unduly prejudicial 
rates on salt from points in the Kansas salt field to various points 
in the United States and more particularly to destinations in 
Minnesota, Wisconsin, the Dakotas, Wyoming, and northern and 
western Nebraska. Asks for just, reasonable, non-discriminatory, 
non-prejudicial and lawful rates, and reparation. 

. 17969. Federal Rubber Company of Illinois, Cudahy, Wis., vs. Chi- 
cago and North Western et al. 

Alleges the payment of rates on pneumatic tires and tubes from 
Cudahy to St. Louis in excess of the tariff rates in violation of 
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“Railroad Freight Rate Structures: 
Eastern Territory’’ 


A thorough treatment of the class rate structure as it 
‘+¢ today in the eastern section of the country. It is an 
 Pittstop. Muthoritative discussion of the methods of rate construc- 
1e of D- ion employed by the railroads in this important traffic 
OF rail. aritory. Besides explanatory matter, the actual bases and 
bruary 4 jormulas used by the railroads in constructing these rates 
tponed to we given. Many illustrations and examples of the methods 
of applying these rate formulas make the difficult subject 

Rate Structures clear to the reader. 
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én, “‘Southern Territory” 

23. bef ce This is the first organized attempt made to present the 
Ore historical development of the freight rate structure in 





Southern Territory The problem presented many difficulties, 
required exhaustive research and the cooperation of traffic 
ecutives, who, it may be said, have grown up with the 
gstems now in effect. Only by reason of LaSalle’s re- 
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Y hearing s and cordial contact with men in the field in sym- 

MmMission, Mpthy with the work, has it been possible to make this 
monumental contribution to the fund of rate-structure 
knowledge. 

——<~y Blue Cloth, 188 Pages, 6x9 Inches, 8 Chapters........ $2.25 


| ‘‘Western Territory’’ 


ts | In connection with pending rate hearings, this work 


wil acquaint those interested with many matters helpful 
Volker & 


in the successful determination of their cases. Among them 
are the Consolidated Southwestern Cases, Docket No. 13535, 
which may be better understood by a study of Chapter III, 
which is devoted to rate structures in the Southwestern 
Territory. 

Blue Cloth, 184 Pages, 6x9 Inches, 7 Chapters........ $2.25 


BOOKS SENT ON APPROVAL 


Any of these new books may be secured with a five- 
day examination privilege. You are under no obligation 
and we take all the risk in sending. Circulars describing 
these books in detail may be secured upon request. Prompt 
attention will be given your approval orders. 
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The Most Comprehensive 
Collection of Traffic Maps 
Under One Cover! 


It is with genuine satisfaction that La Salle 
announces this new edition of the Traffic Atlas, 
prepared by Wayne E. Butterbaugh. It repre- 
sents a distinct advance in a traffic map publi- 
cation, and without doubt will continue to be 
regarded by traffic men throughout the country 
as the authoritative Traffic Atlas for quick 
reference. 


The Atlas covers the traffic field in the broad- 
est possible manner, the maps being divided 
into four large groups— General, Railroad 
Ass’n, Rate Construction, and Railroad Sys- 
tem. The general maps pertain to the sources 
of traffic and the various transportation agen- 
cies of the U.S. as a whole. The territorial 
maps divide the nation into traffic divisions to 
picture graphically the Classification, Freight 
Rate Ass’n and Rate Adjustment territories. 
The railroad maps illustrate all of the Class I 
railroad systems serving all sections of the 
continent. 
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1. No folded maps — 
every map on uniform 
page size. 

2. New base plates are 
used with a uniform base 
scale which makes easy 
comparison possible. 

8. Every map is accu- 
rate and up-to-date geo- 
graphically. The quality 
of the map work is also 
of the highest order. 

4. A carefully prepared 
index and table of con- 
tents facilitate quick ref- 
erence. 

5. The Aiélas is bound in 
an unusually attractive 
and durable blue cloth 
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tering adds materially to 


the physical appearance. 











Offices 1001 Falls Bidg. 











the sixth section. Asks for a cease and desist order, and repara- 
tion. 


No. 17970. Lustig-Burgerhoff Co., Scranton, Pa., vs. New York Cen- 
tral et al. 







Rates on peaches from Williamson, N. Y., to Scranton in viola- 
tion of the first four sections of the interstate commerce act. 
Asks for reparation. 

No. 17971. Camp Meade Salvage Co., et al, Camp Meade, Md., vs. 
B. & O. et al. 

Unjust and unreasonable rates and charges on radiators from 
Camp Meade, Md., to Trenton, N. J., also alleged to be unjusly 
discriminatory in violation of the long-and-short-haul part of the 
fourth section. Asks for just and reasonable rates, and reparation. 

No. 17972. The Bahr Bros. Mfg. Co., Marion, Ind., vs. C.C.C. & St. L. 

Alleges unjust and unlawful charges on worn-out Jordan plugs 
from points in Illinois, Indiana, Ohio, New York, Connecticut and 
New Jersey, to Marion, Ind. Asks for a rating of Rule 26 on less- 
than-carload quantities of plugs. 

No. 17973. Selden-Breck Construction Co., St. Louis, Mo., vs. C. M. 
& St. P. et al. 

Alleges rates on four carloads of building stone from Bedford, 
Ind., to Oklahoma City in September, 1922, were in excess of the 
aggregate-of-intermediates. Asks for a cease and desist order, 
and reparation. 

No. 17974. Scrivner-Stevens Co., Oklahoma City, Okla., vs. Missouri, 
Kansas & Texas, and Union Pacific. 
Unreasonable rates on eight carloads of pickles, in wood, in 


tin, and in glass, from Brighton, Colo., to Oklahoma City. Asks 
for reparation. 


No. cn ea Pole and Supply Co., Spokane, Wash., vs. C. M. 
. P. e al. 

Unjust, unreasonable, unduly prejudicial and unjustly discrim- 
inatory rates and charges on poles from points south of St. 
Maries, Idaho, to Spokane, for treatment, and beyond. Asks for 
reasonable, non-prejudicial and non-discriminatory rates and 
charges, and reparation. 

No. Me 9 Omaha Grain Exchange, et al, Omaha, Neb., vs. Santa Fe 
et al. 

Alleges undue and unreasonable advantage to St. Louis in the 
matter of rates on grain and grain products to Council Bluffs- 
Omaha from points in Minnesota, South Dakota and Iowa. Asks 
for just and reasonable rates for the future. 

No. 17977. Great Southern Refining Co., Lexington, Ky., vs. Akron, 
Canton & Youngstown et al. 

Unjust, unreasonable, unduly prejudicial and unduly prefer- 
ential rates on petroleum, petroleum products and petroleum 
coke from Pryse, Ky., to points in Ohio, Michigan, south of the 
line commencing at Muskegon, extending eastwardly via the 
Grand Trunk to Cedar Springs, thence via Pennsylvania to How- 
ard City; Pere Marquette to Edmore, Alma, Saginaw, Clifford and 
Port Huron, points in Indiana east and northeast of the line, 
commencing at South Bend and extending southwardly via the 
Pennsylvania to Plymouth, Logansport, Frankfort, Indianapolis, 
Columbus, thence via the Big Four through Greensburg to the 
Ohio-Indiana line and to points in what is known as the Pan- 
handle of West Virginia. Asks for just, reasonable and non- 
prejudicial rates. 


No. 17978. Jonesboro (Ark.) Freight Bureau vs. Yazoo & Mississippi 
Valley et al. 

Alleges the maintenance of class rates between Hattiesburg, 
Miss., and Jonesboro, Ark., in violation of the aggregate-of-inter- 
mediate part of section 4. Asks for rates that will not exceed 
the aggregate to and from Memphis, Tenn. 

No. 17979. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. B. & O. et al. 

Unjust, unreasonable and unduly discriminatory charges on bar 
steel from Youngstown, O., to Lynchburg, Va., alleged to be un- 
duly preferential of Lone Jack, Va., and other more distant points. 
Asks for just and reasonable rates and réparation. 

No. 17980. The Bismarck Association of Commerce, Bismarck, N. D., 
Chamber of Commerce of Mandan, N. D., and Minot Civic and 
Commerce Association of Minot, N. D., vs. Great Northern et al. 

Unjust, unreasonable, unduly prejudicial and unduly preferen- 
tial class and commodity rates to and from Bismarck, Mandan 
and Minot, in comparison with rates to and from points in Minne- 













































































































Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 1—Washington, D. C.—Examiner Brown: 

Finance No. 5292—Application Chesapeake & Ohio Ry. Co. for au- 
thority to acquire control of the Pond Fork & Bald Knob R, R. 
Co. by purchase of capital stock and by lease. 

Finance No. 5340—Application Chesapeake & Ohio Ry. for authority 
to acquire control of the Island Creek R. R. Co. by purchase of 
capital stock. 


March 1—Lynchburg, Va.—Examiner Mackley: 
17286—Traffic Bureau—Chamber of Commerce (Lynchburg, Va.), 
vs. N. & W. Ry. et al. 
17362—Traffic Bureau—Chamber of Commerce vs. N. & W. Ry. et al. 


March 1—Washington, D. C.—Examiner Folsom: 
Valuation No. 3—In re tentative valuation of the properties of 
Chicago Great Western R. R. et al. 
March 1—San Francisco, Calif., Special Examiner John E. Aitchison: 


17143—Pacific States Butter, Egg, Cheese & Poultry Assn. vs. Sou. 
Pac. Ry. et al. 


Fourth Section Application No. 11428. 
March 1—Kansas City, Mo.—Examiner Disque: 
1. & S. No. 2582—Combination rule on sand, gravel and stone be- 
tween Western Trunk Line points. 
1. & S. No. 2582 (1st supplemental order)—Combination rule on 
sand, gravel and stone between Western Trunk Line points. 
March 1—Washington, D. C.—Assistant Director Burnside: 
Finance No. 1618 (Sub. No. 3)—Application Edward N. Brown for 
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sota. Asks for just, reasonable, non-discriminatory ang non. 
prejudicial rates. 

No. 17981. West Virginia Brick Corp., Charleston, W. Va., ys. 2 
& O. and C. & O. . 

Alleges violation of the first section in rates on brick from 
Somerset, O., to Beckley, W. Va., and in violation of the 7 
gregate-of-intermediates part of the fourth section. Asks for 
reparation, and publication of a just and reasonable rate, 

No. 17982. Grasselli Chemical Co., Cleveland, O., vs. B. & M. et aj, 

Unjust, unlawful and unreasonable rate on tri-sodium Dhos. 
phate from Grasselli, N. J., to Cumberland Mills, Me. Asks for 
just, lawful, reasonable, non-prejudicial rate, in accordance with 
the fourth section, and reparation. 

No. 17984. Chadwick Coal Yard Co. et al., Needham, and other point 
in Massachusetts, vs. N. Y. N. H. & H. et al. 

Unreasonable rates on anthracite coal from Pennsylvania 4 
Needham, Needham Heights and Newton Upper Falls. Asks for 
reasonable rates, and reparation amounting to $9,900. 

No. 17985. Express Publishing Co., San Antonio, Tex., vs. Galveston, 
Harrisburg and San Antonio. ‘ 

Unjust and unreasonable rates on imported newsprint Paper 
from Galveston and Houston to San Antonio, Tex. Asks fy 
reasonable rate on a 40,000 pound minimum, and reparation, 

No. 17987. H. G. Hill Grocery Co., Nashville, Tenn., vs. Lehigh Vq. 
ley et al. 

Unjust and unreasonable rates on lemons from New York t 
Nashville. Asks for a cease and desist order, the establishment 
of a just and reasonable rate, and reparation to the basis of 
86 cents instead of $1.62 for which the carriers aré maintaining 
a suit against the complainant in the courts of Tennessee. 

No. 17986. Coast Fir & Cedar Products Co. et al., Seattle, Wash, 
vs. Canadian Pacific et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref. 
erential charges on lumber and other forest products loaded jp 
open cars from points in Oregon, Washington and British Colum. 
bia to different parts of the United States, by reason of the if- 
ference in minimum weight on such products in open and closed 
ears. Asks for reasonable, definite, non-discriminatory and a 
satisfactory minimum, and rules and regulations in connection 
with open car minima, and reparation. 

No. 17987, Sub. No. 1. T. O. Morris, Jr., Nashville, Tenn., vs. Cen. 
tral Railroad Company of New Jersey et al. 

Unjust and unreasonable rate on lemons from New York to 
Nashville. Asks for a cease and desist order, just and reasonable 
rate, and reparation to the basis of 86 cents instead of $1.62, the 
rate for which the carriers are suing for undercharges in the 
courts of Tennessee. 

No. 17988. Sunbury Converting Works, Sunbury, Pa., vs. Pennsyl- 
vania. 

Unjust and unreasonable rate on liquid bleach and peroxide 
of hydrogen from Brooklyn, N. Y., to Sunbury, Pa. Asks for 
just and reasonable rates, and reparation. 

No. 17990. West Virginia State Road Commission, Charleston, W. Va. 
vs. Pittsburgh & Lake Erie et al. : 

Unjust and unreasonable charges_on crushed limestone from 
Shaw Junction, Pa., to Cameron, W. Va.; also alleged to be in 
violation of the fourth section. Asks for reparation, amounting 
to $15,000. 

No. 17989. Loose Wiles Biscuit Co., Long Island City, N. Y., vs. 
Southern Railway et al. 

Unjust, unreasonable and unjustly discriminatory rates ani 
charges on bakery goods from Long Island City to Charleston, 
Savannah, and Jacksonville, by reason of disregard of the aggre 
gate-of-intermediates part of the fourth section and by reason of 
the 24,000 pound minimum maintained on such goods. Asks for 
reasonable and non-discriminatory rates, and reparation amount- 
ing to $8,936. 

No. 17991. City of Providence, R. I., vs. New York, New Haven & 
Hartford. 

Unjust, unreasonable, unduly prejudicial and disadvantageous 
rates on lumber from Providence to destinations reached by the 
lines of the defendant, by reason of the refusal of the defendant 
to make anything other than sixth class rates from Providence 
while granting commadity rates from other points, particularly 


Portsmouth, R. I. Asks for reasonable and non-discriminatory 
rates on lumber, 














mission 





authority to hold the position of director of the Chicago, Rock 
Island & Pacific Ry. Co. in addition to positions now held o 
authorized to be held by him. 

Finance No. 3205 (Sub. No. 1)—Application James M. Kurn for au- 
thority to hold the position of director of the Chicago, Rock Is- 
land & Pacific Ry. Co. in addition to positions now held of 
authorized to be held by him. 

Finance No. 2714 (Sub. No. 1)—Application Jesse Hirschman for au- 
thority to hold the position of director of the Chicago, Rock Is 
land & Pacific Ry. Co. in addition to positions now held or al- 
thorized to be held by him. 


March 2—Kansas City, Mo.—Examiner Disque: 
1. & S. No. 2593—Combination rule on sand between points in 
Kansas, Missouri and Oklahoma, 
March 2—Denver, Colo.—Examiner Mullen: 
17481—Mountain States Roofing Co. et al. vs. Santa Fe Ry. et al. 


March 2—Washington, D. C.—Examiner Roberts: 
Valuation No. 660—In re tentative of the property of the Colorade 
and Southeastern R. R. Co. 


at 2—Oklahoma City, Okla.—Corporation Commission of Okla- 

oma: 

Finance No. 4726 (and Sub. No. 1)—Application, Choctaw, Okla- 
homa & Gulf R. R. Co. for a certificate of public convenience and 
necessity. 

larch 2—Washington, D. C.—Examiner Potter: 
Valuation No. 651—In re tentative valuation of the property of the 
Marianna & Blountstown R. R. Co. 
March 3—Argument at Washington, D. C.: a 
Finance No. 4755—Acquisition of control of the A. & V. Ry. an 
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THE TRAFFIC WORLD 


THE INLAND WATERWAYS CORPORATION 


Operating the 


FEDERAL BARGE LINE 





Mississippi-W arrior Service 


Good dependable freight service makes its own appeal to the man who has freight to ship. This appeal is strengthened when there are sub- 
stantial savings in freight offered in addition to good service. 


The weekly packet which left Cairo on February sixth carried 892 tons of miscellaneous less-than-carload merchandise. 


This consisted of 


764 consignments. The freight came from 343 different business houses in thirteen states, distributed as follows: 





No. No. No. No. 0. No. No. Ne. 
Ship- Consign- Ship- Consign- Ship- Consign- Ship- Consign- 
ILLINOIS pers ments ILLINOIS pers ments MICHIGAN pers ments OHIO pers ments 
BMAR occ ceebovceee 1 Sa 1 _ oa eee aaa 9 10 
GRRE 3 8 —_ — Battle Creek ....... 2 Coldwater ......... 1 1 
li ton Heights 1 1 112 289 Detroit ............ 138 Columbus .......... 5 6 
—s ae D oo ee D ON oo ois ny oss 5 6 
Belleville ........+.+- 2 4 INDIANA 

: 1 g Evansville ......... 1 3 Port Huron ........ 1 Defiance ........... 1 1 
EEE eweice sie “(2 Spteiitis Huntington ........ 1 1 Wyandotte ......... 1 Lancaster .......... 1 1 
niga : . Indianapolis . rc 22 eee —— Mansfield .......... 1 1 
Chicago ....--+--++s 80 oe .... oc 1 3 14 ee =—Cl(té«C RR ES 1 1 
Du Quoin ..........- 1 1 antalivilte .....0<. 1 2 MISSOURI a re 3 ae 2 2 
Se 3 5 ee Se 1 1 Centropolis ........ 1 EEE ovke'eays 0.0 a 6 © 1 7 
OSE er 1 ee ee 1 1 Kansas aa = >. Sea 2 2 
Galewood ecccccccce 1 2 Tell City age gare seal . 1 Pleasant Hill eocvces 1 Urbana were rrr rr ey 1 1 
Grand ——— ear a 2 alt allie 5: Ge EE 6 sviesiaweee 145 406 = VOPGRETIOD «osc ccccce 1 1 
Granite City ........ —— eras Soe Be nas + 5 ive 
Greenwood Boulevard 1 2 ad os 148 409 89 

Harvey ..... Sieicaeore 1 2 IOWA NEBRASKA PENNSYLVANIA 
i 1 1 Des Moines ........ 1 S “Te ess ae. (ss 1 

1 1 Marshalltown ...... 1 1 NEW HAMPSHIRE WISCONSIN 

1 1 Webster City ...... 2 2 WOM hoceoesc acs —_— eee e 
PRSRUICONIO 2 cccwccves 1 10 ies pecs NEW YORK Milwaukee ......... 2 2 
ee ere ee 1 1 4 4 Black Rock ........ 9 FI sre cates 1 1 
BENET. orstatesescieiavore ores 2 2 KENTUCKY OHIO SS S eee 2 z 
ON oe 1 ae 0 ee 2 a= ll ere ee 1 Sheboygan Falls .... 1 1 
Rockford  .ccccesees 1 1 EE Mis. se Hawaielee-¢ 1 Two Rivers. «6200. 4 
Rock Island ........ 2 8 MINNESOTA NED. © Wacmcaces's 1 — —_—_ 
Shelbyville ......... | 1 Minnesota Transfer 1 1 Comte © p< neciealeia 2 10 15 


If forwarded by rail, as merchandise is normally loaded this would 
The total revenue paid for the joint rail and water service on this 


have required a train of 50 cars to transport it. 
892 tons of merchandise was $8,100.00. 


Had there been no joint rail-barge-and-rail rates available, the owners of this freight would have been compelled to pay $9,820.00 in the aggregate 
for all-rail service. The saving to the public onthe merchandise forwarded on this one packet was $1,720.00, or $4.40 per ton. 
Much of this freight left Chicago as late as Thursday evening, February 4th, and St. Louis, Friday evening, February 5th. 


The distribution was as follows: 





Consign- Consign- 
ALABAMA ments ARKANSAS ments 
Birmingham ...... ,  os.0 6-0 oe wee 1 
EE 0-004:¥aceeess ee RRP ree 
er _ ar 
Tuscaloosa ........ & Bele BOGE... vce 33 
— Malvern ......... e 
8 Marianna ........ : 
ARKANSAS PP : 
Arkadelphia ....... MO fo cia weecaxcs 
DE ERGs cedinces 2 Moerilitom ......0% 
IE arene e-0:0\e 6-054: 5 “ER eee eccece 
Clarksville ........ S Wee Te . sc sicnex 
OS See a ee 
ree BD davccnescane 
RE Sr a 
Forrest City ...... 3 — 
ee 15 104 
Consign- 
ALABAMA ments CALIFORNIA 
EY Gceaices scitsieicae vo w San Francisco .... 
BOM COG cosccsee 
CALIFORNIA Santa Ana ...... 
ES 1 Santa Rosa ...... 
eee UO eae 
Long Beach 1 Wilmington ...... 
Los Angeles 12 
Mare Island ... 1 
Oakland ..... 3 
Pasadena et ao FLORIDA 
POMORE . <6.00% 1 Jacksonville ..... 
Sacramento 3 Tee Ws. sc ccawsse 
UN ths eccececes SRE 055.0650 


TO POINTS IN 





Consign- Consign- Consign- 
LOUISIANA ments LOUISIANA ments MISSISSIPPI ments MISSISSIPPI ments 
| rae t Gipevepert .....cccs S . CREE. aascewes 2 Wet Point ..... ee 
Breaux Bridge .... 1 —— Holly Gporings .... 2 Winona ........20 ve 
Baton Rouge ...... 8 203 Jackson ...... eee | —_ 
De Ridder ....... 1 MISSISSIPPI eee 1 80 
Donaldsonville .... 2 Canton ........... = en aa 1 TEXAS 
GS Seccccuces ‘2 GHEE (6.0000 S Gee .As.05- Le oe A IR <0 Sees 1 
Mememeene ...cucce 1 Clarksdale ........ 3 Lexington ........ 2 Ft. Worth : 2 
Lake Charles ..... 38 Cee a a — RTS : Savane sets : 
L thes OLMMADUB we cee S WI oceec nce ouston ° 
sag mind = at : ee S WOPCMEE 6 ccc ees GS QMS ccc ccccccs 1 
Mew Gileaes ..... 171 Crenshaw ......... 1 Newton wee emees 1 Port Neches ....... 1 
Opel 1 ere 1 Pelahatchie ...... 4 San Antonio ...... 7 
DEIOUEAS .-.e wre BaWSrdS. s.se.n.e = eee 1 omen 
Plaquemine ....--- 8 Friars Point ..... 1 Rosedale .......... 2 85 
Rayne .......«-+. 1 Greenville ........ S Te snesans. 1 TENNESSEE 
Rayville .......... 1 Greenwood ........ 8 Vicksburg ........ 20 Memphis ......... 184 
AND BY WATER FROM NEW ORLEANS 
Consign- onsign- Consign- Consign- 
ments FLORIDA ments OREGON ments CUBA ments 
re Oh) (enn Me SE, so .5-3:00.0s:0 0s wee eee > 
seth OS ee cece pep eewioeges, At MIE 5c .cosi< 45g pa 
LES: 6 OR RE EE i<vcceicncccs, SE SIUIEE ccctincoewseees — 
ere . 2 Be Petereere ......... 8 oe 5 
soscce & Geer Wr 4.03.0) 9 8 ECUADOR 
jodatt A ee ere WASHINGTON IY ease cS ieisat 
— W. Palm Beach......... _ ere 1 
39 ome  Contralie. oc secescvecdcios 1 PORTO RICO 
CD Bembtde 2 ncccsccces Se Jl on 1 
Snohomish ‘ ee OC OE ee 1 
jeites 1 OREGON TUNED, ois. cwicceicsuns soins ty EEE, Sirdess 4yres see aa 
Be tees ly De tadcecccaweteees of oa — 
ea eee 1 18 7 


Memphis and Little Rock freight was* ready for delivery to consignees on Monday morning, February 8th. The consignments for Arkansas 
and Mississippi were delivered by rail connections a day later. . 

Freight to consignees and connections at Vicksburg was ready for delivery on Wednesday morning, February 10th. 

The packet reached New Orleans on the night of Wednesday. The freight was ranged for delivery during the night and New Orleans consignees 
began draying their freight away on the morning of Thursday, February 11th, sixth morning delivery from St. Louis, seventh morning from Chicago. 

Freight for steamship connections was drayed to them on Thursday. 

This schedule has now been regularly maintained for nearly three years. The interruptions have been no more numerous nor of greater duration 
than occasionally occurs in any fast rail schedule through causes beyond ordinary control. 

The barge also contained the following carloads of expedite manifest freight. 


Origin Destination 
ALL-WATER 

EE Cae --Mobile, Ala. 

St. Louis, Mo...............New Orleans, La. 


WATER AND RAIL 


Hast St. Louis, TH.......0. West Monroe, La. 
St Louis, Mo........ Rrakwsnera ..-Ft. Smith, Ark. 
St. Louis, Mo....cccccccse ...--Houston, Tex. 
ge ee er .-Shreveport, La. 
, RAIL AND WATER 
Chicnmay. Whee. <5ic0 seer ...-New Orleans, La. 
Cleveland, Ohio..... onmewelein New Orleans, La. 
Eau Claire, Wis....... +...-New Orleans, La. 








Origin Destination 
RAIL AND WATER 
_. i Bae seanees Vicksburg, Miss. 
Grand Rapids, Mich........New Orleans, La. 
Greentown, Ind...... . New Orleans, La. 
Ivorydale, Ohio..... ....Vicksburg, Miss. 
a Ae ...-New Orleans, La. 
Minn. Transfer, Minn........Memphis, Tenn. 
Wapervitte, Tbsccccccccccce New Orleans, La. 
SS eer New Orleans, La. 
Po a ee Vicksburg, Miss. 
RAIL-WATER-AND-RAIL 
a ty err Dallas, Tex. 


Origin Destination 
RAIL-WATER-AND-RAIL 
a Beaumont, Tex. 
Chicago Heights, Ill...... ..-Port Neches, Tex. 
,.. 3 are Houston, Tex. 
Grand Rapids, Mich........... Shreveport, La. 
Indianapolis, Ind.............. . Abiline, Tex. 
pe a ere Bay City, Tex. 
Indianapolis, Ind... <“s sco, Tex 
Indianapolis, Ind... Dallas, Tex 






Indianapolis, Ind... 
Indianapolis, Ind... ... Sweetwater, Tex. 
ae eee Shreveport, La. 
SE isn 49 019: 0.0:0S ie 4.0 naee Jackson, Miss. 


The packet, therefore, brought down what would be the equivalent of eighty-one carloads of freight, a total of 912 tons of freight, which with 


the weight of cars of some 2,025 tons would have meant a train of nearly 3,000 tons deadweight. 


The barge system saved the necessity of hauling this heavy weight of cars, accomplishing for the public the substantial savings above outlined. 
Your competitors are using the Barge Line increasingly and with growing satisfaction. 


All inquiries are promptly and courteously answered. 


Los Angeles, Calif., 
703 Transportation Bldg., 
J. M. Ford, Commercial Agent 
Memphis, Tenn., 
1224 Cotton Exchange Bldg., 
C. E. Becker, General Agent 


Chicago, IIl., 
846 Stock Exchange Bldg., 
H. E. Ruddiman, General Agent 
Birmingham, Ala., 
822 Brown-Marx Bldg., 
N. W. Guice, General Agent 





Mobile, Ala., 


H. M. 
New Orleans, La., 


You can address the nearest representative or 


315 Van Antwerp Bldg., 
Wilson, Commercial Agt. 


200 Board of Trade Annex, 
J. W. Mooney, General Agent 


Theodore Brent, Traffic Manager, 
Custom House, New Orleans. 


San Francisco, Calif., 
415 Custom House, T. B. Esty, 
Pacific Coast Representative 
St. Louis, Mo., 
244 Custom House, 
F. C. Reilly, General Agent 
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Vv. S. & P. Ry. by the Y. & M. V. R. R. and guaranty by the 
Illinois Central R. R. 

March 3—Beach, N. D.—Examiner Rogers: 

17983—In re train service on the line of Northern Pacidc Railway 
Company extending between Beach, N. D., and Ollie, Mont. 

March 3—Denver, Colo.—Examiner Mullen: 

17420—G. A. Bailey, as trustee in og pay | of the Superior Mill- 
ing Co., bankrupt, vs. Oregon Short Line R. et al. 

March 3—Washington, D. C.—Examiner Walsh: 

Valuation No. 661—In re tentative valuation of the property of the 
Garyville Nerthern R. R. Co. 

March 4—Washington, D. C.—Examiner Davis: 

* Finance No. oint en of Somerset Telephone Company 
and the Perry County Telephone Company for authority to the 
former company to sell its properties to the latter company. 

March 4—Burlington, la.—Examiner Disque: 

I. 2. °. No. 2664—Lumber, Burlington and Fort Madison, Iowa, to 

nois. 

March 4—Argument at Washington, D. C.: 

9966—Hudson Mule Co. et al. vs. L. & N. R. R. et al. 

9967—Hudson Mule Co. et al. vs. L. & N. R. R. et al. 

Portions Fourth Section Application No. 1952 of L. & N. R. R. Co. 

10090—Hudson Mule Co. et al. vs. N. C. & St. L. Ry. et al. 

Portions Fourth Section Application Nos. 458 of N. C. & St. L. 
Ry. and 1952 of L. & N. R. R. 

=. mage yy Mule Co. et al. vs. Director General, as agent, Santa 

e Ry. et al. 

1. & S. No. 1563—Live stock to, from and between points in the 
southeast. 

March 5—Florence, Ala.—Examiner Mackley: 

1. & S. No. 2522—Cotton from landings on Tennessee River to New 
Orleans, La. 

bee aia Florence Chamber of Commerce vs. N. O. & N. E. R. R. 
et al. 

March 5—Argument at Washington, D. C.: 

Valuation No. 367—In re tentative valuation of the properties of 
the N. C. & St. L. Ry. et al. 

Valuation No. 328—In re tentative valuations of the properties of 
the Delaware and Hudson Co., The Albany and Susquehanna R. 
R. Co., The Rensellaer and Saratoga R. R. Co., Albany and Ver- 
mont R. R. Co., Rutland and Whithall R. R. Co., Saratoga and 
Schenectady R. R. Co., Northern Coal and Iron Co., The Ticond- 
eroga R. R. Co., the Chateaugay and Lake Placid Ry. Co., and 
the Plattsburgh and Dannemora R. R. 

Valuation No. 296—In re tentative valuation of the properties of 
the Cooperstown and Charlotte Valley R. R. Co. and the Coopers- 
town & Susquehanna Valley R. R. 

Valuation No. 331—In re tentative valuation of the property of the 
Wilkes-Barre Connecting R. R. 

Valuation No. 199—In re tentative valuation of the property of the 
Greenwich and Johnsonville Ry. 

March 5—Des Moines, Ia.—Examiner Disque: 

1. & S. No. 2558—Grain and grain products from Missouri River 
points and Des Moines, Ia., to Arkansas, Missouri and Kansas. 

March 6—Fort Worth, Tex.—Examiner Koch: 

17436—The Long Bell Lumber Co. vs. A. & 8S. Ry. Co. et al. 

March 6—Pueblo, Colo.—Examiner Mullen: 

17247—Auto Supplies Manufacturing Co. vs. Santa Fe Ry. et al. 

March 8—Meridian, Miss.—Examiner Mackley: 

17485—Eagle Cotton Oil Co. vs. Southern Ry. Co. et al. 

March 8—Washington, D. C.—Examiner Walter: 

Valuation No. 654—in re tentative valuation of the property of the 
Gulf & Northern Ry. Co. 

March 8—St. Paul, Minn.—Examiner Disque: 

Fourth Section Application No. 12731 et al.—Filed by C. M. & St. P. 
Ry.—In re class rates to and from Wahpeton, Fairmont, -Wimble- 
don, N. D., Graceville and Appleton, Minn. 


March 8&—Washington, D. C.—Examiner Folsom: 

Valuation No. 668—In re tentative valuation of the property of the 
Wyandotte Terminal R. R. Co. 

March 8&—Washington, D. C.—Examiner Johnston: 

Valuation No. 667—In re tentative valuation of the property of the 
Atlantic, Waycross & Northern R. R. Co. 

March 9—St. Paul, Minn.—Examiner Disque: 

Finance No. 5134—Application Minnesota Western R. R. Co. for au- 
thority to extend its line from Lake Lillian to Dawson, Minn. 

March 9—Dallas, Texas—Examiner Money: 

1. & S. No. rain and Grain Products from Western points 
to the Southwest and Southeast. 

March 9—Wichita, Kan.—Examiner Mullen: 

“ao Chamber of Commerce vs. American Ry. Express 
oO. et al. ; 

March 10—Wichita, Kan.—Examiner Mullen: 

17623 and Sub. No. 1—The Sterling Oil & Refining Co. vs. Midland 
Valley R. R. 

March 10—Jackson, Miss.—Examiner Mackley: 
17774—-Jackson Paper Co. vs. A. & V. Ry. et al. 
17603—Lawrence Construction Co. vs. L. & N. R. R. 

March 10—Washington, D. C.—Examiner Haley: 

* Finance No. 3615—Excess Income of the Ashland Coal & Iron Ry. Co. 

March 10—Argument at Washington, D. C.: 

12481—E. J. Heinz Co. vs. Director-General, as agent, and Pennsyl- 
vania R. R. Co. 

16697—-The Chicago, Rock Island and Pacific Ry. Co. et al. vs. B. 
& O. R. R. et al. 

March 11—Jackson, Miss.—Examiner Mackley: 
17814—Mississippi Farm Bureau-Cotton Assn. vs. A. & V. Ry. et al. 

March 11—Dallas, Tex.—Examiner Money: 
17280—Lone Star Gas Co. vs. A. & V. Ry., et al. 


March 11—Argument at Washington, D. C.: 
15543—Turpentine & Rosin Producers’ Assn. vs. A. & V. Ry. et al. 


1. & S. No. 2574—Newsprint paper from eastern Canada to points 
in Tennessee. 


16573—Alumina Shale Brick Co. et al. vs. B. & O. R. R. et al. 

Fourth Section Application 12169 of B. R. & P. Ry. and portions 
of Fourth Section Application Nos. 1787 ef Erie R. R., and 1626, 
1774, 1776 and 1775 of C. C. McCain. 


March 12—Fort Worth, Tex.—Examiner Money: 
17737—Smith-Wilson & Co. et al. vs. Santa Fe Ry. et al. 
March 12—Argument at Washington, D. C.: 
16123—The yon Coal & Coke Co. et al. vs. B. & O. R. R. et al. 
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16322—Nebraska State Railway Commission vs. Santa Fe Ry et q) 
16612—The Superior Traffic Assn. vs. Santa Fe Ry. et al. 
March 12—Duluth, Minn.—Examiner Disque: 
1. & S. No. 2584—Petroleum from St. Paul and Duluth, Minn,, to 
Port Arthur, Ont., Canada and related points. 
March 12—Topeka, Kan.—Examiner Mullen: 
17385—Albert Silk Coal Co. et al. vs. Santa Fe Ry. et al. 
March 13—New Orleans, La.—Examiner Mackley: 
1. & S. No. 2590—Cotton from New Mexico points to New Orleans 
La., Group Points. ; 
March 13—Argument at Washington, D. C.: 
16188—Indiana State Chamber of Commerce vs. Ann Arbor R, R 


et al. 
15490—Alan Wood Iron and Steel Company et al. vs. Pennsylvania 
R. R. et al. 

March 13—Duluth, Minn.—Examiner Disque: 

1. & S. No. 2594—Combination rule on sand, gravel and ston 
from Minnesota to Minnesota and Wisconsin points. 

March 15—Washington, D. C.—Examiner Turner: 

——— No. 3802—Excess Income of the Lehigh & Hudson River 
y. Co. 

March 15—Washington, D. C.—Examiner Harraman: 
17837—City of Oswego, N. Y., vs. B. & O. R. R. et al. 

March 15—Kansas City, Mo.—Examiner Mullen: 
17150—Kansas City Brick Co. vs. C. R. I. & P. Ry. Co. 

March 15—Chicago, Ill.—Examiner Disque: 

1. & S. No. 2568—Absorption switching charges at Laona, Wis. 

March 15—New Orleans, La.—Examiner Mackley: 

17390 (and Sub. No. 1)—Luckenbach S.S. Co., Inc., vs. Southern 
Ry et al. 

March 15—Argument at Washington, D. C.: 
16250—Indiana State Chamber of Commerce vs. B. 
16296—Terre Haute Chamber of Commerce vs. 

Terminal R. R. et al. . 

March 15—Kansas City, Mo.—Examiner Mullen: 

tf £ S. 2607—Grain and related articles from defined territories to 

exas. 

March 15—Washington, D. C.—Examiner Rasch: 

Valuation No. 664—In re tentative valuation of the property of the 
Alabama, Florida & Gulf R. R. Co. 

March 15—Washington, D. C.—Examiner Kelley: 

Valuation No. 360—In re tentative valuation of the property of the 
Elkton & Guthrie R. R. Co. 

Valuation No. 405—In re tentative valuation of the Glasgow Ry. 

Valuation No. 456—In re tentative valuation of the properties of 
Louisville & Nashville R. R. et al.: 

Valuation No. 463—In re tentative valuation of the property of 
Tennessee Western Ry. Co. 

March 16—Kansas City, Mo.—Examiner Mullen: 
17415—Arnold Automobile Co. et al. vs. Santa Fe Ry. et al. 

a Fe ie Motors Truck Co. of Kansas City et al vs. G. T. W. 
y. et al. 

17724—Cline and Bird Truck Co. et al. vs. A. A. R. R. et al. 

March 16—Argument at Washington, D. C.: 

» 15962—D. L. Alderman et al. vs. A. & V. Ry. et al. 

15998—U. S. Industrial Alcohol Co. vs. C. & N. W. Ry. 
16162—Lake County Mfg. Co., and H., Cannaway and E. Rice, 
receivers thereof, vs. lll. Cent. R. R. et al. 

March 16—Chicago, Ill.—Examiner Disque: 

1. & S. No. 2556—Salt, Ludington, Mich., group to Chicago, Ill, 
and intermediate points. 


March 16—Richmond, Va.—State Corporation Commission of Vir- 


nia: 
Finance No. 4994—Application Southern Ry. Co. for authority to 
abandon its line between White Oak and Danville, Va. 
March 16—Washington, D. C.—Examiner Way: 
Valuation No. 655—In re tentative valuation of the property of the 
Tuskegee Railroad Company. 


March 17—Wilkes-Barre, Pa.—Public Service Commission of Poem 


& O. R. R. et al, 
B. & O. Chicago 


vania: 

* Finance No. 5265—Application of Wilkes-Barre & Eastern R. R. Co. 
for authority to abandon a portion of its line of railroad in Lu- 
zerne County, Pa. 

March 17—New Orleans, La.—Examiner Mackley: 

1. & S. No. 2597—Baggage from and between Southern points. 

March 17—Argument at Washington, D. C.: 

' 18758—Ridenour-Baker Mercantile Co. et al. vs. Santa Fe Ry. et al. 

‘ 15156—Sinclair Oil & Gas Co. vs. Penn. R. R. et al. 

' 15157—Sinclair Crude Oil Purchasing Co. vs. Santa Fe Ry. et al. 

'16715 (and Sub. No. 1)—The National Silica Co. et al. vs. Wabash 
Ry. et al. 
March 17—Chicago, Ill.—Examiner Disque: 
1. & S. No. 2585—Transit of hogs at Creston, Ia. 

March 17—Houston, Tex.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991—Weatherford, Crump &.Co. vs. A. & S. Ry., et al. 
11965—Galveston Commercial Assn. et al. vs. A. & S. Ry. et al. 

March 18—Argument at Washington, D. C.: 

* 16451 (and Sub. No. 1 to 3, incl.)—Sinclair Crude Oil Purchasing Co. 
vs. Santa Fe Ry. et al. 

* 16127—Sinclair Crude Oil Purchasing Co. vs. C. & A. R. R. et al. 

* 15555—Sinclair Crude Oil Purchasing Co. vs. C. & E. R. R. et al. 

* 15621 (and Sub. No. 1 and 3, incl.)—Sinclair Crude Oil Purchasing 
Co. vs. Santa Fe Ry. et al. 

March 18—Argument at Washington, D. C.: 

: be ae Morrell & Co., Sioux Falls, S. D., vs. Union Pacific 

. e 

* 16864 (and Sub. No. 1)—J. R. Beggs & Co. vs. B. & O. R. R. et al. 

‘17215 (and Sub. No. 1)—J. R. Beggs & Co. vs. B. & O. R. R. et al. 

March 18—Kansas City, Mo.—Examiner Mullen: 
17432—Marion M. Carnes, Olathe, Kan., vs. Santa Fe Ry. et al. 

March 19—Columbus, Ga.—Examiner Mackley: 

17564 (and Sub. Nos. 1 and 2)—National Show Case Co. vs. 8S. A. L. 
Ry. et al. 

March 19—Kansas City, Mo.—Examiner Mullen: 

17412—Kansas City, Kaw Valley & Western Ry. Co., H. C. Jobes, 
Receiver, vs. Santa Fe Ry. et al. 

March 19—Chicago, Ill.—Examiner Disque: a 
1. & S. No. 2595—Meats and Packing House Products to, from an 
between Southwestern and Western Trunk Line Points. 

Fourth Section Application No. 469 of F. A. Leland—In re rates 
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packing house products, etc., from Texas and Oklahoma points to 

Ark., Kan., La., Mo., Okla., Miss. River Crossings, etc. 
Fourth Section Application No. 1848, filed A W. H. Hosmer. 
Fourth Section Application Nos. 12788, 12795 and 12806, filed by 
F. A. Leland. 
Fourth Section Application No. 12807, filed by A. C. Fonda. 
(To be heard in connection with |. & S. No. 2595.) 

* 1, & S. No. 2595 (2nd Supplemental Order)—Meats and Packing 
House Products to, from and between southwestern and Western 
trunk line points. 

March 19—Argument at Washington, D. C.: 

* 16356—Krupp Foundry Co. vs. Southern Ry. et al. 

* 16176—Somerville Iron Works vs. Southern Ry. et al. 

' 16822 (and Sub. Nos. 1 to 5, incl.)—Smitherman & McDonald, Inc., 
vs. La. & N. W. R. R. et al. 

' 16714 (and Sub. Nos. 1 to 7, Incl.)—S. Bender Iron & Supply Co. 
vs. K. C. S. Ry. et al. 

March 20—Argument at Washington, D. C.: 

' 16466 (and Sub. Nos. 1 to 5, incl.)—International Grain Co. vs. 
Northern Pacific Ry. 

*16576—Delmar Co. vs. Gt. Nor. Ry. 
March 22—Chicago, Ill.—Examiner Disque: 
' 17329—American Distilling Co. vs. A. C. & Y. et al. 
March 22—Tallahassee, Fla.—Examiner Mackley: 
17857—Gadsden County Truck Growers Assn. vs. A. & R. R. R., et al. 

March 22—Argument at Washington, D. C.: 

1. & S. No. 2521—Potatoes from Southeastern and Carolina Terri- 
tories to Northern and Western points. 

_— Fourth Section Application No. 703 filed by the A. C. L. 


17128—Taylor Produce Co., et al. vs. A. C. L. R. R., et al. 
March 22—Kansas City, Mo.—Examiner Mullen: 
17789—Missouri Gravel Co. vs. C. B. & Q. R. R. et al. 
March 22—Dallas, Texas.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991—Weatherford, Crump & Co. vs. A. & S. Ry. et al. 
11965—Galveston Commercial Assn. et al. vs. A. & V, Ry. et al. 
March 22—Washington, D. C.—Examiner Brinkley: 
*‘ Valuation No. 445—In re tentative valuations of the properties 
Grand Trunk Ry. Co. of Canada et al. 
Valuation No. 478—In re tentative valuation of the properties 
Grand Trunk Western Ry. Co. et al. 
Valuation No. 512—In re tentative valuation of the properties 
Detroit, Grand Haven and Milwaukee Ry. Co. et al. 
Valuation No. 517—In re tentative valuation of the property 
Pontiac, Oxford and Northern R. R. Co. 
Valuation No. 535—In re tentative valuation of the 
Toledo, Saginaw and Muskegon Ry. Co. 
' Valuation No. 544—In re tentative valuation of the 
International Bridge Co. 
' Valuation No. 545—In re tentative valuation of the 
Grand Trunk Milwaukee Car Ferry Co. 
Valuation No. 546—In re tentative valuation of the 
Detroit and Huron Ry. Co. 
Valuation No. 550—In re tentative valuation of the 
St. Clair Tunnel Co. 
March 22—Washington, D. C.—Examiner Macomber: 
‘ Valuation No. 178—In re tentative valuation of the 
Louisville & Jeffersonville Bridge Co. 
March 23—Kansas City, Mo.—Examiner Mullen: 
17661—Badger Lumber & Coal Co., et al. vs. Santa 
March 23—Chicago, Ill.—Examiner Disque: 
16340 (and Sub. No. 1)—Illinois Coal Traffic Bureau vs. Alton & 
Southern R. R. et al. 
17509 (and Sub. No. 1)—Indiana Bituminous Coal Operators’ Assn. 
vs. Santa Fe Ry. et al. 
17563—Illinois Coal Traffic Bureau vs. The A. T. & S. F. Ry et al. 
17964—-Chicago Coal Merchants’ Assn. vs. B. & O. R. R. et al. 
March 23—Washington, D. C.—Examiner Roberts: 
‘Valuation No. 230—In re tentative valuation of the property of 
the Troy Union R. R. Co, 
March 24—Kansas City, Mo.—Examiner Mullen: 
17803—Midwest Metal Co. vs. St. L.-S. F. Ry. et al. 
March 25—Kansas City, Mo.—Examiner Mullen: 
17733—Fredonia Linseed Oil Works Co. vs. Santa Fe Ry. et al. 
March 25—New Orleans, La.—Examiner Money: 
14940—Application of rates on cotton to Gulf ports. 
13991— Weatherford, Crump & Co. vs. A. & S. Ry. et al. 
11965—Galveston Commercial Assn. et al. vs. A. & V. 
March 26—Lakeland, Fla.—Examiner Mackley: 
’ 17644—Lakeland Chamber of Commerce vs. A. C. L. R. R. et al. 
Portions Fourth Section Application No. 703, filed by the 
Atlantic Coast line R. R. Co. 
March 26—Kansas City, Mo.—Examiner Mullen: 
17854—Iola Cement Mills Traffic Assn. et al. vs. Santa Fe Ry. et al. 
March 29—Washington, D. C.—Examiner Harraman: A 
* |. & S. No. 2591—Sulphur from Baltimore, Md. to Hamilton, Ont., Can. 
March 29—Lakeland, Fla.—Examiner Mackley: 
17845—Mine and Mill Supply Co. vs. A. C. L. R. R., et al. 
March 29—Kansas City, Mo.—Examiner Mullen: 
17618—Davis-Noland-Merrill Grain Co et al. vs. St. L.-S. F. Ry. 
March 29—Beaumont, Tex.—Railroad Commission of Texas, or any 
member thereof, and Examiner Boles: 
—. No. 3197—Application Waco, Beaumont, Trinity & Sabine 
y. Co. 
a No. 5104—Application Waco, Beaumont, Trinity & Sabine 
y. Co. 
March 30—Chicago, Ill.—Examiner Carter: 
* 1 & S. No. 2609—Sewer Pipe and related articles, Iowa to Western 
Trunk Line points. 
March 31—Kansas City, Mo.—Examiner Mullen: 
17823—Kansas City Structural Steel Co. et al. vs. A. & V. Ry. et al. 
March 31—Washington, D. C.—Examiner Conway: 
Valuation No. 666—In re tentative valuation of the property of 
Dayton-Goose Creek Ry. Co. 
April 1—Washington, D. C.—Examiner Fowler: 
Valuation No. 665—In re tentative valuation of the property of the 
Great Western Ry. Co. 
April 1—Washington, D. C.—Examiner Walter: 
‘ Valuation No. 684—In re tentative valuation of the properties of 


the a Southwestern & Gulf R. R. Go. and Albany & North- 
ern Ry. 
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April 1—Washington, D. C.—Examiner Potter: 
* Valuation No. 683—In re tentative valuation of the 
the Euclid Railroad Company. 
April 2—Atlanta, Ga.—Examiner Mackley: 
<a American Lumber & Export Co. et al. vs. A. & y Ry 
et al. ie. 
17858—Southern Pine Association vs. A. & V. Ry. et al. 
17957—Watters-Tonge Lumber Co., et al, vs. A. G. S. R. R. eta 
16383 (and-Sub. Nos. 1 and 2)—Adams-Bank Lumber Company « } 
vs. A. & R. R. R. Co. et al. al 
1. & S. No. 2479 (and ist, 2nd, 8rd and 4th supplements)—Ly ber 
and forest products between Southern points and destinations 4 
Virginia. 
April 5—Washington, D. C.—Examiner Turner: 
* Finance No. 3874—Excess Income of the Okmulgee Northern Ry, Cy, 
April 5—Washington, D. C.—Examiner Johnston: : 
* Valuation No. 672—In re tentative valuation of the 
St. Paul Bridge & Terminal Ry. Co. 


April 5—Washington, D. C.—Examiner Quimby: 

' Valuation No. 673—In re tentative valuations of the 
the Midland Terminal Ry., The Cripple Creek & 
Springs R. R. Co., and the Colorado Midland R. R. Co 

April 6—Washington, D, C.—Examiner Rasch: 

*’ Valuation No. 674—In re tentative valuation of the 
Georgia, Florida & Alabama Ry. Co. 

April 7—Washington, D. C.—Examiner Halderman: 

’ Valuation No. 675—In re tentative valuation of 
the Midland Valley R. R. Co. and the Wichita 
RB. BR. Co. 

ag Saree, 1 Sh on waged ie song 

& . No. outing brick and cla roducts f 
S. G., to Charlotte, N. C. ee 
April 15—Washington, D. C.—Examiner Stiles: 
ee ous Sub. No. 1 to 3, incl.)—Swift & Co. et al. vs. Sany 
et al. 


a ae ee Slaughters’ Traffic Association et al. vs. N, y. 


4 et al. 
17411 (and Sub. No. 1 and 2)—Kennett-Murray Live Stock Buying 
Organization et al, vs. A. C. & Y. Ry. et al. 
April 19—Austin, Tex.—Railroad Commission of Texas, or any men- 
ber thereof: 
Finance No. 5217—In the matter of application of the Asphalt Bel 
Ry. Co. for a certificate of public convenience and necessity av. 
thorizing it to operate a line of railroad. 


April 21—Kansas City, Mo.—Public Service Commission of Kansas: 

* Finance No. 5088—Application Missouri Pacific R. R. Co. for av- 
thority to construct a branch line of railroad in Anderson ani 
Allen Counties, Kansas. 


May 3—Washington, D. C.—Examiner Boyden: 
Valuation No. 370—In re tentative valuation of the property of 
M. St. P. & S. S. M. Ry. Co. 
' Valuation No. 406—In re tentative valuation of the property of Wis- 
consin Central Ry. Co. et al. 
' Valuation No. 326—In re tentative valuation of the property of Wis- 
consin & Northern R. R. Co. 
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The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. : 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 
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WASHINGTON CHICAGO 
MILL§ BUILDING 418-430 S$. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 



























GERRARD UNI- 
LASTIC STOW AGE 


The greatest development in 
carloading in the last cen- 
tury. Ask us how to apply 
it to your carload ship- 
“ments at a lower costthan you 
now must pay and practi- 
cally eliminate all damage 
to your shipment. 





One of the Gerrard group 
of Wire Tying Machines— 
the Model “G” Little Giant 
for heavy packaging and 
Uni-Lastic Stowage. Ask us 
how to solve your packag- 
ing and shipping problems 
by this method. 


THE TRAFFIC WORLD 


helie That Binds 


Packing Cost Reduced 75% 


The skid illustrated above contains two tons of paper 
tied by the Gerrard Method ready for shipment. 


In this instance the Gerrard Method saved more than 
$15.00 in packing cost alone. 


This paper was formerly shipped in lots about 500 pounds 
in heavy cases costing $2.50 each, or a cost of $/0.00 per 
ton of paper. 


Skids of the type shown cost only $3.50 to $5.00, which 
is so inexpensive that it does not pay to have them returned. 
Paper manufacturers, who have adopted the Gerrard Method, 
find their packing cost reduced to about $2.50 per ton—a 
saving of 75%. 


This method of shipping also has many advantages ap- 
preciated by printers. There is no cost for unpacking and no 
paper wasted in unpacking. Many printers do not rehandle 
their paper at all but simply wheel the skid into place under 
their automatic press feeders. 


The Gerrard Model “G” Little Giant Wire Tying Ma- 
chine is used for applying 8 gauge wire to paper on skids. This 
method of packing can be applied to your product as well be- 
cause its limitations are few. 


To ask us how to effect a saving in your present cost of 
packing incurs no obligation. 


GERRARD WIRE TYING MACHINES CO. 


1938 South 52nd Avenue 


3 3 CHICAGO, ILL. 
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“DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 


The New England States and the South and West—Eastern Canada and 
all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


Canadian Pacific Railway 
Canadian National Railways 
Quebec, Montreal & Southern 
Boston & Maine 

Boston & Albany 


= 


Pennsylvania 
Lehigh Valley 
ee aaensd.... 


via Rouses Point, N. Y. 


via Mechanicville, N. Y. 
via Albany, N. Y. 


|i Wilkes-Barre, Pa. 


via Binghamton, N. Y. 
via Owego, N. Y. 


DELAWARE & HUDSON SUPER-POWER ENGINES 


These powerful locomotives are equipped with the Bethlehem Auxiliary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 ee N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, . W. Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
C. F. Beck, General Eastern Freight Agent, ee a yg PA.—Telephone Rittenhouse 1271 


D & H Building - H. Chase, General South Freight t, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Guense Dullian, —— 


Monte Pickens, Jr., Commercial Agent, 1420-26 South Penn Square 

913 Healey Building PITTSBURGH, PA.—Telephone Smithfield 1212 
BOSTON, MASS.—Telephone Main 1323 8S. Y. Baldwin, General Agent, 
F. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 


429-430 Chamber of Commerce Building 
BUFFALO, N. Y.—Telephone Seneca 853 
H. W. Haas, General Agent, 
722 Ellicott Square Building 
CHICAGO, ILL.—Telephone Wabash 8994 
J. A. Flanders, Jr., General Agent, 
838-839 Transportation Building, 
608 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 0 


H. A. Dietz, General Traveling Coal Agent, 
513-514 Bessemer Building 
PLATTSBURG, N. Y.—Telephone 698 
E. H. Dow, Division Freight Agent, 
101 Bridge Street 
SCRANTON, PA.—Telephone Bell 4751, Con. 557 
J. J. Coyle, Division Freight Agent, 
D & H Passenger Station 


ST. LOUIS, MO.—Telephone Olive 1651 
— } ap ie S rreight Agent, J. B Stewest, Geuseal Anent, 
. ¥.—Telephone Whitehall 5648 and 5649 1021-1022 Pierce Building 
edt, General Agent, TROY, N. Y.—Telephone 765 
1446-48 Woolworth Building, F. J. Forster, Division Freight Agent, 
233 Broadway Union Station 


W. G. Story, General Freight Agent, Albany, N. Y. 

C. E. Rolfe, Assistant General Traffic Manager, Albany, N. Y. 

F. W. Nyland, Coal Freight Agent, Albany, N. Y. ae 
L. F. Perry, Assistant to General Traffic Manager, Albany, N. Y. 


W. J. MULLIN, J. T. LOREE, 
99 General Traffic Manager Vice-President and General Mgr. 99 
ALBANY, N. Y. 


SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BOSTE OF BETWEEN NEW YORK AND MONTREAL ROUTE OF 


THE MONTREAL LIMITED THE MONTREAL LIMITED 





THE TRAFFIC WORLD Vol. XXXVII, No. 10 


aii IN 


Fr ee— Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 
Storing in England 


ERE’S important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always! There are more than 300 
LMS warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 


HN 


IA 


The average LM S charge for handling, stowing 


and delivering out of store as required is only 2/3 of a 
cent per 100 lbs. inclusive. 


The LM S is the one British Railroad which serves with its 
own lines all major British Ports. L M S delivers right through to 
store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 


RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 


The LMS New York Office 
offers every co-operation to 
helb you solve the problem 
of distribution in Britain. 
Address THOS. A. MOFFET, 
Freight Traffic Manager in 
America, ONE BROAD- 
WAY, NEW YORK. 


Cer rr ee il 
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EOMONTON 





VANCOUVER 


WINNIPEG 











f seatrie 

EMERSON 

{ THIEF RIVER FALLS 
PORTLAND 
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MACKINAW 
city 


MENOMINEE 
MANITOWOC 
MILWAUKEE 


CHICAGO 


FAST 
Freight Service 


Between 


All Points in the East and South 4 . 
and 


Northwest, Western Canada 
North Pacific Coast ) 


To avoid delay, shipments for Canadian destinations must be accompanied 


we by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This document must be delivered railroad agent at initial point with the ) 
shipment and accompany same to Canadian port of entry. / 
Boston, Mass., 40 Central St. Neenah, Wis. 
Buffalo, N. Y., 409-410 Lroquois Bldg. New York, N. Y., 1550 Woolworth Bidg. 
Chicago, lil., 707 Standard Trust Bidg,.. Omaha, Neb., 1025 W. O. W. Bldg. 
940 5 a ry Bidg. Philadelphia, Pa., Cree Bidg., Lecast St. at 
Chippewa fy 
Cincinnati, O.. 709 Trection Bldg. Pittsburgh, nag 2081, Oliver Bldg. 
Cleveland, O., “915 Union Trust Bidg. Portiand, Ore., 3rd and Pine Sts. 
Detroit, Mich., 311 Transportation Bldg. St. Louis, Mo. 2050 Railway Exch. Bidg. 
Duluth, Minn., 326 West Superior St. st. —_ ‘Minn., 1112 Merchants Nat'l Bank 
Grand Rapids, Mich., 414 Lindquist Bidg. Bldg. 
Indianapolis, Ind., 522 Merch. Bank Bidg. San Francisco, Cal. tts 675 Market St. j 
Kansas City, Mo., 738 Railway Ex. Bldg. Sault Ste, Marie, M ich. 
Los Angeles, Cal., 530 Van Nuys Bldg. Seattle, Wash., 5564 Stuart Bidg. 
Memphis, Tenn., Porter Bldg. Spokane, Wash., 1006 Old Nat'l “Bank Bidg: 
Milwaukee, Wis., A Wisconsin St. Superior, Wis, ° 
0 Grand Ave. Tacoma, Wash 1113 Pacific Ave. 
ne, 5 Minn. Seo Line Bidg., 5th St. Waukesha, Wis. 
ae d Marquette Ave. Winnipeg, Man., 603-604 Lombard Bidg. 
Our Freight House Terminals at DULUTH are Joint with Duluth, : 
— Missabe and Northern Ry. 
a ROUTE YOUR FREIGHT—CARE SOO LINE 
a | 
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ORT oF SEATTLE 


Shortest, Most Direct Route to the Orient 


VIEW OF THE PORT OF SEATTLE 
Spokane St. Terminal—Note Cold Storage Warehouse in background, the finest west of Chicago 


Accommodations Unexcelled in the World 


cre ae me a ee Le 


Ten Million Dollars have been expended by the Port of Seattle in the 
last thirteen years to make it one of the most modern of harbor terminals 
existing. The total property owned and controlled, including the terminals 
property, harbor area and industrial lands, is 135 acres, which is served 
by 15 miles of trackage. The total lineal berthage is 16,736 feet with a 


total net transit shed storage space of 880,000 sq. ft. The total open storage 
dock space is 889,000 sq. ft. 


Owns and operates Modern Docks, Warehouses, Cold Storage Plants 
and Grain Elevator. 


Specializes in Heavy Regular Service to Practically 
Handling Equipment Every Port in the World 


Route Your Cargo via Port of Seattle Terminals 


‘ADDRESS 


ORT or SEATTLE 


SEATTLE, WASHINGTON 


Write Traffic Department for Rates, Space and Sailings 
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“Traffic Managers” 


| 


Would you care to have available to you 
at all times the most complete and up to 
date file of freight tariffs in the United 
States? 


We have access to the tariff files of the 
Interstate Commerce Commission, and 
Subscribers to our services have the privi- 
lege of calling on us for rate quotations 
therefrom. 


Our subscribers also have a general con- 
sultation privilege on all transportation 
matters, regardless of their character. 


fe An opportunity to place before you the 
advantages and benefits of our contract and 
services is solicited. 


Interstate Traffic Company 


Transportation Building 
Washington, D. C. 


Consultation Service on | I.C.C. and State | Rate Statements and | Demurrage, Switching Loss and Damage 
I.C.C. Procedure and Rate Cases Traffic Statistics and Claims Handled 
Law*of Carriers Handled © Compiled Transit Matters Freight Bills Audited 





‘ , > OK ITY 2) PHILADELPHIA SALT LAKE CITY ®S8T. LOUIS 
@ NEW YORE CITY — FGT. @ ORLAHORA Cir ort © o*1 South Main St. $12-14 No. 6th St. 


: Room 909, 
Exchange Bldg. Ave. Cinco de Mayo, No. 32 DEPT., 165 Broadway Colcord Bldg. @ PITTSBURGH @ SEATTLE @ TONOPAH 


MONTERREY @ NEW YORK CITY — PASS. ; St. Mizpah Hotel 
© ee alte Bldg. © Escobedo & Padre Mier Sts. DEPT., 165 Broadway Park Bldg. 314 Union 
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Where to reach them 
® 


=—The Postman Knows Him 


SOUTHERN PAcIFIc LINES 


@ OFF LINE AGENGIES 
© GATEWAYS 
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OAK LINED DRIVE— 
Saint Martin’s Parish, Louisiana 


Beautiful Picture of the “Sunny South” Traversed by the Lines of the Southern Pacific 


‘ 2 so uosyser 389M SE-18 “Lda 
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SOUTHERN PACIFIC LINES 





